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MOTOR VEHICLE REGULATION 

There is considerable misapprehension, both among 
laymen and in the transportation business, as to the 
purpose of the motor vehicle regulation hearings now 
being held over the country by the Interstate Commerce 
Commission and as to what is being developed at these 
hearings, which are extensively reported in The Traffic 
World. The purpose is not to force regulation of motor 
vehicle common carriers, but merely to inquire deeply into 
the situation, the Commission being desirous of knowing 
whether it ought to suggest federal regulatory legislation 
to Congress and, if so, what kind and to what extent. That 
is all the hearings are for. 

As an example of misapprehension as to what is being 
developed, an article in “Chicago Commerce,” published by 
the Chicago Association of Commerce and, presumably, 
coming from the transportation department, says that the 
consensus, as a result of the hearings thus far, “is that 
supervision by the respective public service commissions 
of the various states is sufficient until this industry is better 
established, as it is going through a series of experimenta- 
tions seeking to find its place as an auxiliary to our existing 
transportation agencies.” . 

We respectfully point out that, though, if their testi- 
mony were closely analyzed, it might develop that a majority 
of the witnesses in the present inquiry were opposed to 
federal regulation, it would take such close analysis to 
show it; for the opinions expressed vary widely and no 
particular class (except the railroads) can be said to be for 
or against regulation. We believe that more shippers than 
others are opposed to regulation, but some of them have fa- 
vored it at the hearings and others have taken no position 
but merely sought to bring out the facts relating to the mo- 
tor transport industry. Many motor truck and bus common 
Carrier operators have favored regulation. Perhaps this is 
surprising, but it results from the desire for self protection, 
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of course. Companies operating established and necessary 
routes wish to be protected from the disastrous competition 
of irresponsible fly-by-nighters, and are willing to pay the 
price of such protection. The railroads, of course, are for 
regulation of the motor vehicles. Their position is easily 
understood ; but the mistake so many are making is to con- 
clude that, because the railroads favor regulation of their 
competitors, all others must be lined up on the other side, 
fighting the railroads, and that what the railroads want 
must be contrary to the public interest. 

As an example of misapprehension in the lay mind, we 
might mention an editorial by Arthur Brisbane, sent to us, 
with a notation by the sender, that we are “on the wrong 
side this time.” Brisbane says the people own their high- 
ways, they want motor busses and will have them “just as 
they will have flying routes that will eventually kill all long 
distance passenger traffic on railroads. You cannot legislate 
motor busses and flying machines out of existence now any 
more than you could kill the railroad 125 years ago.” 


Of course, Mr. Brisbane is appealing to the kind of 
persons who eat his editorials. He always makes the class 
appeal. His readers are being ground under the heel of the 
“interests.” Certainly the people own their highways and 
certainly they are entitled to motor busses if they want 
them, and we believe they do. But they do not want them 
—or would not, if they understood the situation—unless 
they pay for what they get. We believe we could write a 
most acceptable editorial for Mr. Brisbane’s column appeal- 
ing to the great unwashed to rise against the injustice of 
their highways being used as a place of business by motor 
bus operators who pay nothing for the privilege. The 
people want street cars and elevated roads and subways 
also, and they are entitled to them, but they expect those 
who operate them to pay for their franchises. Fancy the 
uproar from the people if a city council or board of alder- 
men granted free a franchise for a street car line or a 
subway because the people were demanding additional 
transportation. Mr. Brisbane would shout himself hoarse. 

The situation is no different with respect to motor 
vehicles. As to passenger business, they are demanded and 
needed. They should be allowed to operate. But the rights 
of the public should be protected in thus permitting them 
to operate and the business itself should be put on a stable 
basis by reasonable regulation. That, we think, is funda- 
mental. All the talk about “throttling a growing industry” 
is dust in the eyes of the public. 


The public, of course, in the sense in which Mr. Bris- 
bane addresses it, is chiefly interested in the motor bus, as 
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distinguished from the motor truck. It is the shipper part 
of the public that is interested in the truck. But the same 
arguments and principles apply here. The shipper who 
uses a motor truck in preference to the rails should be 
protected, and many shippers take that view. The motor 
truck operators are also entitled to protection, and many of 
them realize it and, therefore, are in favor of regulation. 


Once more we point out that the present investigation 
is with respect to the advisability of regulating interstate 
transportation by bus and truck. Intrastate regulation is 
already pretty well established, and it is strange that many 
who are not opposed to intrastate regulation are opposing 
interstate regulation. Why the distinction? The principle 
is the same and the question is only one of ways and means, 
as we see it. If a “growing industry” would be “throttled” 
by interstate regulation why is it thriving under intrastate 
regulation ? 


We hope, at least, that the question may be freed from 
the confusion caused by those who, innocently or malicious- 
ly, are trying to make it appear that it is one on which the 
railroads are on one side and the “public” on the other. It 
makes no difference what the railroad view is or whether 
or to what extent its view is influenced by selfishness. The 
matter is one of public policy and the consideration of fair- 
ness to the railroads is only incidental at best. Should 
motor trucks and busses be allowed to use the highways in 
the conduct of a common carrier business without paying 
for the privilege and without regulation, either intrastate 
or interstate? That is the question. We advise those who 
are so cock-sure of the issue to read the testimony that is 
offered at the hearings. Everybody can find something in 
it to bolster up his own view, to be sure, whatever that view 
may be; but he will also find something on the other side— 
and sometimes from sources that may surprise him—to 
make him think that, perhaps, he has not thought of every- 
thing and that he is wrong in believing that all of a certain 
class favor regulation and all of another class oppose it. 


We believe it may be said that the evidence has not 
shown that there is any concerted demand for or general 
conclusion as to the wisdom of any particular kind of regu- 
lation, except, perhaps, that it is more or less generally 
conceded that motor truck and bus operators should do 
business only under certificates of convenience and neces- 
sity. And, perhaps, that is as far as regulation ought to go 
at this time, provided, of course, that it be seen to that 
certificates are granted only on proper showing of necessity 
on the part of the public and responsibility on the part of 


the operator. But that far regulation ought to go at once.. 


We think, also, that the motor carriers using the highways 
should be compelled to pay something in rent for their use 
of them as a place of doing business. The rest of the 
regulatory program might, perhaps, be allowed to develop 
as time shows needs. But we shall never get anywhere if 
those who are discussing the problem do not free them- 
selves from their foolish and blinding prejudices. For 
ourselves, we don’t care whether the motor vehicles run 
the railroads out or not, but we want them operated on a 
fair and business-like basis, just as we want the railroads 
operated. Then the Devil may take the hind-most. 
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CAR SERVICE REPORT 
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The railroads this year are not only carrying the greatest 
freight traffic in their history, but are rendering to the shipping 
public the best service it has ever received from a transporta- 
tion standpoint, according to a report submitted by the car serv- 
ice division of the American Railway Association to the board 
of directors of that association; which met September 24 in New 
York. 

The volume of traffic on the basis of the number of cars 
loaded with revenue freight outstrips all previous years, but 
this record freight movement is being handled without car short- 
age or other transportation difficulties. 

For the first 37 weeks this year, according to the report, 
36,881,938 cars were loaded with revenue freight, an increase 
of 1,208,646 cars, or 3.4 per cent over the best previous record 
made during the corresponding period last year. It also was an 
increase of 3,344,796 cars, or 10 per cent over the corresponding 
period in 1924. 

The total for the first 37 weeks ‘this year also exceeded by 
1,177,552 cars, or 3.3 per cent, the estimate made last spring by 
the car service division as to what freight traffic would be for 
that period in 1926. 

Not only are fewer locomotives and freight cars in need of 
repair this fall than at any time in the past four years, but 
the railroads have approximately 5,600 serviceable locomotives 
in good repair and in storage, while they also have nearly 142,000 
surplus freight cars in serviceable condition which can be placed 
in use whenever needed. This situation has been made possible 
by a continued increase in efficiency in operation that in turn 
reacts to the benefit of the public. 

Class I railroads on August 1 this year had 1,366 fewer 
locomotives than on January 1, 1923, but despite this decrease 
in the number of units, there was an actual increase of nearly 
ten per cent in the average tractive power of those locomotives. 
There is, however, an increase of 37,904 in the number of freight 
cars owned, the average capacity on August 1 this year being 
45.06 tons, or an increase of nearly five per cent compared with 
January 1, 1923. 

In the record, freight traffic that has been handled this year, 
loading of every commodity shows an increase over last year 
except live stock and forest products. 

The movement of winter wheat in the southwest this season 
established a new high record for railroad performance. With 
the largest number of grain cars ever assembled in the loading 
district and surplus locomotives to give the loads prompt han- 
dling, the southwestern railroads were never better prepared 
for record movement than in 1926. The territory of heaviest 
production was chiefly served by the Atchison, Topeka & Santa 
Fe and the Chicago Rock Island & Pacific railroads. Owing to 
the fact the crop was greater than the most optimistic reports 
prior to that time had indicated and the fact that it was har- 
vested by means of “combines” which enabled the wheat to be 
cut, threshed and sent to market in the same day, the railroads 
were confronted with a perfect avalanche of wheat which over- 
whelmed the country elevators and put a burden on the railroads 
in excess of any car supply that could be assembled. With all 
storage space and many main line passing tracks full of empty 
cars, the railroads hardly could have been operated through this 
heavy wheat territory with many more cars in storage. 

Realizing that the earlier supply of cars would soon be ex- 
hausted, the railroads concerned called on their connections and 
on the car service division for further assistance. Hundreds 
of cars were delivered voluntarily to the Rock Island, Missouri 
Pacific and Santa Fe. Early in July the car service division 
took control of the dispatch of box cars at Chicago and diverted 
every available empty box car fit for loading grain, regardless 
of ownership. This order was in effect for ten days and resulted 
in delivery to the Santa Fe of approximately 4,500 empty box 
cars. In addition, voluntary deliveries from eastern and western 
roads brought to that road a total of about 6,250 grain cars, with 
3,000 also to the Rock Island and 750 to southwestern roads at 
St. Louis. The response by all railroads called on made this 
record possible. 


The following facts stand out in the resume of the situation: 


1. Car loadings of wheat exceeding previous high records by 
57 to 84 per cent indicate a monumental achievement on the part 
of the railroads interested. 

2. he absorption of unprecedented grain arrivals at Kansas 
City, Wichita, Hutchinson and Salina and at Galveston without con- 
gestion, unreasonable delay in disposition or even threat of embargo 
was an amazing record. 

3. The complete support of the state railway commissions, par- 
ticularly in Texas, Oklahoma and Kansas, to the efforts of the rail- 
roads to meet loading demands. 

4. Substantial assistance was rendered by the various shippers’ 
regional advisory boards in other parts of the country by directing 
public attention to the necessity of proper handling of box cars of 
western ownership. 

The unanimous cooperation of the railroads in all parts of the 
country whose prompt action in delivéring box cars to the wheat 
——— roads greatly aided in overcoming quickly a difficult situ- 
ation. 


Regarding the movement of coal and other commodities 


















































































































































































































678 THE 
requiring the use of open top cars, the car service division 
pointed out that such loadings were continuing at high rate, with 
the car supply entirely adequate for all purposes. It said: 


Bituminous coal production, said the report for the period Janu- 
ary 1 to August 28 this year totals 353,505,000 tons which greatly 
exceeds the production during similar periods of the years 1925 and 
1924 and is only about 17,000,000 tons behind the peak production ditr- 
ing the year 1923. 

It is extremely difficult, if not. impossible, to forecast what the 
total production for the year 1926 will amount to, but assuming it 
will be not less than 575,000,000 tons because of the English strike, 
the heavy lake program, the industrial activity at present existing, 
the usual seasonal increase incident to the fall and winter months, 
the railroads will be called upon to handle an average weekly pro- 
duction of 12,300,000 tons for the period August 28 to December 31, 
inclusive. 

The strike of English miners has greatly stimulated the demand 
for coal for export and for the period January 1 to July 31 this year 
6,006,577 tons were exported through Atlantic ports as compared with 
3,250,558 tons during the same period of 1925 and 3,032,826 tons dur- 
ing 1924. 

S the forwarding of coal via the Great Lakes continues at a 
satisfactory rate and coal dumpings at lake ports from January 1 to 
August 29 amounted to 18,454,950 tons, which exceeds the dumpings 
during the same periods in 1924 and 1925, notwithstanding naviga- 
tion this year opened practically three weeks later than usual be- 
cause of ice conditions. 

The movement of coal to New England, all rail and rail and water, 
from January 1 to July 31, this year, is slightly in excess of the 
movement for similar periods in 1924 and 1925, but is very much 


below ame volume of tonnage handled during the first seven months 
in 1923. 


The loading of all commodities such as steel, sand, stone and 
gravel requiring the use of open top cars for the period from Janu- 
ary 1 to August 31 this year, totaled 4,281,246 cars, an increase of 
241,621 cars or 6 per cert as compared with the same period in 1925 
and indications are that the loading will continue for some time at 
the present volume or slightly in excess thereof. 


TELEPHONE AND RADIO USE 


Greater use is now being made of the telephone in the opera- 
tion of the railroads of this country than ever before and this 
has contributed substantially to the efficiency with which the 
rail carriers are being operated, according to a report submitted 
September 21 at the opening of the annual convention of the 
telephone and telegraph section of the American Railway Asso- 
ciation at Swampscott, Mass. 

The use of the telephone in place of the telegraph for han- 
dling train orders, according to the report, was formally sanc- 
tioned by the American Railway Association in November, 1908. 
Prior to that time the telegraph was the principal means of com- 
munication. Since 1908 there has been a rapid development of 
the telephone service on the railroads so that orders regulating 
train movement are not only now largely handled by telephone 
but also general communications. 

Class I railroads in 1925 had 132,850 miles of telephone 
lines, used for the transmission of train orders, an increase of 
more than 13,000 miles compared with 1920. Telegraph lines 
used for such purposes in 1925 totaled 121,521 miles, a decrease 
of more than 13,000 miles compared with 1920. 

The practicability of communication by radio between both 
ends of a long train has been definitely demonstrated, according 
to a report submitted at the closing session. 

“It is easy to visualize,” said the report, “the material as- 
sistance that such a communication system offers, when oper- 
ating under adverse weather conditions, such as heavy fogs, 
rains or snows or in cases where trains may part or where it 
may become necessary to signal the engineman to stop on 
curves.” 

Further tests are being made in conjunction with radio 
companies with a view of perfecting radio devices that will 
stand up under the wear and tear of road use. 

Extensive tests under actual conditions surrounding the 
operation of trains have already been made under the auspices of 
the radio committee of the telegraph and telephone section on 
the New York Central Lines, as well as on a number of other 
railroads and the practicability of maintaining constant radio 
communication between caboose and locomotive of long freight 
trains has been established. While the use of radio in connec- 
tion with the actual operation of trains is still in an experimental 
state, the members of the committee believe that it will only be 
a question of a short time before it can be put to practical use. 
The radio sets employed in the tests are still in the state of 
development and must undergo further refinements in design 
and method of installation before finally being applied in per- 
manent installations. 

“A demonstration of this means of communication,” said 
the report, “was made in July on a New York Central freight 
train between Englewood, Ill., and Elkhart, Ind., a distance of 
95 miles, during a period of nearly four and a half hours of 
operation of the radio set. This demonstration was carried out 
on a 116-car train. 

“A good volume of reception was maintained with the ‘loud 
speaker’ during the run with the exception of brief periods when 
the locomotive or caboose passed under or through large steel 
bridges. Since there was a marked shielding effect from the 
presence of large steel bridges, there is some doubt, however, 
as to the practicability of maintaining satisfactory communica- 
tion where long tunnels are encountered. The practical value 
of radio on trains was greatly demonstrated during the trip, 
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however, as well as on other experimental runs previously 
made.” 


Owing to the necessity for obtaining faster means of com- 
munication to keep pace with the heavy traffic which the rail- 
roads are now being called upon to handle, automatic printers 
which reproduce messages sent by an operator miles away are 
being installed by many of the railroads of this country, the 
telegraph and telephone section was told in a report. Automatic 
printers which operate by means of electrical impulses trans- 
mitted over ordinary telegraph wires have been found to result 
in a substantial saving to the railroads. 

Twelve of the leading railroads of the country have already 
installed such printers and many other roads are planning to 
do the same. By means of the automatic printers the operator 
of such a machine can handle twice as many messages per hour 
as a telegraph operator. 


REVENUE FREIGHT LOADING 


Although the week ended September 11 included the Labor 
Day holiday, revenue freight loading exceeded 1,000,000 cars. 
The loading totaled 1,031,081 cars, as compared with 1,151,346 
cars of the full-time preceding week, according to the car sery- 
ice division of the American Railway Association. Loading by 
districts the week ended September 11 and for the correspond- 
ing period of 1925 was reported as follows: 


Eastern district: Grain and grain products, 8,280 and 6,284; live 
stock, 3,228 and 2,789; coal, 42,675 and 26,681; coke, 3,139 and 2,805; 
forest products, 4,370 and 5,133; ore, 6,681 and 5,811; merchandise, 
L. C. L., 64,780 and 63,689; miscellaneous, 95,815 and 96,459; total, 
1926, 229,968; 1925, 209,651; 1924, 240,850. 

Allegheny district: Grain and grain products, 3,097 and 2,635; 
live stock, 2,641 and 2,633; coal, 45,969 and 36,825; coke, 5,104 and 
5,091; forest products, 3,237 and 2,701; ore, 13,793 and 10,119; mer- 
chandise, L. C. L., 52,679 and 50,352; miscellaneous, 81,392 and 80,102; 
total, 1926, 207,912; 1925, 190,458; 1924, 210,857. 

Pocahontas district: Grain and grain products, 274 and 202; live 
stock, 302 and 369; coal, 42,784 and 41,216; coke, 599 and 546; forest 
products, 1,629 and 1,736; ore, 100 and 79; merchandise, L. C. L, 
6,677 and 6,682; miscellaneous, 6,076 and 4,588; total, 1926, 58,441; 
1925, 55,418; 1924, 49,280. 

Southern district: Grain and grain products, 3,353 and 3,307; live 
stock, 1,880 and 2,052; coal, 26,016 and 26,077; coke, 891 and 897; forest 
products, 21,951 and 21,433; ore, 1,348 and 1,349; merchandise, L. G. 
L., 39,857 and 39,062; miscellaneous, 53,410 and 57,507; total, 1926, 
148,706; 1925, 151,684; 1924, 148,684. 

Northwestern district: Grain and grain products, 11,423 and 18,864; 
live stock, 9,993 and 7,723; coal, 6,984 and 6,629; coke, 1,630 and 1,230; 
forest products, 15,582 and 15,355; ore, 47,862 and 33,342; merchandise, 
L. C. L., 29,917 and 29,786; miscellaneous, 38,762 and 37,290; total, 1926, 
162,153; 1925, 150,219; 1924, 160,423. 

Central Western district: Grain and grain products, 11,787 and 
9,918; live stock, 13,088 and 10,236; coal, 12,633 and 15,459; coke, 364 
and 257; forest products, 11,567 and 10,571; ore, 3,617 and 3,568; 
merchandise, L. C. L., 31,216 and 32,766; miscellaneous, 63,231 and 
59,143; total, 1926, 147,503; 1925, 141,918; 1924, 176,097. 

Southwestern district: Grain and grain products, 4,688 and 3,853; 

live stock, 3,567 and 2,928; coal, 5,172 and 4,606; coke, 182 and 120; 
forest products, 8,881 and 7,793; ore, 408 and 340; merchandise, L. 
C. L., 16,046 and 15,679; miscellaneous, 37,454 and 40,832; total, 1926, 
76,398; 1925, 76,151; 1924, 75,590. 
_ Total, all roads: Grain and grain products, 42,902 and 45,063, 
live stock, 34,699 and 28,730; coal, 182,233 and 157,493; coke, 11,909 
and 10,946; forest products, 67,217 and 64,722; ore, 73,809 and 54,608: 
merchandise, L. C. L., 241,172 and 238,016; miscellaneous, 377,140 and 
375,921; total, 1926, 1,031,081; 1925, 975,499; 1924, 1,061,781. 


Loading of revenue freight this year compared with the two 
previous years follows: 





1926 1925 1924 

Five weeks in January ........... 4,432,010 4,456,949 4,294,270 
Four weeks in February.......... 3,676,449 3,623,047 3,631,819 
Four weeks in March....... oes 8877,189 3,702,413 3,661,922 
Four weeks in April.... . 3,795,837 3,726,830 3,498,230 
Five weeks in May............... 5,142,879 4,853,379 4,473,729 
Four weeks in June.............. 4,112,150 3,965,872 3,625,182 
Five weeks in July...........cccss 5,245,267 4,945,091 4,470,522 
Four weeks in August............ 4,417,780 4,321,427 3,898,384 
Week of September 4............. 1,151,346 1,102,785 921,303 
Week of September 11............ 1,031,081 975,499 1,061,781 

NONUUEE ; wiselsiavna/sineioa aha ban 36,881,938 35,673,292 33,537,142 


CONDITION OF EQUPIMENT 


Freight cars in need of repair on September 1 totaled 161,- 
396, or 7 per cent of the number on line, according to reports 
filed by the carriers with the car service division of the Ameri- 
can Railway Association. This was a decrease of 8,369 cars 
under the number reported on August 15, at which time there 
were 169,765, or 7.4 per cent. It also was a decrease of 35,782 
cars compared with the same date last year. Freight cars in 
need of heavy repairs on September 1 totaled 121,931, or 5.3 
per cent, a decrease of 5,052 cars compared with August 15, 
while freight cars in need of light repair totaled 39,465, or 1.7 
per cent, a decrease of 3,317 compared with August 15. 

* Locomotives in need of repair on September 1 totaled 9,031, 
or 14.4 per cent of the number on line. This was a decrease 
of 402 locomotives under the number in need of repair on August 
15, at which time there were 9,433, or 15.1 per cent. Of the 
total number of locomotives in need of repair on September 1 
this year, 4,761, or 7.6 per cent, were in need of classified re 
pairs, a decrease compared with August 15 of 429, while 4,270, or 
6.8 per cent, were in need of running repairs, an increase of 
27 compared with the number in need of such repairs on August 
15. Serviceable locomotives in storage on September 1 totaled 
5,432, compared with 5,581 on August 15. 
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General Investigation Fears.—Men who have filed complaints 
alleging that oil rates or class rates in Western Trunk Line 
territory are unreasonable, are inclined to worry because a 
general investigation of oil rates has been ordered and a general 
inquiry into the class rates seems in prospect. One of the 
things that has frequently come out of a general investigation 
has been a declaration that, because the inquiry was of a gen- 
eral character, resulting in both increases and reductions, rep- 
aration would be denied. Something like 100 complaints, pos- 
sibly more and perhaps fewer, have been made about the 
character of the oil rates from the southwest into the southeast, 
from Illinois into the southeast, within the southeast and from 
Illinois to points in C. F. A. territory, as well as rates within 
the last mentioned area. They were all filed before there was 
much, if any, talk about a general inquiry. The complainants 
felt the rates were unreasonable and that they should have 
some of their money returned to them. That is why they al- 
leged they were unreasonable and asked for reparation. The 
query is as to whether the institution of the general inquiry 
is to deprive them of reparation, in the event the Commission 
should find the rates too high. In the Piedmont Oil Company 
case, the Commission made a report that may make trouble 
for the writer of the report in the general inquiry. Broadly 
speaking, the Commission said it would not order a change be- 
cause, among other things, the through rate from points in 
Texas to Gastonia or some other point in Carolina territory 
near by had not been attacked. The complaint attacked only 
the factor east of the Mississippi, because that was as distinct 
from the factor west of the river as day is from night and the 
complainant said it had no complaint to make about it, at least 
not at that time. Among those who have discussed the ways 
of the Commission, in general inquiries, it has seemed hard 
that the institution of a general investigation should have the 
effect, if the Commission finds oil rates in the southeast to be 
too high, of depriving that complainant of reparation. The re- 
port in that case, it now seems, will also be troublesome for 
the general inquiry report writer because the report said the 
rates to that point in North Carolina seemed out of line. The 
difficulty about the matter is that, if, as a result of a general 
inquiry, rates are found unreasonable and reparation is awarded 
to those who happened to file complaints attacking specific rates, 
before the general inquiry was instituted, those who filed spe- 
cific complaints before the institution of the general inquiry 
will seem to have obtained a preference. But that sort of a 
preference, it might be suggested, is the sort the early bird that 
gets the worm creates for itself by starting early. There are 
men in business who do not know what is hurting them until 
it is too late. That, however, is not regarded as a sound argu- 
ment against such as may have pointed out what was hurting 
them and asked for the application of the proper remedies. No 
court has ever failed to give relief to a man who complained 
simply because others who might have the same reason for 
bringing suit had neglected to do so. The whole question of 
reparation is in a hazy situation, with reparation under the third 
section as rare as snow storms in June. The Commission is 
able, usually, to avoid granting third section reparation by say- 
ing it has not been shown that the complainant’s competitors 
control the price at the point of competition. Yet a man who 
loses business at a given point because some competitor makes 
a lower price ought to be able to prove that, as far as he is 
concerned, the price made by the competitor at the point in 
question was the price that kept him out of the market and 
that the difference in price was just the difference in the freight 
rates. Such proof, it is believed, would convince the ordinary 
man that it was the difference in freight rates that kept the 
complainant out of a particular market. Complainants, as a 


rule, seem to be convinced that third section reparation is im- 
possible. 





_ Three C’s of Rate-Making.—Noting some observations in 
this column of August 21, p. 413, C. C. McCain, who was dealing 
with the making of rates when the Commission was young, calls 
attention to the fact that A. C. Bird, for many years general 
traffic manager for the Chicago, Milwaukee and St. Paul, when 
asked, in a case heard at St. Louis, what was the scientific 
method of making freight rates, blurted out: “Never heard of 
such a method. _We have three basic principles—namely, com- 
a comparison, and compromise.” Mr. McCain, who was 
ussing, fuming and fretting with freight rates, not as far back 
: when Napoleon III was in the foot-racing game in this coun- 
ae still a long time ago, wants to know if the three things 
a oned by Mr. Bird are not still factors controlling the “best 
ee to which reference was made in the observations 

ntioned. The answer is that the “best judgment” cannot be 
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based on anything other than the things mentioned. Competi- 
tion between two carriers at a given point has diminished to a 
large degree. Its place, however, has been taken by the com- 
petition of widely separated fields of origin, as, for instance, 
the competition of the Louisiana, Kansas, Michigan, Ohio, and 
New York salt mines and wells for the Chicago market. Sugar 
and coffee, coming from widely separated points of origin, strive 
for a place in the sun in that Chicago market. But the Illinois 
Central and the New York Central are not the only carrier com- 
petitors. One has to watch the barges on the Mississippi and 
the other the boats on the Erie Canal, the St. Lawrence River, 
and the Great Lakes. In a short time, the New York Central 
may even have to watch the trucks. The rates on the com- 
modities mentioned are made in exact accord with the three 
C’s mentioned by Mr. McCain. The exercise of the minimum 
rate power of the Commission to put a check on the competition 
of the Louisiana salt which the Southern Pacific and Illinois 
Central are willing to haul for less than they are required to 
ask, is the only fact not in the equation when the Bird formula 
was stated. 





Standardized Practice in Tariff Reference Marks.—F. L. 
Speiden, tariff publishing agent for southeastern lines, has issued 
a circular letter to the users of his tariffs calling attention to 
the exceptionally few and definite reference marks to be re- 
membered by users of Speiden tariffs, as a step toward the 
simplification of tariffs for which there has been such fervent 
prayer for many years. He put out that circular because it 
seemed to him that, while some of the symbols had been in use 
ten or twelve years, there were some tariff users not familiar 
with certain facts. The outstanding facts to which he called 
attention were that the circled capitals A and R always stand 
for advances and reductions; that it is understood that they 
will be approved as the symbols for advances and reductions 
when Tariff Circular 18-A is reissued; that the circled numbers 
from 1 to 50 always indicate reissued items, the number indi- 
cating in which supplement the reissued item was first pub- 
lished; that circled numerals above 50 are used as general 
reference marks; that all the circled numerals are explained 
in the front part of the tariff or supplement, in the place des- 
ignated by Tariff Circular 18-A; and that italic, lower case a 
b, c, etc., are special reference marks and are explained at the 
bottom of the pages where they are used. The lower case italic 
reference marks, Mr. Speiden explains, have been adopted for 
the reason that, under this alphabetical arrangement, any tariff 
user, at any time, can locate a reference mark at the bottom 
of the page by its alphabetical sequence, whereas, if daggers, 
hearts, spades, or what-nots were used, each would have an 
equal claim to the order of precedence. No one, he suggests, 
would look for a reference, italic, lower case z, ahead of italic, 
lower case a. Hearts, daggers, spades, and what-nots, to Mr. 
Speiden, are as goldenrod to the hay fever victim. They make 
him sneeze violently and painfully, and mean nothing more than 
pain and annoyance, because among them there is none of the 
law of order, the first law of Heaven. 





Fertilizer Revision Disappointing.—The Fertilizer Review, 
published by the National Fertilizer Association, in the current 
issue, shows disappointment on the part of the industry over the 
outcome of the general fertilizer investigation report made by 
the Commission (113 I. C. C. 389,- Traffic World, August 21, p. 
415). It expresses the opinion that the increases more than 
offset the reductions. The trade magazine points out that, while 
the new rates may be lower, in comparison with the interstate 
rates established under the Royster scale, the bulk of fertilizers 
and fertilizer materials moves intrastate and that intrastate 
rates, except in North Carolina, in most instances, will have 
to be raised to meet the new scale. That, it points out, is true 
of Alabama, Georgia, and South Carolina, because the rates in 
those states are specifically mentioned in the report. The Traffic 
World abstract of the report did not undertake to say whether 
the revision would be upward or downward, but repeated the 
declaration of the Commission that the rates were to be made 
uniform. The scale prescribed by the Commission is a com- 
promise between the Royster scale prescribed by it on fertilizer 
from Norfolk to North Carolina points and the scale suggested 
by the shippers. The Review points out that the farm publica- 
tions, seeming to take their cue from the ordinary newspapers, 
heralded the decision as a great victory for the farmers in 
that they would obtain lower rates. One New England farm 
paper went so far as to declare that there would be lower 
freight rates on fertilizers and fertilizer materials “in all inter- 
state commerce,” when, as a tter of fact, the uniform rates 
prescribed by the Commission, some higher and some lower, 
will apply only in the southeast. The Review goes so far as 
to say that, even where there are seeming reductions, it is 
doubtful whether there will be any actual decreases. 





Commission’s Seventh Division.—It is not improbable that 
the Commission will soon feel the need of dividing itself into 
seven instead of six divisions. Texas has the right to divide 
itself into not more than five states, but there is no such limi- 
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tation on the Commission’s creation of subordinate bodies. Now 
that the Pennsylvania has taken to the air to tell about the 
wonders it performs, it seems inconceivable that the Commission 
would not prepare itself to pass on questions that will arise 
when the Baltimore and Ohio feels the urge to allow the world 
to know about what it does and also tell the universe, by sample, 
of the good things its male chorus does right along. If and 
when the division to have charge of the clefs, sharps, and flats 
is appointed, there will be at least three members thereof. They 
will be Meyer, Aitchison, and Woodlock. The first, on account 
of his seniority, will be the conductor, Aitchison the konzert 
meister, and Woodlock, the choir mother, because, while he is 
suspected of knowing much about what the Irish call “carmolye” 
or something that sounds something like that to the ear of the 
hated Sassanach, he is so much of a junior that he cannot ex- 
pect any higher rank than that. Aitchison, outside of official 
life, has risen to the rank of conductor, but, in government and 
railroad service, seniority is controlling and the baton must be 
placed in the hands of the elder of the three—elder in service, 
if not in years. And then let the railroads get into a row about 
their programs, if they dare! That division, composed of men 
so tall that they would have graced Frederick’s Prussian guard, 
would terrorize the worst of them.—A. E. H. 


FORD MERGER CASE 


The Traffic World Washington Bureau 


“We fail to see how in this case, whether or not the 
provision for the minvrity is adequate, can in any way affect 
the public interest, or can by any possible stretch of the imagi- 
nation affect the flow of commerce, or can affect the value or 
integrity of the stock to be issued by the Detroit and Ironton,” 
counsel for Henry Ford’s Detroit and Ironton’s railroad said 
in exceptions to the proposed report of Examiner Ralph R. 
Molster in Finance Docket No. 4807 and related cases, in which 
authority to merge the Detroit, Toledo & Ironton and the De- 
troit & Ironton is sought. (See Traffic World, August 14, p. 
362). Denial of the Ford application was recommended by the 
examiner. 

Counsel’s remarks were directed to that part of the report 
holding the minority stockholders had not been dealt with 
fairly. 

“The powers of this Commission are broad, but they do 
not extend to merely indirect things which do not affect the 
flow of commerce,” counsel said, adding that if the Commis- 
sion “is to assume jurisdiction of such matters, then it is tak- 
ing upon itself a vast burden having no direct and scarcely 
an indirect relation to commerce.” 

“We find here an effort being made to place this institu- 
tion upon a sound financial basis,’ counsel said. “We have 
here interveners seeking to blow hot and cold at the same 
breath. While they have stated that they are unwilling to 
come into the sound financial institution upon a sound basis 
which is being made, yet they wish to take the dog and manger 
attitude of being unable or unwilling to come themselves, but 
preventing someone else from building a sound organization 
when they receive no injury therefrom. Without conceding 
that the majority stockholders are trustees for the minority, 
yet assuming that they are, there is nothing in this case which 
any court of equity ought to consider as violating any such 
trust.” : 

Counsel said the situation the Detroit, Toledo & Ironton— 
which the Detroit & Ironton would acquire—found itself in was 
that it was mortgaged to the limit; that no further bonds 
could be issued under the first mortgage for the purpose of 
financing additions and betterments (with certain very limited 
exceptions); that it was not in a sound position for offering 
a third mortgage for additions and betterments. 

“Recently finding itself with more business than it has 
equipment to properly handle,” counsel continued, “it (D. T. & 
I.) has been obliged to invest its earning in additions and bet- 
terments to the exclusion of paying interest on the adjustment 
mortgage bonds or dividends to the stockholders. If it can hope 
to keep the business which it has recently been getting, it must 
have equipment to handle it. If it is to acquire equipment to 
handle it, it must find some way to finance it.” 

Counsel argued that the Commission had the authority under 
the transportation act to approve such a merger of rail prop- 
erties as was proposed in the case. 


B. R. & P. CONTROL BY D. & H. 


The Trafic World Washington Bureau 


Examiner Haskell C. Davis began hearing testimony Sep- 
tember 20 on the application of the Delaware & Hudson for 
authority to acquire control, by 999-year lease, of the Buffalo, 
Rochester & Pittsburgh. The New York Central and the Balti- 
more & Ohio intervened in the proceeding. 

Howard G. Kelley, consulting civil engineer, who made an 
exhaustive examination of the B. R. & P., submitted a great 
deal of statistical data relating to the property. His examina- 
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tion revealed that the property was in good physical condition 
and that it had a capacity for a substantial volume of additional 
traffic. 

Mr. Kelley expressed the opinion that, in view of all the 
existing conditions, the operating performance of the B. R. & Pn 
its net earnings, and its earning power, the lease of the B. R. 
& P. by the D. & H., “will be self-sustaining, that it will result 
in an increase of net earnings which will produce not less than 
the 6 per cent per annum guaranteed on the preferred and 
common stock, and will probably produce in excess of that rate, 
and, further, that it will be in the public interest by reason 
of the increased competition in service, by the more intensive 
use of the existing facilities of transportation and by the lessened 
amount of new capital expenditures to perform such service in 
conducting the transportation required by the public.” 


W. E. Eppler, controller of the D. & H., submitted exhibits 
relating to earning power, operating performance and traffic of 
of the B. R. & P. 


Lewis H. Haney, professor of economics of the New York 
university, expressed the opinion that the lease was desirable 
in the public interest. He commented on the fact that it was 
desired by both parties and that there were no “clamoring 
minorities.” He also said there was no objection from disin- 
terested parties. Approval of the lease, he said, would not 
restrict competition. His testimony supported the contention 
that approval of-the lease would result in a merger of two 
properties that should be under unified operation. 


Testimony as to economies that could be effected if the 
lease were approved was given by J. E. Roberts, superintendent 
of transportation of the D. & H. Letters of shippers along the 
line of the B. R. & P. approving the lease were submitted by 
C. L. Bishop. G. H. Burgess, a valuation engineer, estimated 
the valuation of the B. R. & P., on a replacement basis, at $145,- 
265,000. 


L. F. Loree, president of the Delaware & Hudson, said that 
the lease of the Buffalo, Rochester & Pittsburgh by the D. & H. 
would be to the advantage of both companies and improve the 
service to the public. 


George M. Shriver, senior vice-president of the Baltimore 
& Ohio, said the Baltimore & Ohio and the B. R. & P. had had 
close traffic relations for 28 years and that, in the public in- 
terest, this relationship should be made closer rather than 
broken by execution of the proposed lease of the B. R. & P. 
by the D. & H. He pointed out that the B. R. & P. used tracks 
and terminal facilities of the B. & O., under contract, to get 
into Pittsburgh, and that, under the contract, that relationship 
would be terminated if another company leased the B. R. & P. 


He said the B. & O. had a vital interest in the disposition of 
the B. R. & P. 


J. J. Ekin, comptroller of the B. & O., estimated that sav- 
ings of about half a million dollars a year could be effected if 
the B. & O. and the B. R. & P. were under unified operation. 

At the closing session of the hearing, Daniel Willard, presi- 
dent of the Baltimore & Ohio, told of efforts that had been made 
by the New York Central and the Baltimore & Ohio to obtain 
control of the B. R. & P. Plans of the B. & O. to use B. R. & P. 
tracks in connection with a shorter route to Chicago probably 
would be frustrated if the D. & H. obtained control of the B. R. 
& P., Mr. Willard said. 


COTTON BELT-K. C. S-KATY MERGER 


The Commission has granted a number of petitions for leave 
to intervene in finance docket No. 5679, in the matter of ap 
plication of the Kansas City Southern Railway Company for 
authority to acuire control by stock ownership, not involving 
consolidation, of the Missouri-Kansas-Texas Railroad Company, 
and in finance docket No. 5680, in the matter of the application 
of the Missouri-Kansas-Texas Railroad Company for authority 
to acquire control by stock ownership, not involving consolida- 
tion, of the St. Louis Southwestern Railway Company. 

Orders permitting the following to intervene in both pro- 
ceedings were made public by the Commission September 23: 





American Short Line Railroad Association, Southern Pacific Com- 
pany, Houston & Shreveport, Houston East & West Texas, Texas & 
New Orleans, Houston & Texas Central, Galveston, Harrisburg & San 
Antonio, Paris & Mt. Pleasant, and the Polk County Chamber of 
Commerce. 


The Missouri & North Arkansas has been permitted to 
intervene in No. 5679. 


. 


MODIFIED PROCEDURE DOCKET 


Commissioner Meyer has announced that it has been decided 
to withdraw No. 18519, General Sprayer Company vs. Atlanta, 
Birmingham & Atlantic et al., from the modified procedure 
docket. The same will be set down for hearing in regular course. 

Commissioner Meyer has suggested that No. 18669, South- 
western Millers’ League vs. Santa Fe et al., be placed on the 
modified procedure docket. 
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RATES CLAIMED ALL WRONG 


The Commission, by division 4, in No. 16980, Frank T. Miller 
vs. Pere Marquette et al., mimeographed, dealt with a case in- 
volving rates on potatoes, and demurrage on a carload of that 
commodity, in which it had to find that the rates claimed by 
all the parties were not the proper ones. Demurrage accrued, 
it had to find, only for the time after the accuracy of the freight 
pill was questioned. 

The potatoes were shipped from Sidney, Mich., consigned to 
Niagara Falls. The consignee took charge of the shipment at 
Niagara Falls and paid the charges. Then he reconsigned the 
car to Old Forge, Pa., and it was refused by the second con- 
signee. Then it was reconsigned to Philadelphia. It was 
shipped October 9. It was unloaded and released December 1, 
the charges, $319.80, being paid under protest. Demurrage 
amounting to $58 at Old Forge and $33 at Philadelphia was col- 
lected. The Erie refunded the demurrage at Old Forge down to 
$18. The Commission said it could make no definite finding as 
to the demurrage at Old Forge. 

Complaint was made by the original consignee at Niagara 
Falls. The Commission refers to him as the complainant and 
the final consignee at Philadelphia as the consignee. The re- 
port goes into the details of the peregrinations of the car, coming 
to the conclusion that the applicable rate was not unreasonable; 
that demurrage was applicabe before November 26, 1923, and 
that Miller is entitled to reparation as follows: $27 from the 
Reading; $6.30 from the Erie; and $13.65 from the other “de- 
fendant,”’ not named in the finding, but designated in the order 
of reparation as the Pere Marquette, Erie and Reading. On the 
question of when demurrage began running and the reasons for 
finding that it accrued before November 26, the Commission 
said: 


Notice of arrival of the car at Philadelphia was given to and 
acknowledged by the consignee on November 19, 1923, or the same 
day that the car reached that point. In a letter dated April 21, 1924, 
to complainant, and made a part of the record, the consignee states 
that the charges shown on the freight bill did not correspond to 
those furnished him by complainant, that, as the carrier refused 
to make any correction therein, he telegraphed complainant on Octo- 
ber 26, 1923, the amount of the charger, and that he did not accept 
the shipment until thereafter advised by complainant to pay the 
charges and protest the alleged overcharges. The freight bill bears 
notation that it was paid by the consignee under protest. Defend- 
ants state that the consignee disputed the accuracy of the charges 
for the first time on November 26, 1923, and no definite proof to the 
contrary has been adduced by complainant. In its exceptions the 
Reading states that the consignee began unloading the car Novem- 
ber 28; but the record contains no evidence to support this state- 
ment. Although the record is not clear in this respect, it appears 
that the rate which the consignee claimed was applicable is the 
Same as that for which complainant here contends. As stated, that 
rate was not applicable; but the rate charged and collected was in 
excess of the applicable rate. When the delivering carrier demands 
more than the legal rate, the consignee is released from the obligation 
to pay demurrage charges accruing cig the pendency of the dis- 
pute as to the legal rate. Conf. Ruling 32. If the delivering carrier 
defendant here had demanded only the legal rate, the refusal of 
the consignee to pay more than what he claimed to be the legal 
rate would have relieved the carrier of the responsibility for deten- 
tion of the car in the negotiations on and after November 26 


RATES CONDITIONALLY CONDEMNED 


The Commission, by division 3, in I. and S. No. 2675, Grain 
and Grain Products, Missouri River Points to Arkansas, mimeo- 
graphed, has found the proposed cancellation of rates on grain 
and grain products, from Omaha and South Omaha, Neb., Des 
Moines and Council Bluffs, Ia., and Kansas City, when from be- 
yond, to destinations in Arkansas not justified, without preju- 
dice to the filing of schedules showing the Frisco as the carrier 
south of St. Louis instead of the Cotton Belt. 

The object of the suspended schedules, as interpreted by 
Commissioner Taylor who dissented, was to place the rates, to 
Stations on that part of the Frisco which formerly was the 
Jonesboro, Lake City & Eastern, on the basis maintained to 
other near-by stations on the Frisco. The suspended schedules 
Proposed to cancel joint proportional rates on shipments moving 
Via East St. Louis, leaving in effect the higher combinations. 
_ Joint proportional rates lower than the combination were 
in effect from the points of origin mentioned to J., L. C. & E. 
destinations, with routing over the Wabash to East St. Louis, 
Cotton Belt to Jonesboro and J., L. C. & E., beyond, or over the 
Wabash and Illinois Central to Gale, the Cotton Belt to Jones- 
boro, thence J., L. C. & E. Those rates were in effect while the 
Jonesboro, Lake City & Eastern was an independent line. That 
road was absorbed by the Frisco in November, 1925. 

It has not been the practice of the Frisco to participate in 
rates from Des Moines and Missouri River points to stations on 
its line in Arkansas, says the report, via St. Louis or East St. 
Louis on a basis lower than the combinations on the river cross- 
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ings. Its purpose in filing the suspended schedules, the Commis- 
sion said, was to place the places on the Jonesboro, Lake City 
& Eastern line on the basis of near-by stations on old Frisco 
lines and to force the grain to move through the Kansas City 
gateway over its old line. That would have the effect, the re- 
port said, of giving the Frisco the entire haul beyond Kansas 
City, as compared with the short haul which it now received 
beyond Jonesboro on shipments via East St. Louis. Provision 
could be made for routing via St. Louis and the Frisco, said the 
report, thereby giving that carrier the entire haul beyond St. 
Louis, but the record indicated that the Frisco desired to elimi- 
nate routing via the Mississippi river crossings, except on the 
basis of the combination. 

Protest against the proposed elimination of the routes via 
the Mississippi crossings was made by the Merchants’ Exchange 
of St. Louis. 

An exhibit by the Frisco, the Commission said, was unsup- 
ported by evidence as to the reasonableness of the rates to 
points on the Frisco contiguous to the former J., L. C. & E., and 
was therefore not conclusive that the present rates were un- 
reasonably low. The Wabash, it said, granted transit on the 
rates now in effect and thereby the grain operators at St. Louis 
obtained protection of the through rates to the Arkansas desti- 
nations, enabling them to compete on equal terms with oper- 
ators at Des Moines and Missouri River points. 

It therefore made the finding, without prejudice, to the 
Frisco keeping routes open on the present rates by substituting 
itself for the Cotton Belt as the carrier south of St. Louis. 

Commissioner Taylor, in his dissent, said the Frisco’s pro- 
posals seemed to constitute a proper and reasonable way of re- 
moving existing preference or advantage which the stations on 
the J., C. L. & E. enjoyed, as compared with other near-by sta- 
tions on the Frisco’s system, and that for that reason they 
should be approved. 


RATE ON BOXBOARD 


In No. 17559, Traffic Bureau, Chamber of Commerce, Lynch- 
burg, Va., vs. Baltimore & Ohio et al., mimeographed, by divi- 
sion 4, the Commission has dismissed the complaint on a finding 
that the rate on boxboard, in carloads, from Halltown, W. Va., 
to Lynchburg, Va., is not unreasonable or otherwise unlawful. 
The rate on boxboard from Halltown to Lynchburg for C. & O. 
delivery is 28 cents, or 90 per cent of the sixth-class rate as pro- 
vided in exceptions to the classification governing the move- 
ment, the report said. In connection with N. & W. delivery a 
specific commodity rate of 28 cents is published. Complainant 
alleged that the 28-cent rate was unreasonable, discriminatory 
and prejudicial as compared with the rate on wood pulp board 
from Covington, Va., to Richmond, Va. A commodity rate of 16 
cents applies from Covington to Richmond on wood pulp board 
for intrastate movement. Defendants contended that that rate 
was depressed and the Commission said that statement was sup- 
ported by the fact that 90 per cent of the sixth-class rate from 
Covington to Richmond was 25 cents, while the specific rate on 
wood pulp board was 16 cents. 


RATE ON FACTORY SWEEPINGS 


In a mimeographed report by division 4 in No. 17725, Julius 
Friedlander Company vs. Southern et al., the Commission has 
dismissed the complaint on a finding that the rate on cotton 
factory sweepings, from Mobile, Ala., to Columbus, Ga., is not 
unduly prejudicial. It was alleged that lower rates on sweepings 
were in effect from Mobile to Athens, Atlanta, Augusta and 
Mason, Ga., over routes that were considerably longer than to 
Columbus. The Commission said no undue prejudice was shown. 


BUILT-UP WOOD REPARATION 


A finding of unreasonableness and an award of reparation 
have been made by division 4, in No. 17098, Dame Furniture 
Company vs. Cincinnati, New Orleans & Texas Pacific et al. 
(mimeographed), as to a sixth class rate of 47 cents, minimum 
36,000 pounds, imposed on two carloads of built-up wood, native 
stock, shipped in June and September, 1923, from Louisville, Ky., 
to Harriman, Tenn. The complaint alleged that that rate was 
unreasonable, unduly prejudicial and in violation of the fourth 
section, because of lower commodity rates to Knoxville, Chat- 
tanooga and Cleveland, Tenn. The Commission said the rail- 
roads had not shown that the lower rates were unreasonably 
low or not reasonably compensatory had they been applied to 
Harriman at the time the shipments moved. The Harriman 
rate, since the shipments were made, has been reduced, hence 
there was no necessity for an order for the future. The Com- 
mission found the rate unreasonable to the extent it exceeded 
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38.5 cents, which was the amount of the rate to Knoxville and 
Chattanooga. 


EXCESSIVE CHARGES COLLECTED 


The Commission, by division 4, in No. 16897, Chamberlin 
Furniture Co. vs. Director-General (mimeographed), found that 
the rates charged on a carload of chairs, from Winston-Salem, 
N. C., and a less-than-carload shipment of blankets from Nashua, 
N. H., to Casper, Wyo., in 1919 and 1920, were in excess of those 
applicable. It was found that the rate on the chairs was $2.19, 
minimum 16,000, and $2.84 on the blankets, and awarded repara- 
tion for $47.60. 


REFUND CLAIM TOO LATE 


The Commission, by division 4, has dismissed No. 17282, 
Blacker Elevator Company vs. Union Pacific et al. (mimeo- 
graphed), finding that a claim for refund of alleged overcharges 
on a carload of potatoes, from Gill., Colo., to Gardner, Kan., 
in October, 1921, was not filed within two years from the time 
the cause of action accrued. The Commission found the claim 
was barred prior to the legislation of June 7, 1924. 


JOINT RATE PRESCRIBED 


A finding of unreasonableness, an award of reparation and 
an order for the future have been made in No. 17359, Jackson 
Traffic Bureau vs. Alabama & Vicksburg et al. (mimeographed). 
Division 4 found a combination rate of 25 cents, applied on 27 
shipments of staves and headings, from Winnsboro, La., to Jack- 
son, Miss., unreasonable in the past and for the future to the 
extent it exceeded or may exceed 19 cents, awarded reparation 
to that basis and ordered the 19-cent rate established not later 
than November 10. The complainant sought a rate of 15.5 cents. 


SECURITIES OF G.N. & A. 


In its formal report authorizing the Graysonia, Nashville & 
Ashdown Railroad Company to issue 1,000 shares of common 
capital stock of the par value of $100 a share and $100,000 of 
general mortgage bonds, the Commission found that the total 
capitalizable assets of the applicant were $196,826.92. The com- 
pany asked authority to issue $300,000 of common capital stock 
and $300,000 of general mortgage bonds in connection with the 
acquisition of 27 miles of railroad between Ashdown and Nash- 
ville, Ark. The report said the applicant based its proposed 
issue of securities in the amount of $600,000 on a valuation of 
the property made by its engineer, which at present-day prices, 
was claimed to be $900,000. 


In the report on the memorandum announcement of this 
decision in The Traffic World of September 18, p. 622, it was 
erroneously stated that the applicant was authorized to issue 
$1,000,000 of bonds. The figure should have been $100,000. 


FINANCE APPLICATONS 


The Minarets and Western Railway Company has applied for 
authority to issue $600,000 of two-year 6 per cent notes to refund 
existing obligations. 

The Missouri Pacific has applied for authority to acquire con- 
trol of the New Orleans & Lower Coast Railroad Company by 
purchase of stock and bonds for $300,000 cash. The line, extend- 
ing about 60 miles from Algiers to Burras, La., serves a strip 
of fertile land from two to ten miles wide and about 60 miles 
long, bounded on the east by the Mississippi river. The point 
os ig ea with the lines of the Missouri Pacific is at Goulds- 

oro, La. 

The Perry County Telephone Company has asked for ap- 
proval of sale of its exchange property at Crooksville, O., to the 
Crooksville Telephone Company. 

The Ohio River & Western Railway Company has applied for 
authority to abandon its line of railroad from Bellaire to Zanesville, 
Oo. & distance of about 110 miles. Except for standard gauge track 
for a few miles at either end of the line, the line is a narrow gauge 
railroad, The company said it had been suffering large annual 
deficits and that it was financially unable to meet its obligations 
or to keep up the property. It said what little traffic it did have was 
largely taken from it by automobiles, motor busses and motor trucks. 





UNCONTESTED FINANCE CASE 


The Missouri Pacific has been authorized by the Commission 

to construct and operate an extension of its Hope-Nashville branch 
from Nashville to a point approximately 7 miles distant, all in How- 
ard county, Ark. 
i The receiver of the Georgia & Florida has been authorized to 
issue and sell $750,000 of equipment trust certificates at not less 
than 97.48 per cent of par and accrued dividends, and to issue at 
par not less than $250,000 nor more than $271,000 of receiver’s cer- 
tificates in connection with the procurement of equipment. 

_The Tennessee Central has been authorized to issue and sell 
$675,000 of equipment trust certificates at 99.05 per cent of par and 
accrued dividends. 

The Chicago & North Western has been authorized to procure 
authentication and delivery of $14,000,000 of first and refunding mort- 
gage gold bonds to be held by the company until the further order 
of the Commission. 

The Wabash has been authorized to issue and sell $15,500,000 
of 5 per cent refunding and general mortgage bonds at not less 
than 93 and accrued interest. 

The Lehigh & New England and the Pochuck Railroad Com- 
pany have been authorized to abandon a line of railroad from 
Mile Post 1 to Glenwood, in Orange county, N. J., and Sussex 
county, N. J., a distance of 2.384 miles. 

The Lowell & Southern has been authorized to construct and 
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operate a line of railroad in LaSalle county, Ill. 
retain excess earnings was granted. 


FINAL VALUATION REPORTS 


Valuation docket No. 301, Cumberland and Pennsylvania Railroad 
Co., opinion No. B-373,114 I. C. C. 730-58, final value of the property, 
for rate-making purposes, owned and used for common Carrier pur. 
poses, found to be $4,105,700, of property owned but not used, $4,250, 
and used but not owned, $4,500, as of June 30, 1918. 

Valuation docket No. 643, Toledo, Angola & Western Railway 
Co., opinion No. B-368,114 I. C. C. 646-62, final value of the property, 
for rate-making purposes, owned and used for common Carrier pur. 
poses, found to be $138,230, and of property used but not owned, 13. 
250, as of June 30, 1917. ha 8 . : 

Valuation Docket No. 516, Frankfort & Cincinnati Railway Com- 
pany, opinion No. B-375, 114 I. C. C. 776-94, final value for rate-mak- 
ing purposes of property owned and used for common Carrier purposes 
found to be $1.182,950, and of property owned but not used, $22,942, 
as of June 30, 1917. 


MONTGOMERY COTTON RATES 


The Commission, in No. 15219, Montgomery Cotton Exchange 
vs. Seaboard et al., in a mimeographed order, based on the rec- 
ord and the report of division 3, the latter dated March 31, 1926, 
has prescribed the bases upon which the carriers shall establish, 
not later than October 19, rates on cotton. The order, other 
than the routine parts thereof, is as follows: 


Permission to 


It is ordered, That the above-named defendants, according as 
they participate in the transportation, be, and they are _ hereby 
notified and required to establish on or before October 19, 1926, upon 
notice to this commission and to the general public,by not less than 
one day’s filing and posting in the manner prescribed in section 6 
of the interstate commerce act, and thereafter to maintain and apply 
provisions for the concentration of uncompressed cotton not drawn 
past an intermediate compress point and the warehousing of com- 
pressed cotton at Montgomery, Ala., for reshipment within 12 months 
in compressed or uncompressed bales when concentrated and in com- 
pressed bales when warehoused at the joint rates in effect from orig- 
inal shipping points to ultimate destinations by way of Montgomery, 
without the addition of back-haul charges, as follows: 

1. The through joint rates on uncompressed cotton when re- 
ceived at Montgomery uncompressed and shipped through to destina- 
tions uncompressed on orders of the shipper; ; 

2. The through joint carriers’ privilege rates on cotton received 
at Montgomery uncompressed and moved thence to destination sub- 
ject to the right of the carrier to compress at Montgomery or else- 
where en route, the cost of compression to be included in the rate 
when the carrier exercises this privilege; 

3. The through joint carriers’ privilege rates on cotton forwarded 
from point of origin uncompressed but compressed by and at the ex- 
pense of the carrier at its own option prior to receipt at Mont- 
gomery, forwarded from Montgomery to destination as compressed 
cotton; and; 

4. The joint through rates on compressed cotton when cotton 
is shipped from original shipping point compressed; : 
from and to the points described in the next succeeding paragraph: 

From stations on the main line of defendant Louisville & Nash- 
ville Railroad Company between Decatur and Mobile, Ala., including 
Deeatur, and its branch lines west thereof to the south Atlantic 
ports of Charleston, S. C., Savannah, Ga., Brunswick, Ga., and Jack- 
sonville, Fla., and through the south Atlantic ports of Savannah, 
Ga., and Charleston, S. C., to cotton-mill points in New England; 
from the aforesaid stations, except those north of Birmingham, Ala., 
to cotton-mill points in North Carolina, South Carolina and Georgia; 
from stations on defendant Louisville & Nashville Railroad Company 
north of Birmingham to mill-points in Georgia south of the line of 
defendant Seaboard Air Line Railway Company from Cedartown, Ga., 
through Elberton, Ga., to the Savannah River; and from stations on 
defendant Mobile & Ohio Railroad Company between Columbus, 
Miss., and Montgomery, and stations on defendant Southern Rail- 
way Company in Alabama west of the main line of defendant Louis- 
ville & Nashville Railroad Company between Decatur and Mobile to 
the south Atlantic ports of Charleston, S. C., Savannah, Ga., Bruns- 
wick, Ga., and Jacksonville, Fla., and cotton-mill points in Georgia, 
North Carolina, South Carolina and New England. 

It is ordered, That nothing herein shall preclude defendants from 
exacting charges for such concentration or warehousing-in-transit in 
accordance with their tariffs lawfully on file with the Commission. 


CHANGES IN DOCKET 

Hearing in No. 18455, N. Lieblich et al. vs. Atlantic Coast 
Line R. R. et al., assinged for September 20, at Washington, 
D. C., before Examiner Berry, was postponed to a date to be 
hereafter fixed. 

Hearing in No. 18395, the Purington Paving Brick Company 
et al. vs. Ahnapee & Western Railway et al., assigned for Sep- 
tember 23, at Galesburg, Ill., before Examiner Johnson, was post: 
poned to a date to be hereafter fixed. 

Argument in No. 16016, Savannah Traffic Bureau, Inc., VS. 
Savannah & Atlanta Ry., assigned for September 23, at Wash: 
ington, D. C., was canceled. 5 

Argument in No. 16409, Congdon & Carpenter Co. vs. N. Y. 
N. H. & H. R. R. et al., assigned for September 22, at Washing 
ton, D. C., was canceled. 

Hearing in No. 18090, Swift & Co. vs. C. M. & St. P. Ry. 
et al., and No. 18435, John Morrell & Co. vs. Gt. Nor. Ry. et al. 
assigned for September 24, at Chicago, Ill., before Examiner 
Hall, was postponed to a date to be hereafter fixed. 





CLASSIFICATION DOCKETS 


In this week’s Traffic Bulletin is printed Express Classifica 
tion Docket No. 8, for changes in the express classification. In 
last week’s Traffic Bulletin was printed Consolidated Classifica 
tion Docket No. 28, for changes to be considered at hearings in 
New York, October 12; Chicago, October 19, and Atlanta, Oc 
tober 27. 
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Proposed Reports 


& 


TEXAS OIL STRUCTURE CASE 


Examiner R. L. Shanafelt has recommended the dismissal 
of No. 17459, Texhoma Oil & Refining Company vs. Chicago, 
Rock Island & Gulf et al., on a finding that the rates on petro- 
leum products, in tank cars, from Wichita Falls, Tex., over inter- 
state routes, to Paducah, Wellington, Shamrock, McLean, Groom, 
Amarillo and Vega, Tex., and intermediate interstate points in 
Texas and Oklahoma are not unjust and unreasonable. The 
Commission was asked to prescribe reasonable rates to be ap- 
plied on the traffic since August 19, 1923, the day after the 
complaint was filed and for the future and to award reparation. 

The North Texas Petroleum Bureau and shippers of petro- 
leum products from Fort Worth, Tex., intervened on behalf of 
the complainant. The Texas & Pacific also intervened, the ex- 
aminer said, and offered testimony on behalf of the defendants. 

According to Shanafelt, the attack was upon the Texas oil 
rate structure. That body of rates, he said, was based upon 
scales, made in the first instance by the Texas commission, as 
modified by it and the federal commission, with a view to having 
a lower basis, either the Oklahoma basis or one akin to it sub- 
stituted. After comparing the scales and in disposing of the 
case, the examiner said: 


Defendants contend that the Oklahoma scales are depressed 
and should not be extended to Texas traffic. They show that these 
seales were fixed and have since been maintained on a level with 
the Kansas scales previously prescribed by legislative enactment, 
and that they have spread to interstate and other intrastate traf- 
fic as a result of conditions over which the carriers had little or 
no control. The Commission comments on the low character of 
the Kansas, Oklahoma and Arkansas scales, and rates based thereon, 
in a report issued since the hearing in this case, and upon a com- 
prehensive record prescribed rates on petroleum and its products 
from the southwest to western trunk-line territory that are on a 
higher level. Obviously, the conditions which control and argue 
for low northbound rates are not present in the same degree, if at 
all, in connection with the particular rates assailed. Defendants 
observe that the complaint does not bring in issue a general revision 
of the rates on oil within the southwest, Texas, or from Texas to 
Oklahoma, but is limited to rates from one origin in Texas to a 
comparatively few Texas and Oklahoma destinations, served largely 
by both intrastate and interstate routes, that are and have been 
on the Texas adjustment which moves an extensive tonnage. They 
urge with much force that the relief sought would result ultimately 
in breaking down that long-standing adjustment, although the rate- 
regulatory body of Texas recently declined to disturb it. Clearly 
in a limited proceeding such as this the Commission should not lend 
its aid to bring about that result without conclusive proof of un- 
lawfulness and serious injury to a complainant, which this record 
does not contain. The rates assailed are shown by defendants to 
compare favorably with rates from and to the same points on other 
commodities rated fifth class in the western classification. 

The Commission should find that the rates assailed were not and 
are not unjust and unreasonable. The camplaint should be dismissed. 


TEXAS COMMISSION WINS 


In a proposed report on No. 17122, Rates on Classes and 
Commodities Between Points within the State of Texas, Exam- 
iner John H. Howell has recommended a finding that the rates 
prescribed by the Railroad Commission of Texas, in its order 
dated July 6, 1923, for application between the Fort Bliss, Tex., 
military reservation and other points in Texas had not been 
shown to be such as would result in undue prejudice to inter- 
state commerce and undue preference of intrastate commerce. 

Fort Bliss military reservation is near El Paso. The rail- 
roads serve it by switch engine from El Paso on a road-haul 
basis. They estimate that about three hours a day are con- 
sumed in that service and that it could not be performed by 
local trains as spotting cars would take up too much time and 
cause the payment of overtime to the crews of such trains. 

The railroads went to the courts but the courts remitted 
them to the Commission, staying the order by means of tem- 
porary injunctions. Upon motion to dismiss the bill the judge 
for the federal district of western Texas issued an order re- 
quiring the complaining railroads either to dismiss that part of 
their bill based upon alleged discrimination against interstate 
commerce, or to proceed before the Commission. The carriers, 
therefore, in May, 1925, filed a petition asking the Commission 
to set aside the order as an unjust discrimination against inter- 
State commerce, with the recommendation from Howell that 
their petition be denied. The carriers submitted cost studies to 
show that the switching charges and other rates allowed by the 
; €xas commission would not yield enough to keep the intrastate 

raffic to and from the military reservation from burdening inter- 
State commerce, 
she The Texas commission’s order provided that rates on all 
toe carloads and less than carloads, between Fort Bliss 
Ms points in Texas, other than El Paso, should not exceed the 
a currently applicable to such classes and commodities, from 
other points to and from El Paso. It further provided that 
n carload traffic between Fort Bliss and El Paso the charge 
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assessed by the El Paso & Northwestern or the Galveston, Har- 
risburg & San Antonio should be $12.50 per car, except where 
the charge based on the regular tariff rate might be less. It 
further provided that on carload traffic between the fort and El 
Paso, the terminal and switching charges of lines other than 
those mentioned should be added to the charges of the two roads 
mentioned. 

Howell, after reciting the facts about the cost studies and 
other things relating to the traffic, said: 


J 


The effect of the Texas commission’s order would be to make 
Fort Bliss a part of the El Paso switching district, but not at the 
rates generally applicable on switch movements within said district. 
Whereas the maximum rate for switching within the switching limits 
of the Galveston, Harrisburg & San Antonio and El Paso & South- 
western railroads is $8, the Commission’s order prescribes $12.50, 
with a provision that when service is performed by other carriers the 
switching charges of such carriers shall be added. In addition the 
Texas commission’s order would make the El Paso rates applicable 
on a limited amount of traffic now taking higher rates. As stated 
above, 1,824 cars moved to or from El Paso during the first nine 
months of 1925, and of these 191 moved locally between El Paso and 
Fort Bliss and 64 moved between Fort Bliss and Texas points other 
than El Paso at rates higher than those contemporaneously appli- 
cable to or from El Paso. Of the 191 cars between El Paso and Fort 
Bliss, 172 were hay, 4 were sand, and 15 were gasoline. The average 
charges per car were $21.99 on hay, $24.17 on sand, and $88.66 on 
gasoline. Of the affected traffic between Fort Bliss and Texas points 
other than El Paso, 39 consisted of hay and 25 of manure, and, as 
stated, the origins or destinations were within 20 miles of El Paso. 
The interstate commerce which petitioners allege would be unduly 
prejudiced would be hay from points not far from El Paso and 
transcontinental traffic moving at rates made in a manner not usual 
on such movements. On the great majority of the traffic to and 
from Fort Bliss, state and interstate, the Texas commission’s order 
would have no effect, unless, of course, it were demonstrated that 
under that order affected intrastate traffic would move at rates so 
low that interstate traffic would be burdened. 

Petitionerg’ cost studies are not convincing that under the rates 
prescribed by’ the Texas commission intrastate traffic would be trans- 
ported at charges so low that interstate traffic would be burdened and 
the record is not convincing that the establishment of such rates 
would subject interstate traffic to undue prejudice or discrimination 
in any other manner. 

The commission should find that the petitioners have not shown 
the effect of the Texas commission’s order would be to unduly preju- 
dice or discriminate against interstate commerce, and should denv 
the petition. 


UNCLAIMED SHIPMENT DEMURRAGE 


In a proposed report on No. 18049, Milne Lumber Company 
vs. Central of New Jersey et al., Examiner W. J. Harris said the 
Commission should find that a carload of lumber, originating 
at Pontotoc, Miss., held at Roselle, N. Y., the transactions taking 
place between October 25 and December 18, 1922, was an un- 
claimed shipment and that the demurrage charges thereon, in 
part, were not applicable. He said reparation should be awarded. 

Charges amounting to $563.13 were collected, made up of 
freight charges to Roselle of $279.18, reconsigning at East St. 
Louis $2.70, demurrage at East St. Louis $8, diversion charge 
at Roselle $6.30, demurrage at Roselle $163, and freight charges, 
Roselle to East New York, $103.95. 


The shipment arrived at Roselle, October 25, 1922, but it 
was not until November 18, the complainant contended, that it 
learned that the consignee was in financial difficulty and that 
the car had not been delivered. On that day it wired to the 
agent at Roselle not to make delivery but to wait for disposition 
order. Wires went back and forth about the demurrage charges 
and freight bills, cancellation of demurrage and things of that 
sort so that the car did not get away from Roselle until De- 
cember 18, although, according to Harris’ recital, the complain- 
ant was advised by wire on December 2 that the demurrage 
charges would be canceled. But when the car arrived at East 
New York, the agent demanded the demurrage charges, which 
the complainant had been advised would be corrected. The con- 
signee at East New York refused the shipment. The car was 
delivered on a compromise. 


The complainant contended that the demurrage charges were 
not applicable. Harris said that the claim that demurrage did 
not apply while there was a dispute about transportation charges 
was not well made because the dispute was about demurrage 
charges, which, he pointed out, the Commission had held were 
not transportation charges. The carrier claimed that it gave 
notice October 20 by letter that the car was unclaimed but the 
complainant said it did not receive such a letter. Harris added 
that the carrier did not show affirmatively that the letter was 
mailed and also that wire notice was required by the demurrage 
tariff. Harris said a telegram of November 20 had to be consid- 
ered as the first compliance with the requirements of the de- 
murrage tariff about unclaimed freight. 


Harris said the Commission should find that the shipment 
was unclaimed; that is was subject to demurrage after the ex- 
piration of free time and until after the expiration of five days 
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following the giving of notice of the arrival of the car; that 
thereafter and until November 20, 1922, it was not subject to 
demurrage; and that on and after November 20 until disposition 
order was furnished, the. shipment was subject to demurrage. 
The examiner did not say how much money should be returned 
but said the complainant should file a Rule V statement. 


WRAPPING PAPER RATINGS 


A revision of ratings on waxed wrapping paper and vege- 
table parchment wrapping paper, in Official, Southern and West- 
ern Classifications has been recommended by Examiner A. S. 
Parker in a report on No. 17206, Kalamazoo Vegetable Parch- 
ment Company vs. Chicago, Kalamazoo & Saginaw et al. The 
complaint, filed in June, 1925, alleged that the ratings and rates 
maintained and assessed, in the three territories, on waxed 
wrapping paper, printed or unprinted, were unjust, unreasonable, 
and, as compared with the ratings on Manila, kraft, sulphite or 
glazed wrapping paper, termed plain wrapping paper, unduly 
prejudicial and unduy preferential. It also alleged that the ac- 
tion of the defendants, parties to Southern Classification, in 
applying the ratings provided for vegetable parchment wrap- 
pers, rather than for vegetable parchment wrapping paper on 
some of its shipments, resulted in the collection of charges in 
excess of the tariff rates, in violation of the sixth section. 

The Saniwax Paper Co. and the Wolverine Paper Co. inter- 
vened. The latter, on account of its counsel being called home 
by serious illness in his family, was not represented at the 
hearing, the examiner said. The Saniwax adopted the testimony 
offered by the complafnant. 

After a long review of the testimony as to the character of 
the commodities shipped, as to the shipments that had been 
made, and of the cases cited in support of the contentions of the 
parties, the examiner said the Commission should find: 


1. That the allegations of unjust descrimination and undue 
prejudice and preference have been sustained; 

2. That the violation of section 6 alleged in the complaint has 
not been sustained; 

é That the less-than-carload ratings on printed waxed wrap- 
ping paper in boxes or in crates in the official and western classifica- 
tions are, and for the future will be unreasonable to the extent 
they exceed third class; that the carload rating on the same com- 
modity in the official classification is not unreasonable but that 
the carload rating in the southern classification is, and for the 
re will be unreasonable to the extent that it exceeds sixth 
class; { 

4. That on unprinted waxed wrapping paper, in boxes or in 
crates, the less-than-carload rating in the western classification is, 
and for the future will be, unreasonable to the extent that it ex- 
ceeds third class; and that the carload rating in the official classi- 
fication is not unreasonable; 

That on printed vegetable parchment wrapping paper, in 
boxes or in crates, the less-than-carload ratings in the official south- 
erns and western classification and the carload ratings in the official 
and southern classification are not unreasonable; but that the car- 
load rating in the western classification is and for the future will 
be unreasonable to the extent that it exceeds class A; 

That on unprinted vegetable parchment wrapping paper in 


boxes or crates, the less-than-carload rating in the southern and 
western clasification and the carload ratings in the official and 
southern classifications are not unreasonable; but that the car- 


load rating in the western classification is and for the future will 
be unreasonable to the extent that it exceeds Class A. 

The Commission should further find that complainant made 
shipments and paid and bore the charges on the basis of the ratings 
found to be unreasonable; that it has been damaged to the extent 
that the charges paid exceeded the amount that would have accrued 
on the basis of the ratings herein found to be reasonable and is 
entitled to reparation, with interest. Complainant should comply 
with Rule V of the Rules of Practice. 


It is recommended that because of tht unusual circumstances 
hereinbefore related the Commission should further find that on 
such shipments as have been made by the intervener, Wolverine Paper 
Company, on the basis of the ratings herein found unreasonable, 
it has been damaged and is entitled to reparation with interest 
upon submission of a Rule V statement accompanied by an affidavit 
that it paid and bore the charges on these shipments. If defendants 


object to proof by affidavit they may petition for further hearing 
on this point. 


It is recommended that the Commission should further find that 
the Saniwax Paper Company, in whose behalf the Kalamazoo Cam- 


ber of Commerce intervened, is not entitled to reparation and repara- 
tion should be denied. 


CAR WAS NOT EMPTY 


Examiner Paul O. Carter has recommended the dismissal 
of No. 17472, Manufacturers’ Association of Chicago Heights 
et al. vs. Chicago Heights Terminal Transfer Railroad Co. et al., 
on a finding that the failure of the defendant railroads to ascer- 
tain if a car tendered by the complainant’s client to them was 
empty did not result in the assessment of charges which were 
unreasonable, unjustly discriminatory or unduly prejudicial. 
The complaint was brought in behalf of the American Man- 
ganese Steel Company. It covered the freight charges, amount- 
ing to $379.54, on a tank car of fuel oil carried from: Chicago 
Heights to Okmulgee, Okla., in July, 1923. 

This carrying of coals to New Castle was the result of an 
error on the part of an employe of the steel company. He noti- 
fied the Chicago & Eastern Illinois that the car was empty, 
giving the notice by telephone and confirming it in writing, 
facts which the employe did not deny. It was contended that 
the failure of the defendants to ascertain if the car was empty 
resulted in the imposition of charges that were unreasonable, 
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unjustly discriminatory and unduly prejudicial, in that the 
transportation services contemplated by the tariff, that of the 
return of an empty car over the route of the inbound move. 
ment, was not properly or reasonably performed. There was 
conflict between the fact as to the condition of the car and 
the billing, showing that it had been made empty and was to be 
returned. The car was found on the side line tracks of the 
terminal delivery company outside of the complainant’s plant, to 
which point it had been taken by employes of the complainant, 
Later the employe of the steel company gave notice that the 
car was empty. 

The fact that it was not empty was discovered by the Kan- 
sas, Oklahoma & Gulf after the car arrived at Muskogee. A 
rate of 64 cents, almost double the rate from Oklahoma to Chi- 
cago, was imposed. The examiner did not discuss the matter 
or cite any cases in support of his recommendation, or the 
reasonableness of the rate of 64 cents. 


EXAMINER FINDS PREJUDICE 


A finding of undue prejudice and the prescription of new 
rates have been recommended by Examiner W. M. Carney, in 
No. 17562, Board of Railroad Commissioners of the State of 
Montana et al. vs. Bay Transport Company et al., as to the rates 
on sugar and canned goods, carloads, from San Francisco and 
related points, Portland, Seattle and Tacoma to Missoula, Mont. 
Carney said the rates should be found not unreasonable nor 
unjustly discriminatory, but only unduly prejudicial to Missoula 
and unduly preferential of distributors at Spokane, Wash., and 
Wallace, Ida. He said the rates on sugar should be found un- 
duly prejudicial to the extent they exceed those to Spokane 
and Wallace by more than 15 cents per 100 pounds and that 
the rates on canned goods exceed those to Spokane and Wallace 
by more than 13.5 cents. 

The evidence, Carney said, was insufficient to support an 
— of reparation and that therefore reparation should be 

enied. 

The complaint was filed in behalf of the Missoula Mercantiel 
Company. It alleged the joint ocean-and-rail rates and local 
rates charged on sugar and canned goods, since August 23, 1923, 
from points in California, Oregon and Washington were unjust 
and unreasonable, and, as compared with the rates contempo- 
raneously maintained on like traffic to Spokane and Wallace, 
unduly preferential of distributors of sugar and canned goods 
from those points. Missoula is 238 miles east of Spokane. The 
Stone-Ordean-Wells Company, also a distributor at Missoula, 
intervened in behalf of the complainant. 


COKE BREEZE RATES 


Examiner J. P. McGrath, in No. 17880, United Zinc Smelting 
Corporation vs. Pennsylvania et al., said the Commission should 
find rates on coke breeze or coke dust, from Martin’s Ferry and 
Steubenville, O., to Moundsville, W. Va., unreasonable for the 
future but not in the past to the extent they may exceed 90 
cents and $1.20 per ton, net, from Martin’s Ferry and Steuben- 
ville, respectively. The examiner said the record showed that 
the rates in the past did not exceed the level of rates on coke, 
including breeze, for comparable hauls in that section, but that 
it also showed that they were originally established to cover 
coke and not particularly breeze, a product of so low value, 
sometimes, as $1 per ton. He said the coke rates should not 
for the future constitute the measure of reasonable rates on 
coke dust, a much lower grade commodity, which loads as much 
as 80,000 pounds per car. The rates applied were $1.39 for a 
part of the time and $1.01 for the rest of the time, from Martin’s 
Ferry and $1.76 from Steubenville. 


GEOGRAPHICAL GLOBES 


Examiner Paul O. Carter, in No. 17767, Manufacturers’ Asso- 
ciation of Chicago Heights et al. vs. Atchison, Topeka & Santa 
Fe, and a sub-number, Same vs. Baltimore & Ohio et al., said 
the Commission should find the Southern Classification rating 
on geographical globes, with or without stands, in boxes, in 
less than carloads, double first class, unreasonable to the ex- 
tent it exceeds one and a half times first. That is the rating 
in Official and Western Classifications. Carter said the Com- 
mission should find the rating in Official and Western Classifi- 
cations not unreasonable. 


RATES ON EMPTY STEEL REELS 


Examiner F. D. Binkley has recommended dismissal of the 
complaint in No. 17846, Thomas Traffic Company vs. Pacific 
Electric Railway Company et al., on a finding that a claim for 
reparation on less-thancarload shipment of empty steel reels 
from Torrance, Calif., to Niles, Mich., be dismissed for lack of 
legal interest on part of complainant. On account of improb- 
ability of future shipments, the examiner said, request for future 
rate should not be considered. The examiner said the complaint 
was filed under the name of the Thomas Traffic Company whose 
legal status was not explained, and that apparently it was drawn 
by J. O. Thomas, engaged in auditing freight bills at Los An- 
geles, Calif. The shipment in issue was made by the Hendrie 
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Rubber Tire Company whose plant has been closed for more 
than a year, according to the report. The examiner said there 
was nothing to indicate that complainant had authority to file 
the complaint in behalf of the Hendrie company. 


NO VIOLATION OF ACT 


Examiner W. J. Harris has recommended dismissal of the 
complaint in No. 17910, L. A. Mossburg vs. Atlanta, Birmingham 
& At'antic et al., on a proposed finding that loss sustained in 
connection with shipment of two carloads of watermelons, from 
points in Georgia to Washington, D. C., was not shown to have 
resulted from any Violation of the interstate commerce act. 
Complainant alleged that the two carloads, shipped from Sumter 
and Norman Park, Ga., July 22 and July 23, 1925, respectively, 
to Potomac Yards, Va., for diversion, were erroneously billed to 
Cameron Yards, Va., thereby causing delay in delivery of the 
cars and deterioration and decrease in value of the commodity. 
The Commission was asked to award damages in the sum of 
$215. Defendants moved to dismiss the complaint on the ground 
that the subject matter was one over which the Commission had 
no jurisdiction. The examiner said complainant had not sus- 
tained his contention that the cars were billed to or stopped at 
Cameron Yards which adjoined the southern end of Potomac 
Yards. He said complainant apparently believed there was de- 
lay in delivering the shipments. From the facts as presented, 
the examiner said, the case clearly came within the class in 
which the Commission had repeatedly found that it did not 
have jurisdiction and that the remedy, if any, was in the courts. 
He cited A. S. Lambertson Company vs. Central Railroad Com- 
pany of New Jersey, 100 I. C. C. 259; and Rosser & Fitch vs. 
A.C. R. R.. Coz, St 1. C. C: Gil. 


COTTON RATE NOT UNLAWFUL 


Dismissal of the complaint in No. 17798, Manget Brothers 
Company vs. Georgia Railroad et al., has been proposed by Ex- 
aminer E. P. Hurley on a finding that the applicable commodity 
rate of 96 cents charged on three carloads of cotton from Cor- 
inth, Miss., to Monroe, Ga., was not shown to have been unrea- 
sonable, unduly prejudicial or otherwise unlawful. The ship- 
ments moved in October, 1922. Since that time, under a revision 
of rates on cotton, a lower rate has been established from 
Corinth, according to the report. 


REPARATION ON GRANITE 


An award of reparation has been recommended in No. 18093, 
Lafayette Granite Company vs. Boston & Maine et al., by Exam- 
iner E. P. Hurley, on a proposed finding that the fifth-class rate 
of 61 cents charged on a shipment of granite monument bases 
from Hardwick, Vt., to Lafayette, Ind., was inapplicable and that 
the charges collected on the shipment were unreasonable to the 
extent that they exceeded those which would have accrued at a 
rate of 34 cents. The bases were shipped June 7, 1922. 


DOUBLE FIRST CONDEMNED 


In a proposed report on No. 17564, Bloxsom & Company vs. 
Michigan Central et al., Examiner Paul O. Carter said the Com- 
mission should condemn the double first-class rating applied on 
rolls of woven, curled hair, in less than carloads, shipped March 
5 and 14, 1925, from Michigan City, Ind., to Portland, Ore., as 
unreasonable to the extent it exceeded or may exceed one and 
a half times first class. The double first-class rate charged was 
$10.50 per 100 pounds, the same as applicable on curled animal 
hair, weighing much less per cubic foot. The double first-class 
rating, a witness for Western Classification Committee said, was 
uniform throughout the United States. 


REICING CHARGES UPHELD 
Ekaminer E. J. Murphy has recommended dismissal of the 
complaint in No. 17925, A. J. Doughty et al. vs. Atlantic Coast 
Line et al., on a proposed finding that reicing charges assessed 
at Potomac Yards, Va., on two carloads of vegetables from Wil- 
mington and Rocky Point, N. C., to Philadelphia, Pa., were ap- 
plicable and not unreasonable. 


RUBBER TIRE RATES 


Examiner John H. Howell has recommended the dismissal 
of No. 15710, Spreckels Savage Tire Co. vs. Atchison, Topeka 
& Santa Fe et al., on a finding that the rates on rubber tires, 
carloads, from San Diego, Caif., to transcontinental territory 
pd _ unreasonable, unjustly discriminatory or unduly preju- 
icial. 

The examiner said that in the original complaint, filed in 
December, 1924, the complainant alleged that the rates on rub- 
ber tires, from San Diego to destinations in transcontinental 
sroups A to M, inclusive, were unreasonable, unjustly prejudicial 
and unjustly discriminatory to the extent they exceeded the 
rates on the same commodity from groups A to M to San Diego. 
In an amended complaint he said the complainant brought in a 
commodity composed of cloth, cotton fabric, vulcanized rubber 
compound, ete., saying that the trade and factory name was 
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automobile casings or shoes and that there was no rating on that 
commodity. The examiner found that the westbound rates, 
chiefly from Akron, O., and Cumberland, Md., were reduced to 
meet water competition. He said there was no testimony, other 
than a comparison of rates, to show that the westbound were 
unreasonable. 


—_—_—. 


INFUSORIAL EARTH RATE 


Dismission of the complaint in No. 17784, Hylonite Products 
Company vs. Santa Fe et al., has been recommended by Exam- 
iner Paul O. Carter on a proposed finding that the rate of 75 
cents per 100 pounds on crude infusorial earth from Lovelock, 
Nev., to Chicgao, Ill., is not unreasonable, unjustly discrimi- 
natory or unduly prejudicial. 


RATES ON STEEL BILLETS 


An award of reparation has been recommended by Exam- 
iner Harry C. Barron in No. 18225, Globe Malleable Iron & Steel 
Company vs. Baltimore & Ohio et al., on a proposed finding 
that rates charged on steel billets, carloads, from Massillon, O., 
to Syracuse, N. Y., were inapplicable. Fifth class rates were 
assessed. The examiner said the Commission should find that 
the rates charged were unlawful to the extent they exceeded 
contemporaneous commodity rates. Defendants are now ap- 
plying the commodity rates to complainant’s shipments. 


NO DAMAGE FROM MISROUTING 


Finding that one carload of apples from Chelham, Wash., to 
Newark, N. J., was misrouted but that complainant has not 
proven damages as a result thereof, Examiner W. K. Berryman 
has recommended dismissal of the complaint in No. 17663, 
Joseph Horel vs. Great Northern et al. 


RATE FOUND APPLICABLE 


Examiner J. J. Williams has recommended dismissal of the 
complaint in No. 17114, Cronk & Carrier Manufacturing Com- 
pany vs. Gulf, Mobile & Northern et al., on a proposed finding 
that a rate of 87.5 cents charged on wooden handles, in carloads, 
from Meridian and Pyland, Miss., to Montour Falls, N. Y., was 
applicable. One shipment from Meridian was charged a rate of 
87 cents. The examiner said that that shipment was under- 
charged. 


RATE ON RICE UPHELD 

Dismissal of the complaint in No. 17654, Traffic Bureau, 
Chamber of Commerce (Lynchburg, Va.), vs. New Orleans & 
Northeastern et al., has been proposed by Examiner Charles W. 
Berry on a finding that the rate of 93.5 cents collected on three 
less-than-carload shipments of rice from New Orleans, La., to 
Lynchburg, Va., in February, March and May, 1922, was not un- 
reasonable, unjustly discriminatory or unduly prejudicial. 


OIL RATES AND TRANSIT 


Examiner Martin J. Walsh has proposed the dismissal of 
No. 18192, White Star Refining Company vs. Illinois Terminal 
et al., on a finding that the rates on crude oil and casinghead 
gasoline, from points in Oklahoma to destinations in central 
territory and Canada, refined at Wood River, Ill., are not un- 
reasonable, unjustly discriminatory or unduly prejudicial. 

The complainant alleged that the rates charged on many 
carloads of crude oil, including casinghead gasoline, in com- 
parison with rates on like traffic from the same points of origin 
to the same destinations, refined at Toledo, Lima and Findlay, 
O., were unduly prejudicial to it and unduly preferential of 
its competitors at the refinery points in Ohio. 

Roxana Petroleum Corporation and several other companies, 
the examiner said, intervened in behalf of the railroads. The 
complainant is served only by the Illinois Terminal. [Its re- 
finery is at Hartford, Ill., in the same general territory as 
Wood River, and, for the purposes of this case, Hartford is 
called Wood River. 

According to Walsh, the gist of the complaint is that the 
competitors at the Ohio refining points, and competitors at 
Oklahoma refining points, ship into various competitive mar- 
kets in central territory and in Canada at rates lower than 
those accorded the complainant. The White Star asked for 
like rates and reparation. 

The complaint, Walsh said, was predicated mainly on the 
fact that refiners at Toledo, Lima and Findlay were accorded 
transit privileges and the benefit of proportional rates, whereas 
no transit privileges were accorded the White Star at its re- 
finery. That resulted in the application of the combinations 
of locals to and from Wood River. Complainant, he said, did 
not insist upon transit privileges at its refinery, but asked 
that it be put on the same basis either by the establishment 
of transit, or lower rates. 

The White Star’s product, Walsh said, was manufactured 
from crude and casinghead. At the present time and for sev- 
eral years past, he said, the complainant’s supply of crude, 
amounting to about 82 per cent of its entire supply, was and 
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had been transported by pipe line from Oklahoma producing 
points to the refinery at Wood River. Casinghead gasoline, he 
said, constituted the other 18 per cent. 

The pipe line rate on crude, the report says, is about 18 
cents and is considerably lower than the all-rail rates. Walsh 
said the record did not indicate that if transit privileges were 
established at Wood River the complainant would send its 
crude to that point by tank car instead of by pipe line. Even 
if transit were established at Wood River, he added, it had not 
been shown that the through rates incident thereto would be 
lower than the aggregate of charges accruing under the pipe 
line charges to the refinery plus the rates on refined beyond. 

The situation, however, was different he said, in connec- 
tion with products produced by the use of casinghead gasoline. 
The latter, he said, moved entirely in tank cars. To that phase 
of the situation he devoted himself. A table reproduced by 
Walsh showed the rates from Oklahoma points to destinations 
in central territory, refined at Wood River, as compared with 
rates on the like commodity, refined at Toledo, Lima, and Find- 
lay. The Wood River combination to Akron and Canton, O., 
was shown as 61 cents, while the rates via Lima, Toledo and 
Findlay were shown as 56 cents. The difference in each case 
was five cents in favor of the Ohio refinery points, the rates 
to Jackson, Mich., being 59.5 cents via Wood River and 54.5 


cents via the Ohio points. The Oklahoma refiners, Walsh said, 
enjoyed a like advantage. 


Casinghead gasoline, the process of production of which 
Walsh described, the complainant contended, was not a refined 
product and therefore should be accorded the crude oil rate. 
The railroads denied that and contended that it was a partly 
refined product, dangerous on account of its composition, re- 
quiring special equipment and care in transportation. They 
argued that the refined rate was the proper one to apply. The 
complainant said that casinghead gasoline could not be used 
as a motor fuel and had to be blended with gasoline or naphtha 
before it could be of any economic value as a finished gasoline 


ready to for the market. In disposing of the case, the ex- 
aminer said: 


The recognized basis on which gasoline is sold in the com- 
petitive markets considered herein is the f. o. b. Oklahoma 
price to which is added the freight rate. Complainant states 
that it absorbs the difference the charges via Wood River exceed 
the charges applicable via Toledo, Lima and Findlay which 
usually amounts to $33 and $42 on a carload of product refined 
from casinghead gasoline and crude oil, respectively. As crude 
oil is not moved to complainant’s refinery by rail the excess 
charge shown in connection with the refined product thereof is 
merely a paper computation. 

Complainant avers that while the rates on casinghead gaso- 
line from Oklahoma to Wood River are on the refined oil basis, 
a rate lower than on crude oil invariably applies on casinghead 
gasoline between points in the southwest, which would indicate 
that casinghead gasoline is recognized by the carriers in that 
territory as a crude product. It also states that reductions in 
the rates on casinghead gasoline from Oklahoma points to Wood 
River were refused because the inbound carriers could not get 
the outbound haul. 

Complainant contends that under the transit privileges at To- 
ledo the through rate to apply on a shipment of crude oil from 
Oklahoma refined at Toledo and thence shipped to Detroit wou.d 
be the proportional rate on crude oil into the refinery plus the 
proportional rate on refined oil from the refinery. Tariffs on 
file show that the proper rate to apply under the transit privi- 
lege would be the combination ot proportional rates on the 
refined product. In other words, the inbound rate on the crude 
oil would be increased to the rating applicable on the outbound 
commodity. 

The average distances from 45 producing points 
homa to Detroit, a representative consuming point, are as fol- 
lows: via Wood River 1,065 miles; Findlay 1,098 miles; Lima 
1,083 miles; and Toledo 1,055 miles. The combination rate on 
refined and casinghead gasoline from Oklahoma points to De- 
troit is 61 cents, giving ton-mile revenue of approximately 11.5 
mills. In Indiana State Chamber of Commerce vs. A. T. & S. F. 
Ry. Co., 112 I. C. C. 481, decided May 10, 1926, the Commission 
prescribed a rate of 45 cents from Tulsa and other Oklahoma 
points to Fort Wayne, Ind., 76 miles, with a ton-mile revenue 
of 11.7 mills. To points immediately east of Fort Wayne, a rate 
of 46.5 was prescribed with a corresponding higher ton-mile 
revenue. Compared with these rates the rate to Detroit from 
Oklahoma points via Wood River is reasonable. 

Defendants state that complainant’s output of refined oil 
has increased 500 per cent since 1921 and that the output for 
the first five months of 1926 is at the rate of 100 per cent in- 
crease over 1925. This indicates that complainant can com- 
pete favorably with other refiners in competitive markets. De- 
fendants also state that the policing of the outbound refined 
product on shipments accorded transit would be difficult and 
expensive. 

The Illinois Terminal Company upon which complainant's 
refinery is located does not grant transit privileges at any re- 
finery on its line. This carrier does not control the transit 
privileges at Toledo, Lima and Findlay. Nor do the carriers 
according transit privileges at these, points serve complainant’s 
refinery at Wood River. It is, therefore, clear that there is no 
unjust discrimination. The Commission has freuently found 
that transit privileges are local to the carrier according them. 
Transit Privileges on Grain, 92 I. Cc. C. 161. 

Similarly the allegation of undue prejudice is not sustained. 
In Parkersburg Rig & Reel Co. vs. B. & O. R. R. Co., 88 IL Cc. 
49, the Commission said: 

“The granting of transit at western points is not within 
the control of *** the defendant *** and that carrier does not 
participate in tariffs according such arrangements. It is, there- 
fore, not responsible for any resulting damages.” 

This doctrine was laid down in Central R. R. Co. vs. United 
States, 257 U. S. 247, and has been consistently followed by the 
Commission. 


in Okla- 
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The Commission has never required carriers to extend tran- 
sit to new points or to additional commodities save to remove 
discrimination or in some cases upon convincing evidence of 
unreasonableness, none of which are sustained in the record 
in the instant case. Perkersburg Rig & Reel Co. vs. B. & O. R. R. 
Co., supra. 

The Commission should find that the rates assesesd were 
not unreasonable, unjustly discriminatory or unduly prejudicial, 
The complain should be dismissed. 


SUSPENDED TARIFFS 


In I. and S. No. 2760, the Commission has suspended from 
September 20 until January 18 schedules in supplement No. 31 
to the New York, New Haven and Hartford I. C. C. No. F-2755, 
The suspended schedules propose to cancel the special ratings 
of fifth class carloads and third class less-than-carloads on bait, 
fish, from and to points on the New York, New Haven and 
Hartford Railroad and in lieu thereof apply higher official clas- 
sification ratings of third class carloads and first class less. 
than-carloads. 

In I. and S. No. 2761, the Commission has suspended from 
September 19 until January 17 schedules as published in the 
following tariffs: Emerson, supplements Nos. 7 and 11 to I. ¢. 
C. No. 106; Speiden, supplements Nos. 8 and 9 to I. C. C. No. 
942; supplements Nos. 8 and 10 to I. C. C. No. 990, and others; 
also various schedules issued by individual lines. The suspended 
schedules propose a general revision of rates on bananas from 
New Orleans, La., and related Gulf ports to destinations in 
Southeastern and Mississippi Valley territories, Ohio River 
crossings, Kentucky, Virginia and West Virginia, resulting in 
numerous increases and some reductions. The following is 
illustrative, rates in cents per 100 pounds on bananas, carloads: 








———————___—_—_ FROM 
New Orleans, La. Mobile, Ala. 
To Present Proposed Present Proposed 
pe en ace ee ee 551% 65 471% 57 
MGMPNIS, TERN. ccccccccces am ‘ 59 4914 59 
Ee ere gl 79 69% 79 
Hattiesburg, Miss. 5 34 351% 3 


In I. and S. No. 2762, the Commission has suspended from 
September 20 until January 18 schedules as published in Johan- 
son’s I. C. C. No. 1854. The suspended schedules propose to 
limit the application of the distance commodity rates provided 
on gravel, crushed stone and sand, carloads, between points 
in Kansas and points in Oklahoma, to movement over two lines 
in lieu of the present application over three lines, which would 
result in increases in instances where shorter distances may 
be obtained by use of the additional carrier. The following is 


illustrative: 
Rates in cents per 100 pounds on gravel, C. L., from Silverdale, 
Kans., to: *Present +Proposed 
(Miles) Rate (Miles) Rate 
a | ane 81 7 136 : 
SRE. Scacgninwswe Woe keen eawete 95 7 1641 ; 
CFOPWOE, CRIB. occscscticccaces eiieereis 101 8 166 





*3 line haul. {2 line haul. 


In I. and S. No. 2763, the Commission has suspended from 
September 20 until January 18 schedules as published in the 
following tariffs: Johanson: Supplement No. 130 to I. C. C. 
No. 1590; supplement 131 to I. C. C. No. 1590; supplement No. 
4 to I. C. C. No. 1836. The suspended schedules propose to re- 
adjust rates on cement, in carloads, between points in Oklahoma 
and points in Texas which would result in both increases and 
reductions. The following is illustrative: 


Cement, in carloads, rates in cents per 100 pounds, from Aca, 
Okla., to Wichita Falls, Tex., present 25, proposed 2514; Denison, 
Tex., present 1514, proposed 174%; Beaumont, Tex., present 30%, pro- 
posed 33; Orange, Tex., present 34%, proposed 33; Port Arthur, Tex., 
present 3414, proposed 33. 


COMMISSION ORDERS 


The American Bridge Company, American Sheet & Tin Plate 
Company, American Steel & Wire Company, Illinois Steel Com- 
pany, National Tube Company, Evansville Chamber of Com- 
merce, and Peoria Association of Commerce have been permitted 
to intervene in No. 18548, Jones & Laughlin Steel Corporation 
vs. Alton & Eastern Railroad et al. 

The City of Alexandria and Chamber of Commerce, Alex- 
andria, Louisiana, Chamber of Commerce of Shreveport, Louis- 
iana, Meriwether Supply, and F. C. Peck and Son have been per- 
mitted to intervene in No. 16002, R. A. Gibson vs. Kansas City 
Southern et al. 

The effective date of the order in I. and S. No. 2670, class 
and commodity rates from Pennsylvania to Central and Western 
Trunk Line territories, is postponed until the effective date of 
such fourth section order as may be entered in connection with 
No. 15879, eastern class rate investigation. : 

The Commission has reopened for further consideration 
upon the record as made, fourth section application No. 12846. 
(In connection with I. and S. No. 2670.) 

The Commission has denied the respondent’s petition for 
reargument and reconsideration in No. 16901, drayage absorp 
tions by Southwest Missouri Railroad. 


The North American Cement Corporation has been per- 
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mitted to intervene in No. 18408, Knickerbocker Portland Cement 
Company, Inc., vs. Boston & Albany Railroad (The New York 
Central, lessee), et al. 

The Converters’ Association has been permitted to intervene 
in No. 18418, Manville Jenckes Company vs. Akron, Canton & 
Youngstown et al. 

The Cincinnati Chamber of Commerce and Merchants’ Ex- 
change, Lexington Board of Commerce, Incorporated, and Louis- 
ville Board of Trade have been permitted to intervene in No. 
18559, Kentucky Farm Bureau Federation vs. Chesapeake & Ohio 
et al. 

The Board of Railroad Commissioners of the state of North 
Dakota has been permitted to intervene in No. 18675, Bismarck 
Association of Commerce of Bismarck, N. D., vs. Chicago & 
North Western et al. 

The Continental Oil Company has been permitted to inter- 
vene in No. 18336, Gibson Oil Company vs. Arkansas Western 
et al. 

The Cincinnati Chamber of Commerce and Merchants’ Ex- 
change has been permitted to intervene in No. 18449, Kennett- 
Murray Live Stock Buying Organization et al. vs. Aberdeen & 
Rockfish et al., and in 18500, Southeastern Live Stock Associa- 
tion vs. Aberdeen & Rockfish et al. 

The Southard Feed & Milling Company has been permitted 
to intervene in No. 18521, Schreiber Milling & Grain Company 
vs. Santa Fe et al. 

The Commission has permitted the Arcady Farms Milling 
Company to intervene in No. 18521, Schreiber Milling & Grain 
Company vs. Santa Fe et al. 

The California White & Sugar Pine Manufacturers’ Asso- 
ciation has been permitted to intervene in No. 18526, West Coast 
Lumbermen’s Association vs. Aberdeen & Rockfish et al. 

The Wisconsin Paper & Pulp Manufacturers’ Traffic Associa- 
ciation has been permitted to intervene in No. 18580, National 
Paper Products Company vs. New York Central et al. 

The United States Testing Company, Inc., has been per- 
mitted to intervene in No. 18672, Hoboken Manufacturers’ Rail- 
road vs. Santa Fe et al. 

The Ulster and Delaware Railroad has been permitted to 
intervene in finance No. 5690, in the matter of application of 
New York Central Railroad for authority to acquire control, 
under lease of the railroad systems of the Cleveland, Cincinnati, 
Chicago and St. Louis Railway, the Michigan Central Railroad, 
and Chicago, Kalamazoo and Saginaw Railway. 

The Central Leather Company, Elk Tanning Company and 
Union Tanning Company have been permitted to intervene in 
No. 18546, United Hide and Fur Company vs. Baltimore and 
Ohio Railroad et al. 

The Spartansburg Transportation Association has been per- 
mitted to intervene in No. 18524, Traffic Association of the South 
Atlantic Ports vs. Aberdeen and Rockfish Railroad et al. 

The Commission has denied the petition of the Western 
Union Telegraph Company for permission to intervene in valua- 
tion No. 872, Prattsburg Railway Corporation. 

The St. Louis Coke & Iron Corporation has been permitted 
to intervene in No. 16243, Indiana Coke and Gas Company vs. 
Ahnapee & Western et al. 

The Chicago Association of Commerce has been permitted 
to intervene in No. 16945, Sub. No. 2, Bismarck Association of 
ee of Bismarck, N. D., et al. vs. Ahnapee & Western 
et al. 

_ The New Orleans Joint Traffic Bureau has been permitted to 
intervene in No. 17892, Sub. No. 1, the Salina Chamber of Com- 
merce et al. vs. Abilene & Southern et al. 

The Jackson Traffic Bureau, for Sternberg Hide & Fur Com- 
pany, and National Hide & Fur Company, have been permitted 
to intervene in No. 18482, Jackson Traffic Bureau, for Taylor 
Grocery Company vs. Alabama & Vicksburg et al. 

The Commission has permitted the Illinois Coal Traffic Bu- 
reau to intervene in No. 18603, Knox Consolidated Coal Company 
vs. Baltimore & Ohio et al. 


The St. Paul Association of Public and Business Affairs has 
been permitted to intervene in No. 18616, Minneapolis Traffic 
Association vs. Chicago, Milwaukee & St. Paul (H. E. Byram, 
Mark W. Potter and Edward J. Brundage, receivers). 


The El Paso Freight Bureau has been permitted to intervene 


= No. 18642, Arizona Corporation Commission et al. vs. Santa 
Fe et al. 


TO PROTEST IRON AND STEEL RATES 


Shippers and commercial organizations interested in the 
calriers’ proposals to advance switching rates on iron and steel, 
in the Chicago district, ranging from 20 to 120 per cent, in order 
‘to align them with the scale of rates made by the Commission 
in the Jones and Laughlin case, met at the Chicago Association 
of Commerce, September 22, to consider the filing of a protest 
against the rates taking effect as proposed, October 20. It 
was decided that request for suspension would be filed with 
both the Illinois Commerce Commission and the Interstate Com- 
merce Commission. A committee of four iron and steel repre- 
sentatives under the chairmanship of W. J. Hammond, of the 
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Inland Steel Company, was appointed to carry out the details 
of seeking suspension and of following the case to conclusion. 
It is the belief of those interested that, if the rates on iron and 
steel were allowed to go into effect, it would provide a basis 
that would enable later the carriers to seek to make switching 
rates on all commodities with relation to the line-haul rates. 


GENERAL STEEL INQUIRY? 


The Trafic World Washington Bureau 


Suggestions have been made, not infrequently of late, that 
the Commission might institute a general inquiry into rates on 
iron and steel, not unlike that which it had inaugurated in 
formal docket No. 18458, into rates on petroleum and its prod- 
ucts, hearings on which are to be begun at St. Louis, by Attor- 
ney-Examiner Keeler on October 4. That oil inquiry was ordered 
on account of the large number of formal complaints raising 
the question as to the quality of rates on oil, particularly trom 
the southwest into the southeast, from the East St. Louis dis- 
trict into C. F. A. territory, from East St. Louis into the south- 
east and from the south Atlantic and Gulf ports into the south- 
east. 

Steel complaints probably are equal in number to those per- 
taining to oil. However, number, it is suspected, will not be 
the controlling factor should the Commission decide to institute 
a general inquiry. The soundness of that proposition, it is 
believed, is indicated by the fact that the Commission did not 
join all the formal complaints about rates on oil with the general 
inquiry. It seemingly picked out formal complaints which would 
illustrate different situations and set them down for hearing in 
connection with the general inquiry. 

Suggestions that a general inquiry be instituted have been 
made in connetcion with papers filed on various phases of the 
Jones & Laughlin case, as they have arisen. There is a large 
amount of dissatisfaction with the outcome of that case, par- 
ticularly among the so-called independents, that is, among com- 
panies not a part of or affiliated with the United States Steel 
Corporation. The latter, having plants at many points, gen- 
erally speaking, is in a strategic position, enabling it to over- 
come any disadvantage that may arise from carrier compliance 
with the orders or views of the Commission. Companies having 
one plant or a few, in comparison with the steel corporatiun’s 
many, are not in a position to equalize as the steel corporation 
is alleged to be able to do. 

Abolition, by the Federal Trade Commission, of the Pitts- 
burgh plus basis of selling is believed by many of the so-called 
independents to have resulted in more advantages than dis- 
advantages for the large company, notwithstanding that it is 
supposed to be logical and just for every unit in the steel in- 
dustry to stand on its own bottom so as to benefit or suffer by 
reason of its geographical position. 

In addition to having plants at points which become strate- 
gic or cease to be strategic by reason of rate decisions of the 
Commission, the steel corporation has railroads and steamship 
lines at its disposal. They usually follow the lead of the larger 
railroads, although sometimes they do not. The Elgin, Joliet 
& Eastern is spoken of in the iron and steel rate situation in 
and around Chicago as if its course were resulting in advan- 
tages to the steel corporation plants. 

Allegations.of all sorts come to the Commission men who 
are handling the matter. They are generally “off the record” 
so to speak and, unless those making them choose to put them 
into the record, the Commission can have no official knowledge 
of them. In a general inquiry, the Commission can require testi- 
mony about situations that might not be developed in a formal 
contest between a complaining steel industry unit on the one 
side and the carriers on the other. 

A reason for a general inquiry other than that furnished by 
the formal complaints is the necessity, on the part of the Com- 
mission, to make a general inquiry into the rate structure so as 
to satisfy what is conceived to be the mandate in the Hoch- 
Smith resolution. After a record had been developed in a gen- 
eral inquiry, it is suggested, it would not be hard to have that 
record put into the record in No. 17000. If the whole record 
were not desired in that case, it would be easy to call witnesses 
in No. 17000 to repeat testimony given in the formal general in- 
quiry on a particular commodity. 

While the Commission has had thousands of cases on iron 
and steel, relating to particular situations, either geographical 
or commercial, it has never taken a nation-wide scrutiny of the 
whole iron and steel rate structure. It is not taking a nation- 
wide view of the oil structure but it is so near nation-wide that, 
for practical purposes it may be so regarded. In connection 
with the report on Mid-continent Oil rates, 1925, it will consti- 
tute a nation-wide inquiry into every situation other than that 
which arises by reason of the existence of oil fields and refinery 
centers on the Pacific coast and in the Rocky mountain country. 

Having no control over rates from coast to coast the Com- 
mission could not go into the most potent factor in connection 
with California petroleum and its products. California products 
come east via the Panama canal in enormous quantities on rates 
over which the Commission has no control, even if the freight 
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is carried in tankers not the property of the shippers. Probably 
the vast bulk comes in tankers owned by the shippers. The 
products from the coast have a marked effect on prices on the 
east coast and make it harder for the mid-continent refiners to 
find markets for their products. Thereby the rates from the mid- 
continent refinery points become of minutely acute importance 
to the refiners in that part of the country. 

Rates and prices on steel are also affected by transportation 
through the canal, although, it is believed, not to the extent that 
prices on oil are being affected. The effect of the canal traffic 
has not been written into the rates on oil in figures. In other 
words, none of the carriers from the mid-continent, so far as can 
be now recalled, has made any change in rates on account of 
the canal traffic. But the mid-continent refiners know how their 
business is being affected and they are expected to bring that 
phase into the general inquiry on oil. In the event that traffic 
of carriers from the mid-continent are seriously cut down, it is 
believed they will have to give thought to ways and means for 
keeping mid-continent refiners in the markets to the east of 
them. In such an event the Commission would be brought face 
to face to the question of how far it would permit the mid-con- 
tinent carriers to go in meeting that competition. 


Chicago Plants Complain 


Dissatisfaction with the adjustment of rates on iron and 
steel, evidences of which have been in sight almost constantly 
since the making of the Commission’s decision in the Jones & 
Laughlin case, 96 I. C. C. 682, has formally manifested itself in 
a complaint, No. 16688, Inland Steel Co. et al. vs. Akron, Canton 
& Youngstown et als The complainants are Chicago steel- 
makers, the complainants other than the one named in the title 
being the Acme Steel Co., Interstate Iron and Steel Co., Clayton 
Mark & Co., Joseph T. Ryerson & Son, Inc., and Crane Co. 

Other complaints are expected. The dissatisfaction is not 
confined to Chicago. One or two have already been filed. Sug- 
gestions that a general inquiry have been made, formally and 
informally. While there is nothing official to that effect, the 
understanding is that the Commission is not beaming on sug- 
gestions of that sort, with approval. Its inclination, it is be- 
lieved, is to glare at such as make it. However, that does not 
mean that a decision has been reached for or against a general 
inquiry. 

The complainants in the Inland petition assert “that just, 
reasonable and lawful rates * * between points throughout 
Central Freight Association territory would not be higher than 
the J. & L. scale (with appropriate differentials to zones B, C 
and D in Michigan); and the relief which complainants seek on 
this complaint is the establishment of rates for themselves and 
rate relations with their competitors based on said scale.” 


Broadly speaking these Chicago complainants assert that 
rates from their points of manufacture, namely, Chicago, South 
Chicago, Grand Crossing, Riverdale and Chicago Heights, III; 
Indiana Harbor and East Chicago, Ind.; and Milwaukee, Wis., 
to destinations in Central Freight Association territory east of 
the Indiana-Illinois line are and for the future will be unjust, 
unreasonable and unlawful to the extent they exceed or may 
exceed rates based on the J. & L. scale (with appropriate dif- 
ferentials for the zones in Michigan taking differentials); and 
that the rates are and for the future will be unduly prejudicial 
and disadvantageous to them, their traffic and the localities in 
which they have their plants and unduly preferential of their 
competitors to the extent they exceed or may exceed the J. & L. 
basis of rates from their plants to points in C. F. A. east of the 
Indiana-Illinois line. They assert they are suffering great dam- 
age and injury by reason of the undue prejudice in that their 
markets are greatly restricted and they are deprived of the 
benefit of their geographical location. 

The competitors alleged to be unduly preferred are steel- 
makers at Pittsburgh, Apollo, Vandergrift, Sharon and Johns- 
town, Pa.; Buffalo, N. Y.; Cleveland, Youngstown, Massillon, 
Canton, Lorain, Warren, Elyria, Middletown, Mansfield, Ports- 
mouth and Dover, O.; Wheeling and Wierton, W. Va.; Newport, 
Ky.; Indianapolis, Fort Wayne, Terre Haute and Gary, Ind.; and 
other points in C. F. A. territory. 

The complaint tells of the sorts of iron and steel articles 
each of the complainants manufactures and designates the points 
where their competitors in the alleged preferred area have their 
plants. 

The Chicagoans point out that they pay freight from their 
plants to points in C. F. A. on the following basis: To destina- 
tions in Illinois Freight Committee territory, on the J. & L. scale; 
to points in Indiana, on the J. & L. scale, except that where the 
rates in existence at the time of the promulgation of the scale 
were higher, the higher basis being left in effect; to points in 
the remainder of C. F. A., fifth class. 

Their competitors, the complaint asserts, pay rates on the 
following bases: From Pittsburgh, Buffalo, Johnstown, Wheel- 
ing, Benwood, Steubenville and Youngstown and related points 
to destinations in C. F. A. west of the Ohio-Indiana line, except 
the southern peninsula of Michigan, the J. & L. scale; from 
Pittsburgh, Cleveland, Canton, Massillon and Youngstown and 
other points in the Mahoning and Shenango valleys to destina- 
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tions in Ohio and Pennsylvania distant not more than 150 miles, 
commodity rates ranging from 50 to 65 per cent of fifth class; 
from Anderson, Terre Haute and other points in Indiana to 
points in the Chicago district, commodity rates lower than fifth 
class and in some cases lower than the J. & L. scale; elsewhere 
throughout C. F. A., fifth class. 

The complainants in effect, point out that they pay the 
J. & L. scale, fifth class or higher, while their competitors pay, 
in the short haul territory around Pittsburgh, from 50 to 65 per 
cent of the fifth class rates while they pay fifth class or higher, 
in all instances where the J. & L. scale is not used; and that 
the competitors ship into the Chicago district, from Indiana 
points, on commodity rates lower than fifth class and in some 
cases, lower than the J. & L. scale, while the complainants, in 
shipping into Indiana pay on the scale or higher. 


INDIANA OIL HUMP RATE CASE 


The Trafic World Washington Bureau 


Asserting that the railroads, in their petition for vacation 
or modification of the order in No. 14087, Indiana State Chamber 
of Commerce vs. Atchison, Topeka & Santa Fe et al., dated May 
10, 1926, misstated facts, the complaining organization has 
asked the Commission to deny the petition. It points out that, 
as it sees the matter, all the things alleged by the carriers as 
reason for vacation or modification were put into the record and 
considered by the Commission. It said the complainants, con- 
sumers of petroleum and its products, who, it thought were more 
interested than producers and refiners because they paid the 
freight, filed their complaint in August, 1922, and that for four 
years they had been denied the relief to which the Commission 
said they were entitled, although temporary relief was accorded 
in the decision of March 2, 1925. In that decision the Commis- 
sion divided Indiana into two groups and reduced the rates. In 
the order of May 10, 1926, the state was divided into five groups 
and, as the order now stands, the new rates are to be made oper- 
ative not later than October 26. The complainant said its case 
was held up, to a certain extent, by the cases designated under 
a general head, Midcontinent Oil Rates, 1925, 112 I. C. C. 421. 

“If these new rates do become effective on October 26, 1925,” 
said the complainant in its request that the petition be denied, 
“it means that Indiana will already have paid rates for more 
than four years, rates which the Commission have found to be 
unjust and unreasonable and unduly prejudicial.” 


The complainant said the railroads erred in asserting that 
the complaint pertained only to rates from group 3 (Tulsa). It 
asserted that the complaint covered the entire southwestern 
field. It further asserted that there was nothing in either its 
complaint or in the evidence of record to warrant the carriers’ 
assertion that the complaint grew out of an alleged “hump” at 
the Illinois-Indiana line. It said that while it was true an ex- 
hibit was introduced portraying the unusual break in the level 
of rates at the state line, the evidence clearly showed that the 
gist of the complaint was in fact the wide disparity in the gen- 
eral level of rates in Indiana compared with the general level 
of rates in Illinois territory and Western Trunk Line territory. 
It said the last mentioned rates were specifically fixed by the 
Commission as reasonable, maximum rates in Midcontinent Oil 
Rates, 36 I. C. C. 109, decided about 1915, and “other minor 
cases.” 


Disparity in the rates at the Indiana-Ohio Line and the In- 
diana-Michigan line resulting from the supplemental order of 
May 10, “if any such disparities will exist, which we deny,” said 
tke complainant, “manifestly is quite insignificant as compared 
to the disparity that existed at the Indiana-Illinois line when 
this complaint was filed. However, this can have no bearing on 
the disposition of this matter.” 

In support of that allegation that such disparity as might 
result could have no bearing on the subject, the Indiana com- 
plainant cited from Public Service Commission of Indiana et al. 
vs. A. T. & S. F., 88 I. C. C. at page 720. In that case the Com- 
mission said it had repeatedly said “the fact that additional ad- 
justments might be necessary was no ground for denying relief 
shown by the record as proper.” 

Commenting on the allegation of the railroads that to make 
the adjustment ordered in the report of May 10 would cost them 
a serious loss of revenue, the complainant said they had urged 
that at the hearings and that the Commission had commented 
on the allegation by setting forth, in its report, that the railroads 
had claimed that establishment of rates to Indiana on the basis 
existing in Illinois and Wisconsin would cost them $5,000,000 4 
year, if extended to the whole of central territory. 

Referring to the suggestion of the railroads that No. 18458, 
the general oil inquiry, would cover all the origin and destina- 
tion territories involved in the Indiana case, the Indiana people 
wanted to know if they were to be denied relief because of the 
institution of that inquiry. They wanted to know if relief could 
be put off on account of the institution of a general inquiry 
whether it could not be put off indefinitely by having another 
general inquiry instituted to cover territory adjacent to that 
covered by the existing general inquiry. 
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GRAIN REDUCTION HEARING 


(By Staff Correspondent at Minneapolis, Minn.) 


The real opposition to the tariffs suspended in I. and S. 
9729, grain and grain products from Minneapolis, St. Paul and 
Duluth, Minn., and groups to eastern points, did not appear until 
the sixth day of the hearing at Minneapolis, September 17. On 
that day the eastern carriers put in their case. R. N. Collyer, 
chairman of the Traffic Executives’ Association of the Carriers 
in Eastern territory, told Commissioner Campbell and Examiner 
Disque, presiding, why the railroads in the east were, as a 
whole, strenuously opposed to the 6-cent reduction proposed by 
the M. & St. L. and the Soo Line, in the proportional between 
the Twin Cities and Chicago, on grain and grain products 
shipped out of defined territory in Minnesota, North and South 
Dakota, and Montana, to Trunk Line and New England. Wit- 
nesses for the grain and milling interests in Central Freight As- 
sociation territory and the Pacific northwest also testified on 
that day and told, in no uncertain terms, why the proposed basis 
was preferential to Minneapolis, prejudicial against their respec- 
tive localities, and dangerous to the grain rate structure in gen- 
eral. 


Mr. Collyer said that a move to reduce grain rates at pres- 
ent was unwise, because there seemed to be no especial demand 
for such a cutting in revenues from the producers. If, he added, 
Minneapolis was an exception to this statement, the fact re- 
mained that the other markets were, generally speaking, satis- 
fied with the present relations in grain rates and wanted them 
to continue. He reminded the Commission that, under the law, 
it had among its duties the fostering of the water lines and that 
the proposed rates would work a serious injury to those operat- 
ing on the Great Lakes. He touched upon the matter of sub- 
stitution of billing on transit grain mentioned by H. C. Wilson, 
of Sioux City, on the day previous. He protested against the 
publication of the suspended tariffs because, he said, the pub- 
lishing lines in getting them out had made use of the formal 
blanket concurrences on file with the Commission, “in disregard 
of the rights of the eastern lines.” He said that, as soon as the 
tariffs appeared, the eastern Traffic Executives’ Association had 
notified both publishing lines that they were “strenuously op- 
posed to this shrinkage in railroad revenue.” 


The witness entered a large number of exhibits, which were 
statistical in nature and had to do with the milling capacity of 
various centers, the production of wheat and other grains in the 
states affected by the suspended tariffs, and the flour output by 
states in the United States from 1904 to 1923. Two of his 
exhibits, however, were historical, and evoked a storm of pro- 
test. The first was a copy of a letter from W. V. Hardie, direc- 
tor of traffic for the Commission, written in the spring of 1921, 
following a conference had with the eastern and western lines 
before the director, in which it was said that “it has not been 
found consistent to recommend the basis sought by western 
millers,’ and the reasons for that finding were enumerated. 
Opposing counsel objected on the ground that what might have 
been Mr. Hardie’s opinion in 1921 might not be his opinion now; 
the commissioner warned the witness that the letter could not 
be entered in evidence if it was his intention to show that the 
Commission “either collectively or as individuals” had uttered 
anything by which they might be bound in the present case. 
A personal appeal was made to the witness by L. M. Walter, 
representing Minneapolis shippers, that he withdraw the letter 
in the interests of all parties, and as a courtesy to Mr. Hardie. 
He pointed out that conferences of the kind that resulted in the 
letter were often of great benefit to the carriers and to the ship- 
pers, although the Commission never had welcomed them. He 
thought that the introduction of the letter in this case might 
make the Commission even more reluctant to grant these favors 
in the future. Mr. Collyer, in reply, agreed that the letter might 
remain out of the record. 


More controversy resulted from an exhibit, consisting of a 
copy of a report of a conference held on the question of rate re- 
ductions like those under suspension, by the eastern and west- 
ern carriers, in Chicago, in November, 1925. E. B. Boyd, who 
presided at this conference, was instructed by the conferees, ac- 
cording to the report, to “advise the Minneapolis and Missouri 
River shippers that the carriers have concluded that there should 
be no change in the rates on grain and grain products from Min- 
neapolis to eastern seaboard territory.” This exhibit caused the 
opposition to hark back to Mr. Townsend’s exhibit No. 1, which 
was the record of a similar conference held six months earlier. 
At that confernce, according to the Townsend exhibit, the east- 
ern lines not only agreed to cut the troublesome rates, but 
imitially suggested the basis now under suspension. 

Mr. Collyer avoided mention of that conference and the 
Teport on it in his direct testimony. For a time he persisted in 
answering questions about it by pointing to that omission and 
insisting that the questions were improper cross-examination. 
He then asked the questioning lawyers who were present at that 
conference officially reprsenting eastern lines, and countered 
every name mentioned by saying that that particular individual 
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was not the “chief traffic official” of the line with which he was 
connected. The other side evidently drew from this line of at- 
tack that the eastern roads took the position that the action 
taken by their ostensible representatives at the disputed con- 
ference was unofficial and was therefore repudiated. Mr. Collyer 
would not answer a direct question on the subject, however, in 
any manner except to say that he was not present at the con- 
ference. 

The same difficulty was experienced by opposing counsel 
in their endeavor to find out whether the action which sent Mr. 
Collyer to the hearing with instructions to oppose the suspended 
reductions was unanimous. The witness said simply that he 
was there at the request of the organization of which he was 
chairman and, that that organization comprised the chief traffic 
officials of all the eastern lines. 

In conclusion, the witness insisted that the proposed reduc- 
tions were not in keeping with the spirit of the Hoch-Smith 
resolution. The purpose of that law, he said, could not “be car- 
ried out by piece-meal reductions,” and that it would be more 
proper to wait with moves such as this until the Commission 
had finished the investigation under the resolution in which it 
is at present engaged. 

L. E. Banta, traffic manager for the Indianapolis Board of 
Trade, testified in the interests of his organization, the Cin- 
cinnati Grain and Hay Exchange, the Louisville Board of Trade, 
and the Central States Millers’ Association. He said that to 
him the proposed reductions looked “like the initial move in a 
rate war in the west.” <A thorough study had convinced him 
that their operation, in case they should go into effect, would be 
against the interests he represented. He said he knew Indian- 
apolis could “hope for no voluntary or sympathetic treatment” of 
its grain rates on the part of the Central Freight Association 
Lines. “In general,’ he concluded, “we are convinced that we 
will have trouble in our territory if these rates are approved, 
and we want the Commission to know about it beforehand.” 

J. G. Monroe, of Detroit, supplemented Mr. Banta’s tes- 
timony with some specific information about the Michigan State 
Millers’ Association, of which he said he was chairman of the 
traffic committee. The association, he said, comprised 55 miles 
with a total capacity of 28,000 barrels of flour per day. Minne- 
apolis could not consider the competition of these mills in Trunk 
Line territory seriously, he said, because they were “small fry 
in a big pan.” On the other hand, the reduction afforded to 
Minneapolis millers in the proposed rate would, he feared, make 
it possible for them to cut flour prices in the east about 12 cents 
a barrel, which cut his mills would have to meet. The new 
adjustment would also, he apprehended, injure the mill feed 
business done by the mill members of his association. He said, 
if the proposed reductions were allowed, his association would 
ask for a similar reduction, but that he “did not hope it would 
be granted.” There was always the recourse of a formal com- 
plaint if the situation became discriminatory, as he thought it 
would, he said, “but formal complaints take a long time to de- 
cide and cost a lot of money to prosecute.” 

The views of the North Pacific Coast interests were put 
into the record by three witnesses under the direction of C. 
McCulloch, of Portland, Ore. They were F. A. Johnson, speaking 
for the Portland Merchants’ Association and other interests in 
Portland; C. O. Bergan, traffic manager for the Merchants’ As- 
sociation of Spokane, and R. D. Lytle, secretary and traffic man- 
ager for the North Pacific Millers’ Association. Generally speak- 
ing, these witnesses opposed the proposed reductions on the 
grounds of preference to Minneapolis and prejudice against their 
localities. Mr. Johnson compared the westbound rates on grain 
from the origin territory involved to San Francisco with those 
proposed to destinations similarly distant in the east. These 
comparisons showed, he said, a much higher rate and ton mile- 
age against the westbound movement. Mr. Lytle said the pro- 
posed reductions would disrupt the entire western grain rate 
relationship and that he thought the proper thing for the Com- 
mission to do was to order the suspended tariffs canceled and 
embark upon a general investigation of western grain rates. 
Until that was done, he said, no intelligent decision could be 
made as to what traffic should and should not be awarded a 
reduction in rate. Mr. Bergan pointed out that Spokane was 
nearer to the origin territory involved than the other west coast 
points. Concurring in what the other two witnesses from the 
far west said, he added what he thought was the danger of 
Minneapolis being able to bid higher for grain in Montana under 
the new rates. This, he said, would raise the price the millers in 
his locality would have to pay for their raw material. 

V. P. Cadieux, of Bismarck, appearing for interests in that 
city, as well as others in Mandan, Minot, Jamestown, and Valley 
City, and the North Dakota Fair Freight Bureau, said that, of 
the 71 mills in operation in his state in 1917, only 18 still re- 
mained. He favored the proposed reductions, not because he 
thought the North Dakota milling industry could be revived, but 
because he thought the 18 mills still remaining might be able to 
continue to do business under them. 

F. B. Townsend, director of traffic for the Minneapolis Traf- 
fic Association, made his third appearance on the stand, when 
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he submitted to cross-examination. A great many questions 
bearing on the statistical exhibits entered by him on the day 
previous were asked. He was asked where he thought the east- 
ern railroads had gotten the money he said they ought to dis- 
tribute in the west in grain rate reductions, and answered that 
they had “taken it from the public.” A. G. Gutheim, represent- 
ing eastern millers, wanted to know why, if the witness thought 
some eastern revenues should be expended in the west, they 
might not just as well be spent in reducing the rate from Omaha 
to the east instead of that from Minneapolis. Mr. Townsend 
answered that the two situations were not the same and that 
the latter traffic was the more logical on which to put into effect 
an immediate cut. The commissioner cleared up a point which 
had hitherto had little attention when he asked the witness why 
Minneapolis could not take advantage of the rail-water-and-rail 
rate the suspended reductions were designed to meet by ship- 
ping its flour via the lake. Mr. Townsend answered that, al- 
though the inbound rates into Minneapolis and Duluth from the 
affected origin territory were on a parity, there was a rate of 
6% cents in effect on flour from Minneapolis to Duluth. This 
factor, together with uncertainty of service, delay in transit, 
and the short navigation season, effectively closed the lake route 
to Minneapolis flour, he said. 

Shortly after noon, September 18, Commissioner Campbell 
adjourned the Minneapolis hearing. At that time the greater 
part of the testimony of the two most important groups of 
opponents of the tariffs—those representing the interests of 
Duluth and those representing the interests of millers in Trunk 
Line territory—still remained to be presented, in addition to 
evidence on behalf of the southwestern millers and grain men, 
for whose convenience the Kansas City sessions, scheduled to 
open at the Athletic Club, September 20 had been set. 

The time at the last Minneapolis session, however, was 
about equally divided between Duluth and Buffalo, and sufficient 
evidence was entered bearing on the positions of both those lake 
ports to indicate what the balance of their testimony would be. 

C. F. McDonald, secretary of the Duluth Board of Trade, 
attacked the comparisons made by Minneapolis witnesses be- 
tween the grain shipped into Duluth in 1916 and 1924 for the 
purpose of showing the growth of the Duluth grain trade in those 
nine years. He said both these years were abnormal, 1917 be- 
cause the northwest had in the previous year suffered its worst 
crop failure in thirty years, 1924 because the crop that year 
was the third largest in history, and because, on account of 
crop failures abroad, there was an unusual demand for north- 
western wheat. He said a much fairer comparison would be to 
take the average receipts in the ten years ending in 1915, to 
ignore the abnormal war and post war years, and to compare 
the earlier average with that for the six years ending 1925. 
Those two averages would be, he said, 86,897,000 bushels, as 
compared with 116,024,000, a gain of approximately 29,000,000 
bushels. As applied to the total grain receipts at Minneapolis, 
he said, comparable averages would be 165,479,000 bushels and 
197,353,000, a gain of approximately 32,000,000 bushels. He also 
attacked the contention of the Minneapolis millers that they 
had lost business heavily to Buffalo in recent years by introduc- 
ing figures which purported to show that practically all of the 
decline in the Minneapolis output had been due to the falling off 
in the milling of export flour. This business, he added, was not 
lost to Buffalo, but to Canada. 

Further, he said that if Minneapolis was searching for a 
reason why less flour was milled there than was the case ten 
years ago, that reason could be found in the department of 
agriculture bulletins discussing the decrease in the per capita 
consumption of wheat flour since the war. That decrease, as 
shown by excerpts from such bulletins, the witness said, was 
20 per cent in 46 years, and 16 per cent since the war. The de- 
cline, he quoted the department as saying, was due to the in- 
creased proportion in our urban population and the increased 
average buying power of the American who consequently turned 
away from bread, “the poor man’s food.” If the percentage fig- 
ures quoted were used, the witness continued, it could be cal- 
culated that 89,000,000 barrels more of flour would have been 
used in the United States last year on the basis of pre-war per 
capital consumption. Based on Minneapolis’ percentage of the 
country’s total milling capacity, her loss due to this decline 
would have been 2,226,000 barrels, he said. He denied allegations 
concerning frequent embargoes caused by Duluth’s low elevator 
capacity, and said the only general embargoes against the port 
on grain of which he was familiar were two applied for short 
periods in 1924. He summed up his objections to the Minne- 
apolis case by saying that, according to their own admission, the 
Minneapolis mills were suffering mainly from competition in 
Buffalo, and that most of the Buffalo mills were Minneapolis 
owned. “It looks,” he concluded, “as though Minneapolis were 
making her own competition.” 

W. R. McCarthy, president of the Capitol Elevator Company, 
of Duluth, said he did not see how the Minneapolis dealer 
figured the 6-cent reduction could help him compete with east- 
ern markets and also pay more to the farmer for his wheat. “If 
the 6 cents is to be spent in meeting eastern competition,” he 





TRAFFIC WORLD 


Vol. XXXVIII, No. 13 


asked, “how can it possibly also be passed on to the producer?” 
Commissioner Campbell said that the question as to where the 
6 cents would finally go was all a matter of speculation anyway, 
He said the question in the case was whether or not the grant- 
ing of it would benefit the two railroads concerned without 
causing unlawful discrimination. He added that he thought 
much of the testimony as to markets and the competition be- 
tween them was irrelevant, but that he had permitted some of 
it to go in because he thought it might be enlightening and, in 
view of that fact, he was not disposed to begin curtailing it so 
late in the hearing. 

The witness said that he thought the decline of the use of 
western coarse grains in the east was not due so much to the 
effect of the freight rates as it was to the disappearance of the 
horse from the city streets and the curtailed use of grains for 
distilling purposes under the eighteenth amendment. In answer 
to a question put by Examiner Disque, Mr. McCarthy said he had 
no opinion as to whether the proposed reductions would increase 
the tonnage shipped all-rail out of Minneapolis. 


F. J. Lingham, president of the Federal Mill & Elevator Co., 
Lockport, N. Y., testified as to- conditions of independently 
owned Trunk Line mills. He said that the figures on Mr. Stroth- 
man’s exhibit, which indicated a spread as high as 17 cents in 
the rates all-rail and rail-water-and-rail to the east, were not 
proper because they did not allow for a charge of 1 cent a bushel 
for elevation out of the holds at Buffalo, for handling into and 
out of cars on local shipments, and for other incidentals which 
he said totaled around 8 cents a hundred pounds. The Minne- 
apolis mills, located on the harbor at Buffalo, he said, escaped 
these charges. So far as mill feeds were concerned, he said 
Minneapolis was able, as a rule, to get more for hers at home 
than in the east. Trunk Line territory he characterized as a 
dumping ground for mill feeds, because, he said, Canadian grain 
owners were willing to pay the duty on it rather than the high 
transportation charges necessary to ship such bulky material 
abroad. He felt sure, he said, that, if the proposed reductions 
went into effect, some of the public elevators at Buffalo would 
have to shut down, for they depended entirely on the lake move- 
ment and were not equipped to handle grain inbound by rail. 
However, he was confident that the cut would be met by the 
boat lines, and the result would be disaster, because many of 
those lines were already in a feeble state financially. 


He said that he occasionally shipped northwestern grain 
into his Lockport mill all-rail. Asked by the examiner how he 
could do that when, as exhibits showed, the rate by that route 
was at least 15 cents higher than by water, the witness said he 
did not admit that to be the fact always. He said that, consid- 
ering the charges for storing in the east, while navigation on 
the lake was closed, and the other charges already enumerated 
by him, and adding to them the advantages of quick delivery 
and a favorable price on the Minneapolis market, it was some- 
times cheaper for him to buy at Minneapolis all-rail than at 
Duluth rail-lake-and-rail. 


A. G. Gutheim, attorney for the eastern millers, indicated 
after the hearing that the chief witness for his interests at 
Kansas City would be R. V. Craig, traffic commissioner for the 
Grain Exchange of Buffalo. Mr. Craig, he said, would endeavor 
to prove that the increase in the milling capacity in the east 
in the last ten years was not even sufficient to take care of the 
east’s increase in population, and that, moreover, that milling 
increase was wholly or almost wholly in Minneapolis owned 
mills at Buffalo. He said Mr. Craig would put in testimony to 
bear out Mr. McCarthy’s statement about the package boats 
meeting the 6-cent reduction. In the east, Mr. Craig was pre- 
pared to assert, there had been increases on grain rates since 
1910 which brought the present general level up to 170 per cent 
of that of 1910, whereas the present level of the rates proposed 
to be reduced in this case was 145 per cent of the 1910, which 
would be brought down under the proposed rates to 125 per cent. 


Mr. Ballard would not outline the lines to be followed in 
Kansas City by the chief Duluth witness, F. S. Keiser. Re- 
marks made in cross-examining other witnesses by Mr. Ballard 
indicated, however, that his witness was prepared to submit 
figures calculated to bring out an entirely different comparison 
as between the all-rail rate and the rail-water-and-rail rate from 
that contained in the Strothman exhibit. 


PETITIONS FOR REHEARING, ETC. 


The Pruitt Commission Company, complainant in No. 15338, 
Gugenheim-Goldsmith Company et al. vs. Galveston, Harrisburg 
& San Antonio et al., has asked the Commission to reopen, or 
hold open, the proceeding for the purpose of allowing it to pre- 
sent testimony and evidence and that a supplemental report 
be issued, if necessary, awarding reparation to this complainant 
in view thereof. : 

The complainants in No. 15338, Gugenheim-Goldsmith Com- 
pany et al. vs. Galveston, Harrisburg & San Antonio Railway 
et al., have asked the Commission to change its finding that 
the rate was not unreasonable prior to September 15, 1923, and 
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to make an affirmative finding that the rate was unreasonable 
on and after September 25, 1922, instead of September 15, 1923. 

The National Pole & Treating Company has asked the Com- 
mission to rehear No. 13576, B. J. Carney & Company et al. vs. 
Director-General, as agent, Santa Fe, et al., and for permission 
to intervene therein. 

The complainants in No. 17012, H. B. Wilgus et al. vs. Penn- 
sylvania et al., have filed a supplemental petition in which they 
seek to have the proceeding reopened for further consideration. 

Hale-Halsell Company, complainant in No. 14781, Sub. No. 
2, has asked the Commission to reargue and reconsider, by the 
entire Commission, No. 14781, and Sub. Nos. 1, 2 and 3, Okla- 
homa Traffic Association et al. vs. Alabama Great Southern 
et al., upon the quetsions of minimum weight and reparation. 

The National Pickle Packers’ Association has asked the 
Commission to rehear No. 15452, Harbauer Company vs. Ann 
Arbor Railroad et al. 

The Atlantic Coast Line Railroad, Seaboard Air Line Rail- 
way, Florida East Coast Railway and Georgia, Southern & Flor- 
ida Railway, defendants in No. 15614, and Sub. No. 1, Elberta 
Crate Company vs. Atlantic Coast Line et al., have asked the 
Commission to interpret and clarify its order therein, dated 
July 20, 1926. 

The Budlong Pickle Company, Glaser Crandell Company and 
Squire Dingee Company have asked the Commission to rehear 
and reargue No. 15452, Harbauer Company vs. Ann Arbor Rail- 
road et al., and that it enter such further order or orders in the 
premises as to it may seem just and reasonable. 


WESTERN CLASS RATES 


The Trafic World Washington Bureau 


Nothing is expected by the men of the Commission who 
have been in charge of the matter, in respect of procedure about 
western class rates, for ten days tbr two weeks. The Commission 
is considering the representations made by those interested, in 
accordance with the invitation to present such views, given at 
the conference in Chicago on September 10. It will take the 
commissioners that long, it is believed, to digest the papers 
filed by those interested and reach a conclusion. 

One point that is being emphasized by the Commission men 
is that the thoughts of the Commission have only to do with 
questions of procedure; that is, as to how the subject should 
be handled; not what should be done with the rates. They em- 
phasize that point because questions have been asked as to 
whether such and such a phase will be considered and, if so, 
what will probably be done. The merits of no phase of the 
subject are under consideration. The only question is as to 
how the subject will be handled; that is, as to whether there 
shall be a general inquiry into class rates in a Commission- 
initiated case, and, if it is decided to handle the matter in that 
way, whether the formal docket cases involving the subject shall 
be joined with the general case for disposition, or the formal 
docket cases held in abeyance; or go ahead with the complaints 
without a general investigation. 

The general thought on the subject is that there will be a 
general case. Whether it will be inaugurated before or after 
the steering committee of the shippers completes its work is not 
the subject of a general impression. The men who have been 
leaders in the shippers’ conference work, it is believed, think 
that they can make great progress, if not bring about a general 
disposition of the questions, without going to the trouble and 
expense of a general case, such as has been used in considering 
class rates in C. F. A., the south, and the east. In the southwest 
the Commission, without formally instituting a general investiga- 
tion, has been considering the subject in a general way by con- 
solidating a number of cases and calling them the Southwestern 
Consolidated Cases. 

So far as the surface indicates, the Western Trunk Line 
situation presents no more troublesome features than the situa- 
tions in the south, the C. F. A., and east brought to the front. 
The Indiana-Twin Cities and Indiana-Missouri River situations 
are no more perplexing than the Virginia Cities-Carolina situa- 
tion in the south or the western termini situation in the east. 
Nor are they any easier. In other words, Western Trunk Line 
class rates seem to differ from the situations in other territories 
only in geographical names. The only difference that is gen- 
erally recognized is that the efforts of the shippers and carriers 
to come to an understanding about the questions involved seem 


to have been more earnest than those put forth in some other 
parts of the country. 


MORE COTTON COMPLAINTS FILED 


Cotton growers of the states of South Carolina, Georgia, 
Louisiana, Missouri, Oklahoma, Tennessee, and Arizona have 
filed sub number complaints in No. 18390, which was filed by 
the Arkansas Cotton Growers Cooperative Association, attack- 
ing existing rates on cotton from points in those states to con- 
suming markets and for export. As in the main complaint, 
the cotton growers allege that the present rates are excessive, 
unjust and unreasonable. They ask for a reduction of 20 per 
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cent in the rates. Cotton growers generally have an average 
income from cotton production of less than $800 a year, it is 
alleged in the complaints. Cotton growers’ organizations that 
have filed sub number complaints are the South Carolina Cot- 
ton Growers’ Cooperative Association, the George Cotton 
Growers’ Cooperative Association, the Louisiana Farm Bureau 
Cotton Growers’ Cooperative Association, the Missouri Cotton 
Growers Cooperative Association, the Oklahoma Cotton Grow- 
ers’ Association, the Tennessee Cotton Growers’ Association, 
and the Arizona Pimacotton Growers. 


ALABAMA COKE CONFERENCE 


The Trafic World Washington Bureau 


A conference is to be held at Director Hardie’s office, on 
September 28, in reference to joint rates on coke from the 
Birminghom, Ala., district to points in Michigan and other parts 
of Central Freight Association territory, to take the place of 
the combinations that came into effect May 1 last. The day 
before rates put in temporarily on account of the anthracite 
coal strike expired by limitation. 

Ever since that time southern shippers have been trying 
to bring about the establishment of joint rates or something 
equally as good, that would enable them to market their by- 
product oven coke in central territory in competition with 
coke produced within the boundaries of that territory. Cen- 
tral Freight Association lines have professed to be in full 
accord with the desires of the southern shippers. The dis- 
agreement has been as to what would constitute reasonable 
joint rates. The temporary rates which expired at the end 
of April, according to memory, were about $1 per ton over the 
rates from Chattanooga. The C. F. A. lines are now willing 
to put in a line of rates $1.50 over the Chattanooga figure. The 
southern shippers and the southern carriers think that basis 
to high. 

Alabama lines proposed rates beginning with $3.44 for 400 
miles, with 15 cents per ton added for each additional fifty 
mile block, the scale running out with a rate of $4.64 for 800 
miles. The lines north of the Ohio rejected that proposal. 
The C. F. A. committee proposed a conference of all concerned. 
The southern shippers and southern carriers, at various times, 
have indicated a belief on their part that the C. F. A. lines 
would prefer that no rates be made from the Alabama ovens, 
northern coke interests contending the production within cen- 


tral territory being ample to take care of the demand for that 
sort of fuel. 


HAWAIIAN RATE CASE 


The Traffic World Washington Bureaux 

In a brief on behalf of protestants in I. and S. No. 2684, 
Class and Commodity Rates between points on the Hawaii Con- 
solidated Railway, Ltd., attorneys for the Hakalau Plantation 
Company, Homomu Sugar Company, Onomea Sugar Company, 
and Pepiikeo Sugar Company, assert that the Consolidated is 
making a fair return on its freight traffic, and that the Commis- 
sion should deny, in toto, the rates proposing higher charges. 
The protestants contend that the railroad company is not en- 
titled to earnings on either the company’s book value, or on any 
of the values found by J. Q. Barlow, the engineer who valued 
the property as of January 21, 1924. 

As stated by the objectors, Mr. Barlow said the property 
reproduced new would cost $9,886,408. With the assumed obli- 
gation, he said, the final reproduction cost new was $10,688,008. 
The book value, in 1922, the protestants said, was $6,526,333. 

The objecting sugar companies said that on the theory most 
favorable to the carrier it was not entitled to earn anything on 
a valuation in excess of $6,452,500. They said that the real in- 
vestment was probably nearer to $5,675,000 than to the higher 
book value figure. On the higher figure, the revenues of 1925, 
they said, produced more than 6 per cent and on the lower fig- 
ures they produced a return of 6.85 per cent. 

The objecting companies said that the promoter of the rail- 
road overbuilt the property when he extended it south of Hilo 
for sugar promotion purposes into the Puna district. That error 
of judgment, they said, was chargeable to the shareholders, not 
to the shippers. They also contended that the Glenwood branch 
could be abandoned, in part, without seriously affecting the 
property. The exclusion of that branch, they said, would be a 
reasonable thing and would benefit the carrier because the 
branch was maintained and operated at a heavy loss. Passenger 
service, the objectors said, should be radically and drastically 
reorganized before the carrier might justly claim even so much 
as an equitable right to an increase in freight rates. 

This case was created by the railroad company filing tariffs 
increasing its passenger fares, its class and commodity rates, 
and its terminal charges, the first by flat 10 per cent and the 
second and third, with some important exceptions as to the sec- 
ond, by a horizontal 15 per cent. No objection was made to the 
increased passenger fares and they were allowed to go into ef- 
fect last June. 
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Loss and Damage Decisions | 


= 


| 
Cases Recently Decided by State and Federal Courts | 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. . 
Copyright by West Publishing Co.) 
Qe 








LOSS OF OR INJURY TO GOODS 


(Circuit Court of Appeals, Eighth Circuit.) A carload of 
coal, when delivered by the carrier, was 5,500 pounds short. To 
purchase that quantity and no more in the open market at the 
place and time of delivery, the shipper would have been re- 
quired to pay $9.70 per ton, held, that such price measured his 
loss, and not the wholesale price when bought in carload lots. 
(Crail v. Illinois Cent. R. Co., 13 Fed. Rep. (2nd) 459). 

Under the rule the measure of damages recoverable for 
short delivery by a carrier of coal or other like commodity is 
the market value of the quantity lost at the agreed place of 
delivery, it is not an objection that such value includes as an 
element a profit to dealers.—Ibid. 

The true measure of damages for breach of a contract to 
transport and deliver coal or other like commodity at a certain 
place is the fair average market value, at the time and place of 
delivery, of such a quantity of like coal or commodity as the car- 
rier failed to deliver as the amount it would be necessary for the 


shipper or owner to pay in the open market to replace the quan- 
tity lost.—Ibid. 


DELAY IN TRANSPORTATON OR DELIVERY 


(Court of Appea's of Ohio, Hamilton County.) Where rail- 
way reshipped matches to shipper under agreement that he was 
to recover lost profits and difference in freight as damages 
from railway for its delay, subsequent resale of matches at regu- 
lar prices is immaterial in determining railway’s liability for 
loss of profits under agreement. (Pennsylvania R. Co. v. Ault 
Woodenware Co., 153 N. E. Rep. 86). 


CARRIAGE OF LIVE STOCK 


(Supreme Court of Arkansas.) Condition of cattle when 
received by railroad and at destination, and whether caused by 
railroad’s negligence in transportation, held for jury. (Arkansas 
Western Ry. Co., v. Robson et al., 285 S. W. Rep. 372). 

Market value of cattle damaged during shipment over rail- 
road held for jury.—lIbid. 

Bills of lading are not conclusive of their recitals, because 
they evidence both receipt of articles and contract for carriage, 
since as receipts they may be explained, and as contracts of 
— they are to be construed according to their terms.— 

id. 

Notations on waybills and bills of lading concerning condi- 
tion of cattle when received for shipment may be explained by 
parol evidence, since they pertain to that part of bill of lading 
constituting receipt.—lbid. 

Whether notation concerning condition of cattle transported 
by railroad when received for shipment was on waybills and 
bills of lading when signed by shipper held for jury.—Ibid. 

fvidence tending to show that bills of lading for trans- 
portation of cattle were presented to shippers and required to 
be signed when they had no opportunity to examine them, and 
that they had no knowledge of any notations being placed there- 
on, held competent, as tending to prove fraud or error in such 
notations.—lbid. 

Shippers, who were given opportunity to read bills of lad- 
ing before signing, are bound by them, so far as they express 
terms of contract of shipment.—lIbid. 

Shippers who accompanied cattle and burden to show that 
damage to shipment was due to railroad’s negligence, where 
bill of lading provided that they take care of stock while being 
transported, and hence instruction placing burden on carrier to 


show that damage was not caused by its negligence was error. 
—Ibid. 





Miscellaneous Decisions : 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Pulishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 







REGULATION OF COMMON CARRIERS 


(Supreme Judicial Court of Massachusetts, Suffolk.) Where 
there was nothing in other parts of lease of railroad for 99 
years to show intention to confine future bond issues to amount 
authorized by law at date of lease, and provision that, at re- 
quest of lessee, lessor, “to extent that it lawfully may,” should 
issue bonds for cost of permanent additions and improvements, 
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held not confined to amount lawful at date of lease, but to refer 
to law in force when question might arise; “may” looking to the 
future, and indicating doubt and uncertainty. (Boston & A, R, 
Co. v. New York Cent. R. Co. et al., Brewer et al. v. Same, 
Boston & A. R. Co. v. Department of Public Utilities of Com. 
monwealth of Massachusetts, 152 N. E. Rep. 19). 

Interpretation which parties have placed on doubtful or am. 
biguous words in a contract is of great weight in determining 
their meaning.—Ibid. 

Where lessor railroad agreed to issue bonds for permanent 
improvements to extent it lawfully might, construing lease as 
providing that it should issue bonds in amount lawful at time 
of issue held not violative of constitutional right, as impairing 
obligation of contract.—Ibid. 

As railroad is devoted to public use, it is subject to public 
regulation and to possible exercise by commonwealth of its po- 
lice power.—Ibid. 

Determination by department of public utilities as to 
whether improvements in lessor railroad were permanent as 
basis for bond issue, within lease providing that lessor would 
issue bonds to cover permanent improvements and addition 
when approved, called for exercise of sound judgment and it 
could consider purpose in making them, as well as time they 
would last; “permanent,” as used in lease, not being equivalent 
of perpetual.”’—Ibid. 

Refusal of requests for ruling in proceeding before depart- 


ment of public utilities, which were given in substance, is not 
error.—Ibid. 


Where lease of railroad for 89 years required lessee to keep 
property in good condition, and was consented to by the com- 
monwealth under St. 1900, c. 468, which provided that lessee 
should not diminish facilities for travel thereon, in determining 
amount of bonds to be issued by lessor for permanent improve- 
ments by lessee, as provided for in lease, the department of 
public utilities, in view of G.*L. c. 160, Sec. 47, could properly 
consider “depreciation,” which is deterioration arising from age, 
use, and improvements, due to better methods.—Ibid. 

In proceeding to review, under G. L. c. 25, Sec. 5, order of 
department of public utilities, authorizing bond issue by rail- 
road, where commission stated in its report every ultimate find- 
ing of fact on which its decision rested, and certain agreed 
facts were found by single justice, stenographic notes of oral 
testimony and argument at hearings before the department not 
including all the evidence before the department, held not ad- 
missible to show unlawfulness of method used by it.—Ibid. 


On review of order of the department of public utilities, un- 
der G. L. c. 25, Sec. 5, burden of proof is on party adverse to the 
department to show its order was invalid.—Ibid. 


Power to review decisions of any state department is given 
in general terms by G. L. c. 160, Sec. 252; but chapter 25, Sec. 
5, being more specific, is controlling in proceeding to review or- 
der of department of public utilities.—Ibid. 


In proceeding to review order of the department of public 
utilities authorizing bond issue of railroad, standard adopted in 
determining depreciation could not be question, where no re- 
quest was made that one standard rather than another be used, 
and reasons assigned by the commission for its decision did not 
indicate standard adopted.—Ibid. 


| Shipping Decisions 
| Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. | 
Copyright by West Publishing Co.) i 





(Court of Civil Appeals of Texas, Galveston.) In action 
against steamship company for damage to goods during ship- 
ment, where plaintiff alleged that, when goods were received 
by defendant, they were in good condition, and when delivered 
at point of destination they were in bad condition, and supported 
such allegations by competent proof, burden shifted to defendant 
to relieve itself from liability for damage suffered. (Mallory 
S. S. Co. v. Walker-Smith Co., 285 S. W. Rep. 644). 

Shipowner, receiving goods for transportation, becomes 
bailee for hire, and as such is required to exercise due care t0 
transport and deliver goods in like order as when received, and 
failure to do so constitutes prima facie negligence.—Ibid. 

In action by shipper against steamship company for damage 
to goods during shipment, where it was shown by uncontradicted 
evidence that goods were undamaged when received by carrier, 
and damaged when delivered, and evidence as to whether dam 
age suffered was caused by negligence of defendant was col- 
flicting, a finding that damage suffered was result of defendant’s 
negligence will not be disturbed.—Ibid. 

(District Court, S. D. New York.) Under charter guaral- 
teeing vessel would sail on or before certain date, owner 18 
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liable for delay, although failure of vessel to sail as agreed was 
not fault of either owner of charterer. (Dexter & Carpenter Co., 
Inc., v. United States, United States v. Dexter & Carpenter Co., 
Inc., The Ala., 13 Fed. Rep. (2nd) 498). 


Right to cancel charter guaranteeing vessel would sail on 
certain date would be implied on failure to sail as agreed, where 
time was of essence, though vessel was ready to sail shortly 
after guaranteed date.—Ibid. 


Demurrage clause in charter providing that, if required by 
charterer, lay days for loading should not commence before June 
27, held not to affect owner’s guaranty therein that vessel would 
gail on or before June 30.—Ibid. 

Printed terms in charter party did not take precedence over 


typewritten words at end, wherein owners guaranteed to sail 
vessel on or before certain date.—Ibid. 





MOTOR VEHICLE DECISIONS 


The Circuit Court for Baltimore City, in the case of Wash- 
ington Motor Coach Co. vs. Maryland Public Service Commis- 
has held that interstate motor carriers may not do intrastate 
business without state authority. The carrier, doing an inter- 
state business, asked authority from the Maryland commission 
to do an intrastate business along its line. This was denied. 
In a bulletin to members, Mr. Benton, of the state commission- 
ers’ association, said: 


The Maryland law provides that any person in interest ‘“‘dissatis- 
fied with any order of the Commission fixing any regulations, prac- 
tices, acts or service,’’ may bring an action in the appropriate state 
court to procure a judicial review. Under this provision for review 
the plaintiff began an action by a bill in equity. The commission 
demurred. Sustaining the demurrer the court said in part: 

“First, * * * viewed on the theory that it is an invocation of the 
original jurisdiction, inherent in the court, to restrain a threatened 
injury to a property right, on that aspect I say the demurrer should 
be sustained, on the ground that there is no right here in operation, 
the threatened injury to which could be enjoined, because, until there 
is an intrastate business actually in operation, and until some threat- 
enings of rights acquired thereby should actually occur, the court 
is without power to act. * * * 


‘Second: Viewing the bill from the aspect of the ninth para- 
graph, viz., that because the complainant company is engaged in 
interstate commerce, it is not within the scope of the government 
of the state of Maryland to interfere with its operations, by re- 
straining it from engaging, as well, in intrastate business, I think 
that the demurrer should be sustained as a legal contention not well- 
founded.”’ 

Proceeding, the court set forth at some length its opinion to 
the effect that the granting of a franchise is a purely legislative act, 
jurisdiction to review which can not be vested in the judicial de- 
partment, and that the review provision of the Maryland law can 
not be construed as intended to provide for such review without 
rendering the same unconstitutional; and that for any unreasonable 
or arbitrary conduct of the commission in refusing a franchise the 
only remedy of any person aggrieved is by appeal to the legislature. 


The New Hampshire Supreme Court, in the case of Hasel- 
ton vs. Interstate Stage Lines, has held that interstate motor 
carriers May not engage in intrastate commerce without state 
authority, according to a bulletin sent to members by John E. 
Benton, general solicitor of the National Association of Rail- 
road and Utilities Commissioners. The plaintiff—county solici- 
tor—obtained an injunction enjoining defendant from engaging in 
intrastate commerce without obtaining permission from the pub- 
lic service commission and otherwise complying with New 
Hampshire law. The defendant operated as an interstate car- 
rier, and asserted the right also to do an intrastate business 
along its line in New Hampshire. The New Hampshire Supreme 
Court, in part, said: 


The substance of the defendant’s principal contention is that, 
since the operation of its motor vehicle is a movement in inter- 
state commerce between fixed termini in two different states, 
therefore, the statute cannot be constitutionally applied to its in- 
cidental intrastate operations. In other words, it seems to be 
the defendant’s position that, by reason of the fact that it is en- 
gaged in interstate carriage, it may conduct intrastate busi- 
ness along the line of its interstate route with the same degree 
of immunity from state regulation that is guaranteed to it by 
the commerce clause of the federal Constitution in its inter- 
State business, *** 


it is clear that the order does not directly affect the defend- 
ant’s interstate business, the performance of which it is_ per- 
permitted to continue without interruption. The defendant’s 
duties as a common carrier do not impose upon it any obligation 
to conduct an intrastate business. It may choose between what 
points it will transport passengers, and is free to renounce the 
carriage of passengers from one point to another within the 
State. It is not perceived, therefore, in what way the order 
can operate as an indirect burden or restriction upon its inter- 
State business. The deprivation of the potential profit which 
might be derived from conducting intrastate carriage as an 
incident to the defendant’s interstate business is not an inter- 


ference with interstate commerce which infringes the commerce 
clause, *** 


As the subject-matter of the order is not one with respect 
to which the commerce clause is self-executing, or one with 
reference to which Congress has seen fit to act, and as the order 
does not unduly burden or restrict the defendant’s interstate 
Operations, it follows that the order does not violate its con- 
Stitutional rights. 


Barrows v. Farnum’s Stage Lines, (Mass.), 150 N. E. 206; 


Boston & Maine R. R. v. Cate, (Mass.), 150 N. EB. 210; Common- 
Wealth v. Potter, (Mass.), 150 N. E. 213, were cited. 
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MOTOR VEHICLE INVESTIGATION 


(By a Staff Correspondent at Asheville, N. C.) 


At the hearing on September 16, Gordon Lee, of Chatta- 
nooga, Tenn., representing the American Car and Foundry Mo- 
tors Company, manufacturers of motor busses, said he would 
like to see federal regulation deferred for two years. By that 
time, he said, all the states in the South, with the possible ex- 
ception of Georgia, would have passed state motor vehicle regu- 
lation laws. He believed that the experience obtained under 
state regulation would help point the way toward proper federal 
regulation. He told of absorption of motor coach lines by rail- 
roads and indicated that his study of the situation pointed to an 
increase in such absorption and operation of the bus lines by 
the rail lines as auxiliaries to the rail services. 

Mr. Lee said the American people were desirous of trav- 
eling on “rubber” and that this must be recognized in dealing 
with the problem of co-ordinating rail and motor service. He 
commented on the social, economic and industrial development 
in the South in the last three years as the result of establish- 
ment of motor lines. He said his testimony related to the bus 
and not the truck. 

Charles H. Frederickson, of Charlotte, N. C., representing 
the Frederickson Motor Express Lines, operating eight express 
and freight intrastate motor lines in North Carolina, said state 
regulation was adequate. Commissioner Esch developed that 
the operations of the Frederickson company were wholly intra- 
state. As to loss and damage to shipments, Mr. Frederickson 
said his company kept such claims down to a minimum by hold- 
ing the driver of the truck responsible for loss or damage to 
goods received in good condition. 

S. T. Henry, of Spruce Pine, N. C., secretary of the Tri- 
County Development Association, of Yancey, Avery and Mitchell 
counties, N. C., told of the remarkable development in the last 
few years in the mountain country of western North Carolina 
due to good roads and the motor vehicle. 

Mr. Henry said that, prior to the advent of good roads and 
the motor vehicle, the mountain country of the Southeast was 
bottled up. He said the railroads did not develop business in 
this territory. He said it was his feeling that it should be the 
desire of all branches of the government to build up the facil- 
ities that were making for such improvement in the region for 
which he was speaking. 

Mr. Markel, appearing for the Motor Bus Association of 
Virginia, submitted detailed statistics on motor bus operations 
in Virginia. He said the average license fee per bus and truck 
was $106.69. He said the average license tax on a 20-passenger 
bus in Virginia, operating 200 miles daily, was $365 a year, or 
more than 25 times as much as the passenger car license. He 
said motor busses paid an additional tax on value of properties 
and a tax of one-tenth of one per cent on gross receipts. He 
said the motor bus carrier did not object to reasonable taxation 
and desired regulation. From the bus standpoint, he said, reg- 
ulation was essential to its existence, and that from the public 
viewpoint, it was unfair to permit an operator to do business ir- 
respective of the needs of the public. He said regulation had 
resulted in dependable service and financial responsibility on 
the part of the operators. 


With respect to interstate regulation, Mr. Markel said he 
favored the so-called Cummins bill (S. 1734) pending before the 
Senate interstate commerce committee. Commissioner Esch 
asked as to legal obstacles in the way of states accepting duties 
as federal agencies, as provided in the Cummins bill. Mr. Mar- 
kel believed that where such obstacles existed, the states would 
quickly remove them. 

James G. McClure, Jr., of Fairview, N. C., president of the 
Farmers’ Federation, testified as to use of trucks in marketing 
farm products. He said use of the truck had enabled the farm- 
ers of his section to develop a substantial business. 

Cc. A. Dugan, Jr., representing B. F. Withers, Jr., Inc., Char- 
lotte, N. C., a private contract carrier, testified briefly as to 
operations of the company. 

The hearing was concluded shortly before noon September 
16. 


(By a Staff Correspondent at Dallas, Texas.) 


The Dallas hearing in Docket 18300 opened, September 20, 
before Examiner Flynn and C. E. Gilmore, of the Texas Rail- 
road Commission, with about four hundred representatives of 
shippers and others present. H. M. Garwood, representing all 
the railroads in Texas, made a preliminary statement to the 
effect that the roads were not present as adversaries of the 
motor vehicle interests, but were at the hearing to try and 
throw light on the conditions existing as to competition be- 
tween the railroads and the motor transportation units. He 
said it was the belief of the carriers that all common carriers 
should be regulated, but that the railroads were not prepared 
to say how the motor vehicles should be controlled. He called 
L. B. Santoloski as the first railroad witness. 

Mr. Santoloski, representing lines in Texas, testified brief- 
ly to the fact that a great deal of passenger revenue had been 
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lost between 1920 and 1926, and said that it was the thought 
of the railroads that the less had been due to motor busses. He 
cited examples of decline. in ticket sales, saying that in 1920, 
between Beaumont and Sour Lake, there had been 21,921 
tickets sold, but that the number had dropped, in 1925, to 1,931. 
He said that on the I. and G. N., between Mineola and Tyler, 
there were 9,720 tickets sold in 1920, but only 602 in 1925. On 
the Southern Pacific Lines in Texas, between Beaumont and 
Orange, there was a drop from 106,900 from 1920 to 1925 in 
tickets sold. He gave other examples showing like declines 
in ticket sales. He testified that of the Rock Island’s 455.2 
miles of line in Texas, 230 miles were paralleled by competing 
bus lines, interestate and intrastate. Of the Fort Worth and 
Denver City’s 744 miles, all of it was paralleled by bus lines. 
The Gulf, Colorado and Southern has 46.6 per cent of its mile- 
age paralleled by bus lines; the Texas Midland, 74 per cent, 
and the M. K. T., 56.2 per cent. 

I. Lee, assistant general passenger agent of the Southern 
Pacific, testified generally that the bus had taken away nearly 
all the local, short haul business from the rafiroads. He said 
the roads began to feel the competition about 1920 and more 
keenly in 1923 and 1924. He said that the number of passen- 
gers hauled intrastate in Texas in 1923 was 3,078,167, and that 
the average haul was 68.68 miles, while in 1925, the passengers 
had dropped to 2,499,944, and the average haul had increased 
to 80.26 miles. He said that in 1920 the number of passengers 
hauled, both intrastate and interstate, was 5,413,910, for an 
average of 78.86 miles, while in 1925, these figures had changed 
to 3,076,385 and 107.93 miles. He said that he thought this 
indicated what the busses were doing—taking the short haul 
business from lines in Texas. 


G. Hannigan, chairman of the Southwestern Passenger 
Association, said that in Louisiana the bust rates were 10 to 
15 per cent less than the rail rates where they came into com- 
petition. He also said that it was the opinion of Louisiana 
lines that while the private car was to a great extent to blame 
for loss to the railroads of passenger business, the bus was also 
largely responsible, because the lines in that state met direct 
competition from busses and realized that the competition 
meant a loss to the railroads. 

L. H. Cecil, assistant to the vice president of the Southern 
Pacific Lines in Texas, testified that in compliance with the 
Commission’s order, the Southern Pacific Lines in Texas and 
Louisiana had determined that there were the following motor 
vehicles in operation in competition with their lines: Fifty-seven 
buses and 13 trucks engaged in interstate common carrier serv- 
ice; 408 buses and 238 trucks engaged in intrastate common Car- 
rier service; 16 buses and 2 trucks engaged in interstate con- 
tract carrier service; 107 buses and 342 trucks engaged in 
intrastate contract carrier service; 2 trucks engaged in inter- 
state private carrier service, and 1 bus and 550 trucks en- 
gaged in intrastate private carrier service, making 589 buses 
and 1,147 trucks engaged in all classes of service. 

With respect to the territory and the population served by 
the Southern Pacific Lines in Texas, he testified as follows: 


Commercially and industrially, the territory served in Texas 
and Louisiana by these lines has increased proportionately (or 
perhaps to a greater extent) than the increase in population, 
and it is, therefore, in our opinion, safe to assume that the 
decrease in passenger revenue and the very small increase in 
freight revenue in 1925, as compared with 1921, is to a consider- 
able extent attributable to the operation of public service motor 
buses and motor trucks on highways. 

Since 1921 the development of motor bus and motor truck 
carrier service on the public highways, contiguous to these lines, 
has been very rapid and, to a considerable extent, accelerated 
by the extensive highway improvement which is now, and has 
been for a number of years, carried on by the State and Federal 
governments; but, in the main, the rapid development and con- 
sequent adverse effect on rail carrier revenues is the result of 
the lack of reasonable regulations governing the operation of 
motor vehicular transportation service on the public highways, 
which highways are constructed and maintained to a large ex- 
tent out of taxes paid by rail carriers, who, in addition to par- 
ticipating in taxes for the construction and maintenance of high- 
ways, must construct and maintain at their own expense the 
highway (tracks) upon which they themselves operate. 

Heretofore motor buses and motor trucks have been privi- 
leged, in so far as Texas and Louisiana are concerned, to operate 
on the highways how, when and where they pleased, each oper- 
ator exercising his individual ideas as to passenger rates, freight 
rates, routes, schedules, character of service, etc., which condi- 
tion has influenced a great many individuals to engaged in mo- 
tor bus and motor truck transportation service, who have not 
the financial standing to bear the responsibility which should 
be an obligation upon an individual, firm or corporation en- 
gaged in public transportation service. The managing officers 
of the Southern Pacific Lines, therefore, feel that the investiga- 
tion and study now being conducted by the Interstate Commerce 
Commission is timely and will ultimately result in the enact- 
ment of laws, both State and Federal, which will bring about a 


— and equitable regulation of this new transportation indus- 
ry. 


Testifying on the subject of losses to the bus as indicated 
by declines in ticket sales, he had the following to offer: 


To indicate the relationship of ticket sales at stations not 
served by motor passenger carrying vehicles operated for hire, 
as compared with those stations which were so served, we list 
below ticket sales in 1921 and 1925 at ten stations of representa- 
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which were not served by motor passenger 


carrying vehicles in either year in 1921 or 1925: 


LOCAL TICKET SALES 
1925 


Station 1921 
IN LMTIEEEIE 5: clog scaye cvd-wioveleie 6 ade. vin ara averoud $14,074 $13,027 
NED: dia cca Grace orbeiacmincetne wre.eleiersiole 4,121 11,284 
ee rr rrr ene 18,848 17,473 
ee sigiah Goh ecaie alia avatar Suatior he 21,600 25,200 
El Campo ..... eaten eo ane we Bice Cataan 25,311 30,805 
DROME 6 cic keds Sse cceene eens 9,354 9,533 
CT rr ore rere 4,789 6,656 
EE = WE 6b. o divlasaiele ts dre tacn owe 6,955 9,541 
RINMNNG la* sr iso: Su' vse oso rioras ero eave an ecatesele ovo “S0ee 4,263 
TURNS 5.0 6 -0:5a:c0) S004 6 hiurepe asa) 0b) wees Spenems 9,864 


Following are ten stations of representative importance which 


were served by motor passenger carrying vehicles in 1925 and not 
so served in 1921: 


LOCAL TICKET SALES 
Station 1921 1925 
SMI 6) ahet 9b Bison acta sai buat lo aver pnalerere $201,434 $189,827 
TR renee ee «os 636,517 515,908 
oo aan er - 57,443 39,239 
TI Fa. 6:.0\ 0:01.01 & 4 'ei.ocalanguesaie\alelace Gisiereereve 21,020 10,154 
Groesbeeck ........ Sea ei anavaalaseetate ade 38,367 20,401 
IN  airiaen eure hacdians ae seliglaieitaakere cates 35,981 18,917 
PONUNEE, go sct. diese ewcee-cveiwiniele teres eee 13,939 4,760 
MINN Gai'w Sinn! 6 (asa © hbo 6 ake: wesc eo eeieseece 56,947 44,672 
WIN, aor. erceuid inulin br clave wasnt ecavececkimlenarar® 114,953 77,813 
EE ikea ad oceie ea acca eeteesiace 25,637 7,495 


Another important feature, which should be given consider- 


ation in determining the extent to which motor bus carrier sery- 
ice has affected the revenues of these lines, is the fact that local 
tickets on the Southern Pacific Lines in Texas and Louisiana do 


not in reality embrace only short hauls, 
travel, which is commonly termed “local.” 


or station to station 
Local tickets in this 


compilation include all ticket sales local to the Southern Pacific 
Lines in Texas and Louisiana, hence, embrace movements between 
New Orleans-Houston-San Antonio-El Paso, Houston-Dallas, Dal- 


las-San Antonio-El Paso, etc. 


If it were possible to segregate 


the ticket sales local to these lines as between local short haul 
and local long haul travel, it is believed that we would be able 
to develop statistical figures which would show conclusively that 
50 per cent or more of our short haul travel has been diverted 


— us to the motor passenger carrying vehicle operated for 
ire. 


On the subject of the freight losses, he testified as follows: 
While the study we have made indicates that more than 40 


per cent of our potential losses on less carload freight handled 
has been caused by the operation of motor trucks operated for 
hire, it is our belief that the results shown are too conservative 
and do not fully represent the traffic lost by these lines on ac- 
count of motor trucks operated for hire, our position in this re- 
spect being based on the same reasons which were offered in 
connection with the potential losses in local ticket sales. 


at stations not served by motor freight carriers, 
with those stations which were so served, we list below the num- 
ber of pounds of less carload freight forwarded in 1921 and 1925 


To indicate the relationship of less carload freight handled 
as compared 


from ten stations of representative importance, which were not 
served by motor freight carriers in either year 1921 or 1925: 


LESS CARLOAD FREIGHT FORWARDED 





ounds Pounds 
Station 1921 1925 

TERI. 6551 66)5:5)5.0- So Ole eRe 2,321,670 2,534,958 
MN, aids aca sivas, on coacel a aligi orl ce 08,333 905,629 
Doucette eae eda ace al Gaara 6 we ae 344,080 375,477 
eee Mae na bec leelereaarn 1,070,049 1,080,246 
TEE DORMER 6 sccoaseerswewees 1,010,824 1,326,185 
CPOIVENCON 0.56 wee wcvicesncsicns - -22,196,338 30,371,007 
FRUMCINGCOR o66csic ccs cossceces COnnae 696,970 Ee 
EE ree cooe Selene 847,512 a 
Palacios ....... Ce rcecccccvcce - 663,249 1,227,550 a 
WEIS sccces coeeces 86,660 516,458 \ 


Following are ten stations of representative importance which 


were served by motor freight carriers in 1925 and not so served 


in 1921 


stations listed in the first group show substantial increases in 
quantity of less-carload freight forwarded, whereas in the last 
group all stations show very heavy decreases. i 
sons, 

respect to the potential losses in local ticket sales; that is to 
say, these figures indicate that probably 60 per cent of the total 
potential losses in less-carload freight handled more nearly rep- 
resents the proportion of such losses due to motor carrier com- 
petition, than does the 40.4 per cent as shown in the exhibit. 


load freight handled by these lines. 
termine the extent that carload freight has been affected, but, 
from observation, we feel reasonably sure that shipments of 
commodities such as brick, cement, lumber and cotton, diverted 
to motor trucks operated for hire, 
an illustration, Fy 
Cotton Exchange, cotton has been handled in increasing volume 4 
into Houston on motor trucks for marketing during the past few 
cotton seasons as follows: 
mately 55 carloads); 1922-1923, 8,783 bales; 1923-1924, 17,383 bales; 
1924-1925, 28,954 bales; and 1925-1926, for the season just closed, 
50,671 bales (or approximately 1,300 carloads). 


become an important competitive factor with these lines, we 
have discontinued thirty-four agencies, dispensing with the serv- 





LESS CARLOAD FREIGHT FORWARDED ‘ 
Pounds Pounds Fe 
Station 1921 1925 5 
ACE cesses Rinvieceonne Sacnseteanee 1,371,644 373,325 a 
ae Raa emiuiakae ecatery atta 9,602,213 8,978,715 a 
Burnet ......0 anand esalwamet - 1,035,000 570,012 Fe 
CMGI ON, vcicieeccsincwectincees - -10,930,197 1,659,855 = 
COTSIGCRRE occcees aia aierere wane ,553,300 5,374,783 ‘a 
DAYtOR 00sec. eR aicakav ener wiane 6,092,055 2,509,614 5 
Giddings ....... ee cccscccccrces 3,432,894 556,546 be 
oo. eee ae werdonen ae 11,890,070 4,950,604 $i 
PERCOMOOCMON | si5isiess/a,siccoraieieie sore 91% 18,072,151 3,996,848 fs 
gS ee ee nee 3,494,153 1,983,522 


Particular attention is directed to the fact that eight of the 


These compari- 


we believe, fully substantiate the views expressed with 


Motor truck transportation service has also diminished the car- 
We have not been able to de- 


1 have been considerable. As 
according to figures secured- from the Houston 


1921-1922, 2,278 bales (or approxi- 


Since motor truck and motor bus transportation service has 
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ices of about forty employes. There are approximately fifty 
agencies now in operation that should be discontinued on account 
of the earnings being insufficient to justify their maintenance. 

On account of decreased passenger revenues, ten local pas- 
senger trains have been discontinued. The discontinuance of 
these trains curtailed our train service forces about fifty men 
and passenger train mileage about 31,000 miles per month. 

It is admitted that motor bus and motor truck carrier service 
on the public highway is a present-day necessity and that its 
development should be encouraged. At the same time such regu- 
lations should be placed around it as will eliminate what we think 
is a discrimination against rail carriers. It is fair to assume 
that, if regulations are necessary to properly control rail car- 
riers, safeguard the public against discrimination in rates, and 
insure to them reasonable service, regulations of a similar nature 
should likewise apply to any and all industries which conduct 
public carrier service in direct competition with rail carriers. 
If the present situation continues, it is bound, in time, to seri- 
ously impair the stability and utility of the rail carriers, which 
industry represents the backbone and sinew of the commerce of 
this country. 

In regard to taxes: The Southern Pacific Lines in Texas and 
Louisiana operate 4,490 miles of main track, having an investment 
of many millions of dollars in roadway and structures. During 
1925 the sum of $11,978,472 was expended for the maintenance 
of such roadway and structures. In the same year a total of 
$4,006,978 was paid for taxes, including assessments for paving 
and grade separation work. The total expenditure for mainte- 
nance of roadway and structures and for taxes in the year 1925 
was $15,985,450, or $2,876,085 in excess of the total revenue earned 
for carrying passengers. It might be of interest to know that taxes 
paid in 1925 by_the Southern Pacific Lines, in Texas alone, for 
maintenance and construction of public highways (not including 
taxes paid in corporate cities) increased 68.1 per cent over the 
amount of similar taxes paid in 1921 

At present the need of laws to properly regulate the operation 
of motor vehicles for hire on the highways cannot be disputed, 
and the factors which stand out most prominently, and which 
in themselves demand governmental regulation of motor carriers, 
are: 

(1) Safety of human lives on public highways; 

(2) Protection of rail lines against unfair and indiscriminate 
competition and consequent increasing loss of revenue to a point 
which may finally undermine the stability and dependability of 
rail line service; ; 

(3) The necessity for motor bus and motor truck transporta- 
tion is recognized, but only through proper regulation and super- 
vision can the present chaotic condition of motor carrier service 
be built up into a stable and serviceable industry, and the present 
irresponsible service be converted into a responsible utility, of 
benefit alike to the public and the rail lines. 

With these principles in mind, we believe immediate con- 
sideration should be given to the enactment of laws calculated to: 

(a) Require certificate of public convenience and necessity 
to be secured from proper authority before motor carriers shall 
be permitted to engage in public transportation service; 

(b) Require examination of all operators as to their physical 
and mental qualifications to operate motor vehicles for hire; 

(c) Define character of service to be handled by motor car- 
riers, and rates to be charged therefor; 

(d) Require motor carriers to furnish facilities and service 
which will be adequate, permanent and continuous; 

_ (e) Require taxation commensurate with the use of the pub- 
lic highways by motor carrier service. 


In answer to a question by F. A. Dolan, representing the 
National Automobile Chamber of Commerce, as to whether the 
witness thought that the state could handle the matter of regu- 
lation, Mr. Cecil said that he thought there should be state 
and interstate regulation and that, therefore, he did not see 
how the state could handle the matter entirely. 


C. E. Gilmore, chairman of the railroad commission of 
Texas, made a statement as to the law of the state, which, he 
said, was intended to be in answer to Commissioner Esch’s re- 
quest at Chicago for some statement as to the laws of the dif- 
ferent states. Mr. Gilmore said there was no law directly regu- 
lating motor vehicles in Texas, but that the attorney general 
had interpreted the present law with respect to the jurisdic- 
tion of the state commission over common carriers to mean 
that the state body had jurisdiction over motor carriers han- 
dling express. This did not touch the motor bus, however, un- 
less the bus carried some amount of express on its trips. Mr. 
Gilmore said that it might be that at the next session of the 
legistlature there would be some recommendations as to a 
Suitable law and that it might be enacted. 


The most extensive presentation the railroads have made 
So far in the course of the hearings was continued with the ap- 
pearance of A. F. Sommers, of the Onana, Acme, and Pacific, 
who testified that the earnings of that line from passenger traf- 
fic had been decreasing since 1920, when the revenue was 
$72,356, while in 1925 it was $19,324. He said that one indication 
to the officers of his road that the motor bus was getting the 
business was that when the weather was bad, the road found 
itself making more out of its passenger service, but that when 
the weather changed for the better, there was an immediate and 
appreciable decline in earnings from passengers. He said that 
this was true also of the L. C. L. freight business, the revenue 
from it increasing immediately with the setting in of weather 
that made it difficult or impractical for busses to operate. 

H: Ei, Everhard, of the Gulf, Colorado, and Santa Fe, testi- 
a that his line could not compete with the motor truck moving 
rom business and shopping districts, nor with the bus. He 
— that the volume of freight carried on its line where there 
hy bus competition had declined 67,264, a decrease of about 35 
a cent, between 1920 and 1925. He said that this was true 
espite increases in the population in the territory traversed by 
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the railroad, and also increases in business generally in the ter- 
ritory. 

In answer to Frederick Dolan, representing the National 
Automobile Chamber of Commerce, the witness said that he had 
not segregated into private, contract, or common carrier classes, 
the trucks that he said were taking the traffic from the road. 

W. I. Ford, of the Interstate Forwarding Company, gave 
testimony tending to show that the electric lines and the trucks 
got about an equal percentage of the short haul traffic moving 
out of the warehouse of his company at Dallas in a period of 
one year. His statement follows: 


This is a statement of per cent of tonnage moved by motor truck 
out of our warehouse, the Interstate Forwarding Company, at Dallas, 
over a given period of a year, and is comparative tonnage moved by 
other means during the same period. 

The warehouse stores the account of over 200 manufacturers who 
ship into the warehouse by carload and distribute by L. C. L. to 
—— in Dallas and Dallas territory, a portion also goes to retail 

ealers. 

Of the total tonnage moved from the warehouse to territory sur- 
rounding Dallas, as follows: 

2.12 per cent moves American Railway Express 
12.90 per cent moves by electric 

12.72 per cent moves by motor truck 

72.25 per cent moves by railroads 

These are common carrier motor trucks making regular trips to 
and from our warehouse to cities in Dallas territory. 

A further analysis of shipments out of the warehouse, the dif- 
ferent zones, shows the following result: 

In a zone 100 miles surrounding Dallas— 

40 per cent of the tonnage moves by electric lines 
40 per cent of the tonnage moves by motor truck, and 
20 per cent of the tonnage moves by railroads 

A further analysis shows that in the 50 mile zone surrounding 

Dallas, goods moving in this zone from warehouse: 
15 per cent moves by railroads 
85 per cent moves by motor and electric lines 

Of the 85 per cent moved by motor truck and electric lines, it 
is a 50-50 proposition between them, that is, one-half is moved by 
motor truck and one-half by interurban electric line. 


J. M. Ball, for the Missouri Pacific, said that the Missouri 
Pacific Lines in Texas met severe competition, and that there 
were 98 stations on the road in Texas where there were motor 
truck headquarters. He continued as follows: 


From this number of stations 475 trucks operate in daily service, 
handling freight for distances estimated as ranging from 5 to 300 
miles. In capacity these trucks range from one-ton Fords to large 
vehicles of 3%-ton capacity. It is an astonishing fact that many 
of the one-ton Ford trucks, being equipped with trailers, will fre- 
quently carry many times their rated capacity. As a specific in- 
stance, I saw in Houston just the other day a Ford truck with trailer 
attached loaded with cotton coming in from a country point and 
bringing this cotton to ship-side at Houston. This truck and trailer 
had twenty bales of cotton, ten on the truck and ten on the trailer. 
This would be two and one-half times the normal capacity of the 
truck, as the bale of cotton weighs approximately 500 pounds. An- 
other instance of remarkable loading, which I think might be men- 
tioned in this connection, is in the passenger service. I have seen 
many times, Ford trucks with specially prepared bodies loaded with 
from twenty to thirty people, moving northward out of Laredo. 
This movement was for the transportation of Mexican labor to points 
principally in Texas, but it is known that such trucks have carried 
Mexicans into states beyond the border of Texas. This labor move- 
ment occurs at certain seasons of the year and I have even seen 
ordinary Ford touring cars carrying Mexicans, not only in the 
tonneau, but on the running-board and on the fenders. But this 
is a slight digression from my discussion of the freight traffic. | 

My work with the Missouri Pacific Lines is that of solicit- 
ing business. In discharging my duties I am frequently called 
upon to visit the principal points on our lines which produce 
business. It can be stated as beyond doubt that the rail car- 
riers have lost, probably without hope of redemption, the great 
bulk of L. C. L. freight, moving over distances less than _ 100 
miles. That this loss ratio will constantly increase cannot be doubted 
when we take into account the progressive construction of paved 
highways, and the normal tendency of this character of business to 
seek what is undoubtedly a more elastic method of handling. 


I am acquainted with practically everyone of the _ principal 
jobbers and wholesalers on our lines. A very considerable num- 
ber of these wholesalers and jobbers have, during the last two or 
three years, purchased their own trucks and make their own de- 
livery from warehouse to store over distances ranging from _ five 
to fifty miles. At least an equal number, however, are utilizing 
motor truck transportation offered by public carriers. A prominent 
wholesaler in Austin, whose name I can give if essential, just 
recently told me when I was soliciting his business that he had 
not shipped a pound of L. C. L. freight within the past four or 
five years by railroad, and-he told me that he had been using, 
and was then using for all such business, public motor truck car- 
riers. He stated that railroads could not give the service that 
the motor trucks give, that we only operate local service three times 
per week. He said, “For instance, your local leaves southbound 7:00 
A. M. tomorrow. I get an order from a merchant at Buda, 17 miles 
south, at 3:00 P. M. by telephone. I cannot pack that order and ger 
it ready for shipment in time to get it to your depot by 4:30 P. M., 
your closing time. I take it down some time tomorrow. Then it 
does not leave until the third day and the merchant has to call at 
your depot to get it late the afternoon of the third day, if you have 
unloaded the car, and most freauently it is the fourth morning before 
he gets his goods. The southbound truck leaves regularly at 4:00 
P. M. each day; calls at my place of business, picks up the order 
and delivers it at the merchant’s door by 5:30 to 6:00 o’clock the 
same afternoon.” 

It is submitted as manifest that whatever efforts the railroads 
might make to improve service, would be wholly inadequate to meet 
the competition thus afforded. And so it stands that there has 
grown up a very large business of motor truck transportation, 
handling L. C. L. freight. These trucks handle very nearly every 
commodity that is shipped in L. C. L. lots. They handle groceries, 
dry goods, notions, drugs, flour, grain and feed products, cotton, oil, 
gasoline, iron and steel articles, heavy hardware, machinery, lime, 
cement, brick, lumber, vegetables, produce and fruit, poultry, eggs, 
dairy products, hogs, horses, cattle, sheep and goats. In fact, they 
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haul practically every commodity except coal, lignite and crude oil. 
It may be that some of these enterprising truck men are handling 
these latter commodities, but I have not observed them. 

I have been connected with railroads in Texas about 32 years. 
I have been in close touch with the character of business handled 
by the Texas lines during most of that time. It is undoubtedly true 
that the Texas railroads constitute no exception to the general rule, 


that motor truck competition has deprived rail carriers of the L. 
Cc. L. business. 


G. A. Clifford, representing the interurban electric lines in 
Texas, said that the electric service was deteriorating rapidly 
due to the competition of motor vehicles, and that the bus was 
taking away a great deal of the business. He said that he 
favored government regulation, with all competing lines under 
state or federal control. He said that he believed that the state 
should have control of motor vehicles transportation within the 
state subject to review by the Interstate Commerce Commission. 
He said that certificates of convenience should be required, 
schedules filed and maintained, adequate service given, and that 
duplication by two such different agencies as the electric line 
and the bus line should be eliminated. 

W. H. Johnson, owner and operator of bus and truck lines 
in Louisiana and Texas, was the first of the operators to take 
the stand. He said that he had been operating trucks for six 
years, and busses for five. He said that he had an investment 
in his passenger service of $350,000 and in freight of $50,000. 
In terminals, he had $10,000 invested. He said that he operated 
from Shreveport to Marshall, Texas, a distance of 42 miles; 
from Shreveport to Texarkana, Ark., 85 miles; and to Eldorado, 
Ark., 130 miles. He said that he proposed to extend his service 
to Jefferson, Carthage, and Henderson, Tex., and to Camden and 
Magnolia, Ark. He said that about 35 per cent of his business 
was interstate, and that he favored regulation of motor trans- 
portation. He said that he thought it was a little early for the 
federal government to regulate the comparatively local industry, 
and that the state could give it better attention for a while. 


It was his belief that the private car was more responsible 
for the losses to the railroads on the passenger business, saying 
that he believed the private car accounted for 85 per cent of the 
loss, while the motor bus was only responsible for the remain- 
ing 15 per cent or less. 


He said that his trucks operated interstate and intrastate, 
and charged rates about the same as those of the railroads. He 
said that his truck service over the short haul, using the same 
rate and the same classification that the railroads used, was 
much better than the railroad service. In answer to Mr. Gar- 
wood, counsel for the carriers, he said that his business had 
been profitable, but refused to furnish figures showing financial 
details of his operations unless the Commission required him to 
do so. Examiner Flynn said that if the witness refused to fur- 
nish the information, that was all there was to it, and that it 
was useless to continue questions to determine his financial re- 
turns from operation. 

C. T. English, representing the Southern Bus Owners’ Asso- 
ciation, was the next operator witness. He read the following 
statement into the record: 


The institution of southern bus transportation in Texas is much 
younger in actual development, in operating practice and general 
standards of operation than in many of the states where this type 
of transportation has been standardized and had a longer period of 
development than in our local state and southwest territory. 

This institution has never been regulated under the laws of 
Texas and that development which has been reached at this time 
has been a natural development carried out by the bus owners 
through a cooperative endeavor to raise the standard of operation 
whenever possible, and offer to the public the best service possible, 
under = condition of no regulation or protection from the state gov- 
ernment. 

At the present time there is an estimated mileage of 21,670-road 
miles of standardized bus operation with seventy-two regulated term- 
inals and stations and an approximated investment of five and one- 
half million dollars in standard bus equipment and in regular op- 
eration as compared with no standard equipment and seven or- 
ganized terminals eighteen months prior to this date. 

This development is due to a compact organization brought about 
on the part of the bus owners cooperating wherever their interests 
were found to be common. A realization of the fact that lack of co- 
operation was retarding the development of this institution made 
possible the organization of terminals and an exceptional coopera- 
tive spirit among bus operators over the entire territory. 

Regardless of the fact that Texas bus operation has no regu- 
lation on the part of the state government, the Texas bus operators 
have cooperated together with a view of improving the service in 
the public interests, stabilizing operations and rendering quick and 
efficient transportation. 

Twelve months ago in Texas bus operation there were only eleven 
and six-tenths per cent (11-6/10 per cent) of the entire operations 
insured against public liability and property damage. Now more than 
seventy-two per cent (72 per cent) of Texas bus operation insure their 
patrons against public liability and property damage and have an 
adequate system of protecting public interests against hazardous 
operating practice. The total of loss of life in Texas bus operation 
for the past three years has been five persons, some of whom were 
passengers, and in each instance has been adequately cared for 
and the claims settled satisfactorily. In only two instances no lia- 
bility insurance was carried by the operator. 

The following statistics as compiled will substantiate the actual 
state of development of bus transportation in Texas and the south- 
west and the part it is playing in the scheme of commercial and 
economic development of this territory; the coordination of this 
service with other existing transportation agencies and the special 
ene busses are rendering in addition to the. other available 
service 


An estimated eighty-two and two-tenths per cent (82-2/10 per 
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cent) of all bus schedules in Texas are making connections with 
train schedules, making a correlation of bus and train service whereby 
the traveling public can start a long journey in a brief manner by 
bus service. 

An estimated forty-one per cent (41 per cent) of bus operation 
is offering a special service to schools and similar organizations that 
can’t be provided by other modes of transportation. 

An estimated ninety-two and six tenths per cent (92-6/10 per 
cent) of bus routes are serving their local population by transporting 
newspapers and about thirty per cent (30 per cent) of bus routes 
are serving their local population by carrying mail. 

An estimated ninety-eight per cent (98 per cent) of bus opera- 
tion in Texas is serving emergencies by handling small packages 
and light express. Merchants have found it to be a great convenience 
to have emergency orders delivered to bus station for rapid transit. 
Rural and urban people have found quite a saving of time and qa 
decided convenience in using the busses to deliver emergency orders, 

Bus transportation in Texas has not yet passed out of the ex- 
perimental state, and we do not think interstate regulation at this 
time necessary or advisable. Some form of state regulation will 
perhaps be adopted by the coming state legislature, and too much 
or too complicated regulation cannot but injuriously affect our serv- 
ice and destroy its elasticity and adaptability to the changing and 
increasing needs of the public. 

Inquiries of six representative members of the association sub- 
stantiate the following conclusions: 

First: That there has been a very rapid increase in number of 
schedules operated, seating capacity of equipment, number of pas- 
sengers transported, population served and the efficiency in service, 

Second: That there has been a rapid advancement in the gross 
revenues, earnings and safety in this mode of travel. 

Third: That in most instances busses are offering some type of 
special service to the people in the territory they serve and are 
working efficiently in making transportation more complete in meeting 
the commercial and economic demands, and that greater confidence 
on the part of the traveling public in bus transportation is truly 
expressed by this rapid increase in patronage of bus lines so far as 
safety and better service is concerned. 

Fourth: That bus companies realize their responsibility in trans- 
porting the traveling public and are protecting them in most in- 
stances by insurance and bonds, and more commodious equipment is 
supplanting the smaller equipment very rapidly. 

Fifth: That the safety in this mode of travel is getting very care- 
ful consideration on the part of the management of bus companies 
in that the rate of injury and loss of life is:almost nothing. Six 
representative operators who transported a total of 1,304,860 pas- 
sengers over a period of five years with only six personal injuries 
and one death. 

Sixth: There is a constant increase in the demand on the part 
of the traveling public for more frequent service between local points 
and more frequent schedules and larger busses have proven profitable. 


J. C. Sanders, for the Texas Truck and Team Owners’ Asso- 
ciation, described that organization as one formed to insure the 
public against wildcat operation of trucks. He said that it had 
1,000 members who operated 10,000 trucks. One of the principal 
fights that the organization now had on its hands, he said, was 
to get the license fee on trucks over 3% tons reduced. It was 
now $1,150, he said, or about one-fourth the value of the vehicle. 
He said that as a result of this tax in Texas there were only 
about 500 of the larger trucks, which brought about a condition 
whereby the operations of motor carriers were naturally cur- 
tailed, or else smaller trucks in greater number were substituted, 
causing unnecessary congestion of traffic. Of his own opera- 
tions, he said that he operated 30 trucks and 13 trailers on routes 
to Breckenridge, Mineral Wells, and Fort Worth, Texas. The 
financial results of his operations he described as being unprof- 
itable for the first three years, but fairly profitable for the last 
two. He said that the hardest thing encountered in making a 
success of the business was to convince the public that the 
service was adequate and even better than rail service. This 
necessitated expansion and advertising. 

On the subject of regulation, he said that he favored state 
or interstate regulation, but said that to regulate the common 
carrier motor truck would in no way solve the difficulties of 
controlling the motor transportation. He said that the private 
contract carrier made up 95 per cent of the trucks in operation, 
while the common carrier, registered and operating on regular 
schedules, amounted to less than two per cent in Texas. 

J. K. Moore, traffic manager, transportation department, the 
Dallas Chamber of Commerce, appeared for shipper interests. 
He gave, for the benefit of the record, the results of a question- 


naire sent to 79 Dallas firms, receiving 49 answers, which were 
as follows: 


Seven reported making shipments by truck in interstate com- 


merce, thirty-seven answered in the negative and five failed to 
answer. Forty-five reported making shipments in intrastate com- 
merce, 


one reported in the negative and three failed to report. 
Thirty reported shipments were made by truck because of better 
time; one reported in the negative; eighteen made no answer. Fight 
reported shipments were made by trucks on account of lower rates; 
six reported in the negative, and thirty-five made no answer. Forty- 
one reported shipments were made by truck at request of customers, 
one reported in the negative and seven made no answer. Eighteen 
reported rates by truck were about the same as by rail. One re- 
ported same to ten per cent higher. Twelve reported lower, three 
reported same or higher. Three reported higher. One reported same 
or lower. Nine did not answer. Forty-two responded service via 
motor trucks was better. Seven made no answer. Twenty-five re- 
ported about the same packing requirements by truck as by rail. 
Ten reported less packing required by trucks. Five reported no pack- 
ing required by truck. Nine made no answer. Twelve reported later 
receiving hours via trucks. Eight reported about the same receiving 
hours. leven reported better receiving hours. Eight reported no 
special receiving hours. Ten made no answer. 

Relating to the distances shipments are moved via truck lines, 
two reported from ten to three hundred miles. One from ten to two 
hundred miles. Six from ten to one hundred fifty miles. Two from 
ten to one hundred twenty-five miles. Fourteen from ten to one 
hundred miles. One from ten to eighty miles. Six from ten to seventy- 
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iles. T'wo from ten to sixty miles. Five from ten to fifty miles. 
are {rom ten to thirty-five miles. Two reported an average of fifty 
miles. One reported an average of thirty miles. Five made no an- 


“ee to the approximate per cent of L. C. L. shipments, in point 


nage forwarded via motor truck, seventeen reported very small 
t, cont of under five per cent. Six reported five per cent. One, six 
per cent. Three, ten per cent. One, twelve and one-half per cent. 
Three, fifteen per cent. Three, twenty per cent. Two, twenty-five 
per cent. One, thirty per cent. Three, fifty per cent. One, ninety 
per cent. Hight made no answer. ; 

Thirty-six reported truck transportation increasing. Six reported 
at a standstill. Two reported decreasing. Five made no answer. 

Twenty-eight reported truck service satisfactory without quali- 
fication. Eight reported truck service satisfactory with certain 
qualifications, usually that truck service via the regular established 
lines was satisfactory but via the smaller lines not satisfactory. Five 
reported not satisfactory. Eight made no answer. 

Eleven reported motor truck transportation had enabled them 
to extend their bus'ness into new territories. Thirty-three reported 
in the negative. Five made no answer. 

Thirty reported that there is a field for further expansion of 
motor truck service. Five reported in the negative. Ten made no 

yer. 
aoe Thirty-six reported they knew of no discrimination. Six reported 
in the affirmative, usually stating rates were cut by truck lines. 
Seven made no answer. 

Twenty-three stated they believed there is a present necessity 
for regulation of motor trucks in interstate commerce. Eight re- 
ported in the negative. Eighteen made no answer. 

Twenty-four reported in favor of state regulation of motor busses 
in intrastate commerce. Four answered in the negative and twenty: 
one made no answer, 


Mr. Moore said that out of eighteen firms inquired of in 
Ft. Worth, all shipped in intrastate commerce by motor truck, 
and while seven of them favored regulation of interstate haulers, 
seven did not, and four failed to report. Five favored regulation 
of intrastate haulers, six did not, and seven made no answer. 
Of thirteen firms asked in Oklahoma City, the preponderance of 
them favored regulation of interstate and intrastate motor car- 
riers. However, the witness said that on the whole, the results 
of inquiries in the territory seemed to indicate that opinion was 
about equally divided among shippers between regulation and no 
regulation. 


MOTOR VEHICLE REGULATION 


Editor The Traffic World: 

I have read with interest the articles appearing in The 
Traffic World relative to regulation of motor vehicles. I have 
read the article by R. G. Kreitler, traffic manager of Congoleum- 
Nairn, Inc., Philadelphia, and the article by Wm. E. Tack, 
traffic manager of A. S. Reid & Company, of New York—both 
opposed to the regulation of motor vehicles of all kinds. Of 
course, they have unquestionable right to oppose it, but such 
opposition is quite contrary to my opinion on the subject, there- 
fore prompting me to exercise my privilege in expressing my 
thought. 

Reasonable and just regulation of motor vehicles for com- 
mon carriage, of either passengers or freight, is imperative to 
avoid possible discrimination, prejudice, preference, and favor- 
itism, and this mode of transportation should be regulated by 
both intrastate and interstate regulatory bodies. ‘ 

The local service Mr. Krietler refers to as hauling dirt, 
sand, gravel, and building materials, from, to and between con- 
tract jobs, this part of the program, I think, is and has been well 
taken care of by local cartage companies or by trucks privately 
owned for delivery service. This local service and delivery serv- 
ice never has been, to my knowledge, and perhaps never will be, 
classified as common carriage. : 

A transportation instrumentality such as a moter vehicle 
service proposed to transport passengers or freight for re- 
muneration, serving the public in competition with other com- 
mon carriers, is a common earrier itself in the full sense of 
the term. 

All common carriers are a part of the same institution. 

The railroads, boat lines, etc., as established common car- 
riers in the business of transportation or transmission for hire, 
are governed by the transportation laws, and any new com- 
petitors in the same field of endeavor should likewise be reason- 
ably and justly regulated also, as all modes of such transporta- 
tion, intrastate and/or interstate proposing serving the general 
public as a common carrier are all factors in national commerce. 

The act to regulate commerce in section one, paragraph 
three, says, plainly and understandably, that “the term ‘trans- 
portation’ used in this act shall include locomotives, cars and 
other vehicles, vessels and all instrumentalities and facilities 
of shipment or carriage irrespective of ownership,” etc. 

All standard or common modes of transportation for hire, 
as stated before, are regulated by the provisions of the act, 
and if the inevitable advance of progress adds to the list another 
competitor offering a new or different mode of transportation, 
be it the motor truck or not, it should also be subject to the fair, 
just and reasonable regulation provided in the act to regulate 
commerce. 

It is my opinion that to discriminate between the motor 
truck and the other public facilities of transportation would be 
to defeat the broad purpose of the act and perhaps technically 
Violate the law. 
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In harmony with Mr. Tack’s belief regarding “cutthroat 
competition,” it surely would prove disastrous, but how is such 
competition to be prevented without enforcement of some rea- 
sonable regulation? If there is any division among the various 
modes of transportation for hire that cannot withstand fair, 
just, and reasonable regulation, it is, as far as the writer is 
concerned, undesirabe for hire. 

Further referring to Mr. Tack’s condemning the cutthroat 
policy of competition, he states that “business valuing their 
product and the good will of their trade is not inclined to shop 
around and let the work to the lowest bidder.” 

That is very good, but going still further, it would seem 
that this same business would be rather reluctant to entrust 
their property to any servant irresponsible, unreliable, or legally 
non-liable. There is protection and justness in law at least. I 
think that is the fundamental principle, and the fairness for all 
alike, and the equality intended is the underlying and paramount 
feature of transportation law. 

H. R. Campbell, Traffic Manager, 


General Gas Light Co. 
Kalamazoo, Mich., Sept. 22, 1926. 


AUTO REGISTRATION INCREASES 


Motor vehicle registration figures continue their upward 
climb, according to the Bureau of Public Roads of the United 
States Department of Agriculture, which reports 19,697,832 ve- 
hicles registered in the first six months of 1926. This is 1,927,141 
more vehicles than were registered in the corresponding period 
of 1925, or an increase of 10.8 per cent. 

States showing the greatest increases are: Florida, 76.2 
per cent; Michigan, 24.3 per cent; Mississippi, 21 per cent; 
Arkansas, 19 per cent, and Oklahoma, 16.7 per cent. Increases 


between 14 and 15 per cent are reported by Georgia, Idaho, 
Nevada and, North Dakota. , 


Gross receipts from registration fees, licenses, permits, etc., 
amounted to $257,779,149, which is nearly all used for road pur- 
poses. State highway funds were allocated $179,531,469, local 
road funds $48,387,873, and $20,886,822 is to be used for pay- 


ments on state and county road bonds. Continuing, the bureau 
said: ; 

Motor vehicle registrations and highway traffic have increased 
enormously in recent years and will undoubtedly continue to increase, 
but highway officials do not fear the development of a general con- 
dition of congestion or any breakdown in the roads constructed by 
reason of the increased traffic. Highway research and experience 
have developed types of pavement fully capable of withstanding pres- 
ent and expected future traffic. Eighteen feet has come to be the 
minimum standard width for main highways and except for roads in 
the vicinity of large cities and a few heavily traveled roads between 
certain cities this width will be ample for several years to come. 
Serious congestion has developed in the vicinity of some of the larger 
cities; but it is not a general condition, and no problem yet raised 
by it or likely to be raised in the near future is difficult of solution. 

Very satisfactory progress has been made in providing new sur- 
faced mileage to meet the increased traffic. There are 270,653 miles 
in the state highway systenis which include the roads eligible for 
improvement with federal aid and all of the important interstate and 
intercounty roads in the country. At the end of 1925, 145,508 miles 
of these roads had been surfaced and 32,218 miles additional had 
been adequately graded and drained. Although 77,000 miles of the 
surfaced roads are improved only with sand-clay and gravel sur- 
facing, these types are entirely adequate for the accommodation of 
the present traffic in most instances, and are being replaced by 
more durable surfaces as the traffic demonstrates the need. This is 
being done in accordance with the policy of stage construction which 
has been adopted by most of the states. Under this plan roads carry- 
ing light and medium traffic are improved only to the extent justified 
by the present traffic and the initial improvement is conserved by 
adequate maintenance and incorporated in the more durable con- 
struction when the growing traffic requires a higher type of surface. 

In 1925, 17,836 miles of state road were surfaced and 5,316 miles 
graded and drained. The state highway departments expended a total 
of approximately $648,000,000 for this work and the maintenance of 
existing roads. With the exception of a few states where progress 
has been slow and must be accelerated it is thought that approxi- 
mately the present rate of construction will be maintained. 


CANADIAN TRAFFIC REPORT 


Following is the traffic report of Railways of Canada for 
June, 1926: 


COMPARATIVE SUMMARY TOTAL FREIGHT LOADED AND 
RECEIVED FROM vORSIoN CONNECTIONS 





une, June, May, 

1926 1925 1926 

Provinces: Tons Tons Tons 
Prince Edward Island..... a 11,093 6,937 16,743 
WOME: BOOR ccccccccccscecce «+s 653,302 163,796 556,000 
New Brunswick ...........+. ese 187,162 198,942 205,535 
GEE sesehwvdeeenesieesccrseds 1,693,812 1,463,163 1,541,220 
ORESEIO «0.0% winbwsieesewses coccee 4,242,584 3,678,424 ,065,195 
MINN saiicassicreree:eore one aoe 323,810 462,513 
BAMERUCHOWEN: occccccccccccceces. STEIIS 235,073 537,940 
Co a gapsececeesececeo SEE 367,553 396,461 
British Columbia ........sesse0. 578,335 476,815 588,625 
Total for Canad&........... 8,806,631 6,914,513 8,370,232 

Products: 

Agricultural ...cccccccccccccccee 1,708,227 1,053,493 1,721,200 
APEMAl ..cccce ee 71,953 274,639 253,196 
Mine ...... 60:0:0:0:9:0 446-06 940Ne0'oeney EONEN GEE 2,261,126 2,876,275 
Forest ........ 04.0:000200060000000 1,88e O00 1,205,894 1,152,757 
Manufactures and Miscellaneous 2,333,556 2,119,361 2,366,804 
Grand Total .......seeseeeee 8,806,631 6,914,513 8,370,232 
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Loaded 
at Sta- 
tions in 
Canada 

Commodities Tons 
832,559 

47,424 

129,258 

58,933 

11,834 

Cinenwe 16,076 

Other Grain. Misvedoceunaans senann 20,070 
BEE theca a seabed nce aemelenes - 144,204 
Other Mill Products.........00- 79,401 
Meee ANG Straw. .ccccccee menemes 77,160 
ee Kevknetun te 701 
Apples (fresh)........ celdweemewde 273 
Gther Prult (fresh)..c.ccccccces 2,671 
NOE -Hasiewkeacwecese sesnbnens 18,596 
Other Fresh Vegetables......... 2,326 
Other Agricultural Products.... 7,816 
WE eis eucedace Sovecccone 2,080,008 
ee cheKewneeeewe 5,785 
Cattle and Calves omen nena a aera 51,452 
WGOD cacccs etka emer Reennenen ee 1,348 
EE . nracee eee uewcnes Koeectoees 26,191 
Dressed Meat (fresh). aeieuenatanaecta 8,887 
Dressed Meats (cured or salted) 5,799 
Other Packing House Products. 3,238 
—" Kem Eee'e wedwrentvus Gaceaene " Seben 
re wwe 2,689 
Butter and Cheese ig euaaeee cnvee 17,766 
eS niidetee 865 
Hides and Leather........ peaciee 4,936 
Other Animal Products......... 3,693 
SGD <cuickwessacsiwesauns eos 182,649 
MeN: COG. 6c cccccscceves me 20,339 
PsN Cael. .ccccccoceseces - 685,791 
pe SS ueneibelwd 73,290 
EE a akaaebsanadwerceneenedee~s 24,304 
ES re eee 2,684 
Other Ores and Concentrates... 267,821 
Base Bullion and Matte........ 4,809 
Clay, Gravel, Sand, Stone (crsh.). 734,088 
Slate—Dimrension or Block Stone 17,443 
Crude Petroleum............. wee 4,299 
Asphaltum ......... tunsnecuewee 4 20,986 
See ree 12,804 
Other Mine Products pueensmens R 38,695 
EL named wale sionuiew eee pee 1,907,353 
Logs, Posts, Poles, Cordwood... 266,037 
EE, veanecdes Gaeanens pdiweelaaws ; 16,500 
eres . 256,610 
Lumber, Timber, Box Shooks, be 
Staves, Heading............ 518,065 
Other Forest Products......... : 37,498 


BAG Ceccvccvesces Homeueeeee 


Refined Petroleum and its prods. 


GE vodcedncewssveve avveakew rove 
Iron, pig and bloom... neeas oGeer 
Rails and PUSUORINGS <<< cccccece 
Bar and Sheet Iron—Structural 
Iron and [ron Pipe....... 


Castings, poreaenennid and Boilers 
OO > eee ones 
Brick and Artificial Stone.. Seoee 
Lime and Plaster.......... ekes 
Sewer Pipe and Drain Tile..... 
Agricultural Implements and 

Vehicles other than Autos... 
Automobiles and Auto Trucks.. 


Household Goods............e+. ‘ 
NE ancebndecndunetesee eave ° 
Liquor Beverages..... ae ee f 
Fertilizers, all kinds........... ‘ 
Paper, Printed Matter, Books.. 
EE, Pvkcecvecesceucs eweeewvoe 


Fish (fresh, frozen, cured, etc.). 
Canned Meats............+.. oees 
Canned Goods ( all “canned Food 
Products other than Meat).. 
Other Manufactures & Miscel.. 
PEE. ocvecccnccccocaccece 


EEE Hevesaiseesevsesniweans 


GRAND TOTAL... 
*Decrease. 





1,433,583 


1,094,710 


130,338 
22,305 
19,201 

5,075 


47,434 
19,069 
152,939 
92,482 
37,292 
12,208 


18,117 
20,654 
3,684 
4,252 
23,366 
12,285 
131,872 
104,981 
4,514 
222 


12,453 
290,069 
268,771 





6,017,597 







Originated 





Received 
from Foreign 


Connections Destined to 


Canadian 
Points 
Tons 

2,044 


81,488 


180 


2,998 
651 


19,727 


389,722 
461,098 


1,122,851 


2,995 
161 
32,298 
3,170 
38,624 
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Foreign For 
Poiats Month 
Tons Tons 
6,811 841,414 
7,582 66,822 
16,623 153,388 
2,880 61,878 
768 12,641 
194 16,369 
1,349 21,809 
37,930 184,153 
56,064 138,629 
1,870 79,310 
3,098 7,221 
1,148 2,863 
14,452 42,737 
99 29,188 
6,575 19,419 
15,100 30,356 
177,437 1,708,227 
ANIMAL PRODUCTS 
263 6,228 
1,770 53,550 
612 1,966 
2,944 29,135 
30,224 40,328 
15,494 29,361 
12,228 20,949 
5,458 5,458 
15,955 18,718 
20,777 38,656 
4,113 5,587 
4,571 12,505 
5,168 9,512 
119,577 271,953 
MINE PRODUCTS 
121,587 531,648 
15,246 1,162,135 
Bg Soe 73,290 
163 89,860 
acing 112,317 
6,936 281,584 
1,260 6,069 
33,841 797,162 
18,406 38,793 
76 40,463 
5,193 28,596 
9,033 32,667 
5,450 52,811 
217,191 3,247,395 
FOREST PRODUCTS 
11,107 280,139 
- 5,903 22,564 
6,990 263,600 
84,831 635,194 
3,335 44,003 


112,166 


1,245,500 


-Total Freight Originated-———\, 


Cumulative Total 


To 
Date 
Tons 

4,419,996 
344,670 
986,605 
352,993 

90,463 

65,770 

94,989 

1,126,854 
878,207 
581,613 

70,354 

71,770 
174,205 
311,643 
128,289 
326,900 


10,025,321 


47,831 
310,679 
19,031 
188,096 
242,013 
168,318 
112,271 
30,880 
$5,853 
133,241 
22,009 
78,067 
49,011 


1,498,300 


2,214,387 
6,691,628 
733,315 
725,022 
163,151 
1,594,021 
51,867 
2,201,795 
152,458 
269,853 
58,775 
170, 739 
212,678 


15,239,689 


1,921,988 
72,704 
2,453,150 


3,409,859 
294,831 


8,152,532 


MANUFACTURES AND MISCELLANEOUS 


46,799 
1,802 
2,570 

564 


47,671 
9,765 
610 
9,320 
2,260 
326 


6,186 
16,549 
390 

91 

451 
696 
1,484 
1,285 
96 

199 


1,405 
91,058 
27,351 

268,928 


1,531,618 


11,993 
32,678 
7,872 
4,457 


30,478 
30,962 
5,607 
4,045 
1,408 
1,360 


10,553 
121,495 
557 
3,548 
3,202 
853 
32,981 
18,341 
- 280 
247 
16,145 
210,827 
81,156 
631,045 


1,257,416 


189,130 
6,785 
29,643 
10,096 


125,583 
59,796 
159,156 
105,847 
40,960 
13,894 


34,856 
158,698 
4,631 
7,891 
27,019 
13,834 
166,337 
124,607 
4,890 
668 
30,003 
591,954 
377,278 


2,333,556 














8,806,631 





831,793 
323,148 
203,473 

67,126 


42,985 


219,837 
1,014,663 
,893 
46,037 
122,114 
222,620 
1,013,475 
789,080 
47,296 
7,093 


173,310 
3,345,910 
2,054,616 
12,712,204 


47,628,046 


Increase 
Over 
1925 
Tons 

1,276,593 

69,272 
21,452 
34,464 
*59,313 
*20,187 
20,335 
72,021 
98,724 
201,994 
*5,905 
7,876 
36,455 
13,585 
*4,956 
69,701 


1,832,111 


3,951 
16,077 
1,849 
*48,207 
*22,548 
19,709 
*41,210 
*993 

7 412 
15, 519 


*5,788 
*3,354 


*61,137 


*434,593 
1,049,313 
568,255 
216,645 
97,270 
487,855 
*4,974 
499,989 


363,230 
*28,972 
109,716 


176,099 
5,624 


625,697 


46,817 
*76,833 
30,943 
*29,172 


154,460 
72,171 
14,088 

*17,027 

*14,960 
*1,437 


73,367 
231,772 
#196 
6,058 
9,601 
7,757 
97,840 
*67,434 
1,056 
1,465 
33,510 
354,942 
184,959 


1,113,747 





6,046,274 
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REVENUE FREIGHT CARRIED BY CANADIAN RAILWAYS DURING THE MONTH OF JUNE, 1926 
AGRICULTURAL PRODUCTS 













Terminated ——_, 
Unloaded Deliv- 
at Sta- ered to 
tions in Foreign 
Canada Connections 
Tons Tons 
750,062 112,828 
16,196 28,035 
138,089 31, 735 
58.824 3.655 
11,478 10,783 
14,194 226 
7,332 3,348 
72,883 123,300 
62,146 82,650 
37,241 43,174 
3,597 3,487 
813 1,332 
27,312 14,790 
16,706 15,296 
12,621 6,672 
9,697 17,214 
1,239,191 498,525 
5,944 619 
47,555 4,488 
1,297 681 
25,941 3,196 
7,949 31,183 
2,336 27,409 
3,097 17,338 
5 5,458 
2,444 16,062 
11,229 21,819 
1,145 4,066 
4,767 7,031 
1,722 5,631 
115,431 144,981 
355,226 122,201 
1,071,337 43,902 
964 32 
83,887 2,997 
112,909 617 
248,559 29,790 
1,019 3,573 
714,618 74,677 
29,001 
50,490 
18,938 5,207 
23,187 9,656 
21,881 22465 
2,775,016 332,333 
251,600 31,585 
7,790 7,826 
120,246 148,412 
365,152 260,134 
33,379 7,239 
778,167 455,196 
168,037 13,745 
24,684 36,348 
19,916 7,880 
8,618 4,492 
81,876 34,755 
28,152 32,302 
138,605 6,344 
94,730 6,665 
39,489 2,292 
14,914 1,434 
19,043 18,530 
27,873 130,535 
3,809 682 
3,059 3,800 
22,301 4,869 
11,141 3,690 
23,168 154,772 
31,534 95,611 
2,461 2,606 
300 460 
7,854 20,2038 
324,759 281,866 


309,863 
1,406,186 


6,313,991 


RATIOS OF COMMODITY GROUP TOTALS TO TOTAL FREIGHT CARRIED DURING MONTH (PER CENT) 


Commodity Group 
PBPICMBIEL  oicccicccccces 
Animal 
PN a cbilngeateugeaeesudcecee 
POTS .ccce 


Total 





Total 
Freight 
Carried 


coscccee 8.09 


19.40 
36.87 
14.14 
26.50 


Coe erreeeeccesesecrecseesseccessscseses 100.00 


Loaded at 
Stations in 
Canada 

1.51 

16.46 
21.66 
12.43 
16.28 


68.34 





Received from Foreign Connections 


——Destined to———, 
Canadian Foreign 
Points Points 
-93 2.01 
22 1.36 
12.75 2.47 
44 


3.05 
17.39 





Total 


2.94 
1.58 
15.22 
1.71 
10.21 


31.66 











Unloaded at 
Stations in 
Canada 


14.07 
1.31 
31.51 
8.84 
15.97 


71.70 
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nections 
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144,981 


122,201 
43,902 
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Re Oo tong 
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460 


20,203 
281,866 
88,692 


952,573 


2,383,608 
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CANADIAN CAR LOADING 
Car loadings for the week ended September 5, increased 


5,168 cars over the previous week, grain showing a seasonal in- Merchandise Storage and Pool Car 


crease of 3,909 cars. Miscellaneous freight was heavier by eevee te City’s , s : 2,000 CARLOAD 
1,075 cars and merchandise showed a gain of 341 cars. De- Most thy ae mind Distributio CAPACITY 


creases were recorded by pulpwood, lumber, ore and live stock. 
Although grain loading was lighter than in 1925 by 3,159 CROOKS TERMINAL WAREHOUSES 
cars and coal was heavier by only 1,828 cars, total loadings were 
heavier by 1,610 cars, merchandise increasing by 1,252 cars, mis- CHICAGO, ILL. KANSAS CITY, MO. 
cellaneous freight by 985 cars and ore by 662 cars. 

BALTIMORE, MD. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
GENERAL MERCHANDISE STORAGE 




























RAILWAYS 
EASTERN CANADA 
-—For the Week Ended— 




















Sept. 4, Aug. 28, Sept. 5, H 4 5 ine—Rigcci 

init pt. 2 nS Pool Car Distribution. Forwarding—Rigging 

Grain and Grain Products........cccccecece 1,975 2,188 2,112 

MINE, C.-C ccxcivosseeccuncouwenaeen woe 1.185 1'134 1'344 B ALTIMORE TRANSFER CO 

— aoralG Uae SOs Salas CMSge ew Veena aea@leles - ~~ “— e 

ps SONAR ee eae a RAINS i Carest ss di : 2,658 2,925 Telephone Calvert 0300 300 Block, North Front St. 

Pub aad 2 UST eK 1'944 

ulp an NN acrslaceeaikiginnocineaibinourenweet é ; a 

Other Forest Products.......--++cccereeee 1/245 1,058 1160 ALBANY, &. Y. 

isaahoed + RTE SAN LER venee ee 1,222 871 

Merchamane. Ts, Cy Lseiccccvccccasees o<cess Sopat 12,500 12,244 

IN ickss bukinnnwaictainuneemnmaak 11,935 10,847 11,524 Albany is the natural distributing point for New 
Total Cars Loaded........++++ lahat w+ 42,528 41,141 39,735 teaiees tr cover ae Rear — 

aniedam es ev 4 ack connec- 
Total Cars Received from Connections 35,924 35,618 31,575 tions with all railroads running into Albany. 
WESTERN CANADA ity 

Grain and Grain Products............ we 2 2,605 9,749 Albany Terminal & Securi Warehouse Co., Inc. 

Bitd SEs o0necccencess ae-naielinieon scaw Sae 1,270 1,217 

RMN (7a in cncuateanaaniadaials Daal 1,606 1,593 1,578 

CO cdicnsr. cexawsucsvocecceewacwanceesone ° 48 38 38 

MNT 2. ae. c6.cre. sled ee beiieineaeeeteee eee i322 1,188 1,084 

7 oR gaoreathonmapesnmneeeeacsonepase 3 48 “4 | PORTLAND. OREGON 

a PE occas 0:8. o:e'cc.0 wie ws-cipiciee sine 227 245 91 +] 

Other Forest Products.......ccccccccces e 21,042 1,501 1,189 _ IER RRRENRIIMRERRE RISING oD ecto Cis aR HR 

SENG cia cinciee stale waa Kieewinie:< ow ieeeaielow eee’ 888 894 


4 552 
ee Se sig 4 418 | COLONIAL WAREHOUSE & TRANSFER CO. 


Sere cacaccieecwras cease seaman le 0 
FREE MERCHANDISE BONDED 


Serving many large National Distributors 474 Everett St., or 
Write or wire us for information and rates 13th and Everett Sts. 


POSITIONS WANTED OR OPEN rye cone scp, 
POSITION WANTED—Traffic man, twenty-eight years old; eleven t | = |  } = a J — > 
years’ traffic experience, combined with purchasing; thorough knowl- 


edge both lines; La Salle training; now employed but wish to make SERV/CeE 


more favorable connection. Address A. R. E. 953, care Traffic World, “T ee Cy ag | | Ni — LL 


Chicago, Ill. 
BUIL OS BETTER BUSINESS 


MERCANTILE WAREHOUSING AND DISTRIBUTING 








TOCA) COBH TORE s 66:00:00 0:6 c0sicwiaccieis 23,607 19,826 24,790 
Total Cars Received from Connections 2,952 3,153 2,941 































JOHN F. LENT 





TRANSPORTATION SPECIALIST PITTSBURGH, PA. 
Experienced 
FREIGHT HATE SURVEYS fp Shippers’ Traffic Manager NEW ORLEANS, LA. 
SHIPPING ANALYSIS . 
ADJUSTMENTS Saree tikes Sqeoeeer STORAGE 
INTERSTATE COMMERCE Serving a National Clientele Efficient Merchandise Distribution 
COMMISSION PRACTICE for Twenty Years 


THE COMMERCIAL WAREHOUSES 


201 IBERVILLE ST. 





IMAP DD 


i¢ite.\com) 
Parke Nhowing within white DENVER, COLORADO | 
| | area towns Va atelac) 4 
| 












DECATUR ECATUR LLINOIS 
WAREHOUSES delivers CLireht Kennicott-Patterson Warehouse Corporation 


atless cost than either 


DECATURS ILLINOIS §=— Cricaco or Sr Louis STORAGE AND DISTRIBUTION OF 
DISTRIBUTION 4«> WAREHOUSING Merchandise and Household Goods 


Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 


ST. PAUL, MINNESOTA 
OF 1 LO74Ne1® “‘To Serve the Northwest” 


JIA TTR CY Ta RIMM) | ST. PAUL TERMINAL WAREHOUSE CO. 


1020 South Canal St., near Taylor St. Storage of Merchandise — Pool Car Distribution 


Teaming of Every Description -City Delivery Service 
= and Carload Distributors Licensed by and bonded to the State of Minnesota 


* 
ILLINOIS 


L) ST.LOUIS 
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TOTAL FOR CANADA 




















Grain and Grain Products............ coco 68,703 4,793 11,861 
Live Stock....... Coceccccceccccccese eccccee 2,886 2,404 2,561 
CHE cc ccscevesvncoseces Seeorieccecoevecees « 17,007 6,958 5,179 
COME. ooo 650 vc esse cccccoesvcosovestessotoes® 230 352 269 
EO SE POS CP ES es 3,793 3,846 4,009 
EE ve reereerncdecscneredseceroennsnes 1,894 2,229 1,923 
Pulp and PAVEPs<cccccccccecocences ee SS 1,973 2035 
Other Forest Products.....ccccccccccese oo 2,808 2,559 2,349 
CE Seite ebees eb cobb eb eee ct Sector ebsuneees 2,085 2,116 1,423 
eee a Pr 18,246 17,905 16,994 
PECANS co 056 6.60.00 6860656060006 060:65088 16,907 15,832 15,922 
Total Cara Leaded. ..cscccccscvvecesss 66,135 60,967 64,525 
Total Cars Received from Connections 38,876 38,771 36,516 
CUMULATIVE TOTALS TO DATE 
1926 1925 
t in Products.....cceoe wens 224,408 198,611 
|p haan Moor — “ nee nnnewas eiees awrakavarewaee 70,886 78,152 
COM ..+0< . ‘ 184,996 115,705 
ORG ccc we 12,664 9,539 
LANE cccccces 128,028 125,498 
Pulpwood ne 100,222 97,063 
Pulp and ing aassnsevenereecnns peielue santas saa’ tas 
nese annotate ssc ere -38,700 i758 
Merchandise, Li C. Li... .cccccccccccccees ’ 4, 
Miscellaneous. .cccccccccccccccccccccccccces 485,698 427,657 
Total Cars Loaded........ cae enews 2,026,915 1,803,356 
Total Cars Received from Connections 1,299,870 1,162,774 





CANADIAN BOARD ORDERS 


The Board of Railway Commissioners for Canada has issued 
an order extending the time within which the Canadian North- 
ern Saskatchewan may carry traffic over that portion of its 
Turtleford Southeasterly Branch for a distance of 23 miles, and 
also for a distance of .24 of a mile north from the wye at the 
junction with the Turtleford subdivision of the Canadian Na- 
tional, until November 21. 





CANADIAN PACIFIC EXPRESS 


The Dominion Expess Company, incorporated in 1873, and 
in operation over Canadian Pacific lines in the west since 1882, 
has changed its name to the Canadian Pacific Express Company. 


LUMBER SHIPMENTS 


Reports received September 23 by telegraph from 367 of 
the important commercial softwood and 145 of the chief hard- 
wood lumber mills of the country indicate that the lumber 
business of the country is extremely active, says the National 
Lumber Manufacturers’ Association. These reports cover the 
week ending September 18. Compared with reports for the pre- 
vious week, the 348 comparably reporting softwood mills show a 
notable increase in production and huge gains in shipments and 
new business. A& compared with the corresponding week of 
1925, there is a slight decrease in production, an increase of 
nearly 21,000,000 feet in shipments and approximately 50,000,000 
feet increase—20 per cent—in new business. The first thirty- 
seven weeks of 1926 lead the same period of 1925 in sales by 
more than 500,000,000 feet. The hardwood operations report 
increases in all three items, when compared with reports from 
144 mills for the week earlier. 

The following table compares the softwood lumber move- 
ment, as reflected by the reporting mills of seven regional asso- 
ciations, for the three weeks indicated: 


Corresponding Preceding Wk., 


Past Week Week, 1925 1926 (Revised) 
348 364 


PD hciesiacanesicecees 357 
Production .......e4- 234,755,206 238,587,746 217,088,126 
Shipments ........+- 243,828,260 223,086,218 202,609,449 
Orders (New Bus.).. 251,316,057 201,895,018 210,894,807 


The following revised figures compare the national soft- 
wood lumber movement of the same seven regional associations 
for the first thirty-seven weeks of 1926 with the same period 


of 1925: 

Production 
bigdh: eae tneracwiareaiew 8,850,234,872 
sins Ging gin aes 8,822,951,194 


Shipment 
9,078,307,140 
8,753,991,864 


Orders 
9,111,924,453 
8,607,858,393 


COAL PRODUCTION AND SHIPMENT 


Because of the Labor Day holiday, production of soft coal 
the week ended September 11 dropped to 10,230,000 net tons 
(estimated) as compared with 11,015,000 tons in the preceding 
week, according to the Bureau of Mines of the Department of 
Commerce. Anthracite production was estimated at 1,690,000 
net tons for the five-day week ended September 11. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended August 28 were reported 
as follows: Bituminous, 3,041; anthracite, 3,354. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended September 11 totaled 649,635 net tons, of which 
156,096 tons were for New England delivery. 

Bituminous coal dumped into vessels at Lake Erie ports the 
week ended September 12 totaled 726,119 net tons. 
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Questions and Answers 


In this department will be answered questions of both legal and 


practical nature that confront persons dealing with traffic. A specialist 

on interstate commerce law, whois a member of our legal department, 

will give his opinion in answer to any s:mple question relating to the law 

of interstate transportation of freight. A traffic man ot long experience 

and wde knowledge will answer questions relating to practical traffic 
roblems. We do not desire to take the place of the traffic man but to 
elp him in his work. 

The right is reserved to refuse to answer in th's department any 
question, legal or traffic, that it may open to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


a 





Tariff Interpretation—Concurrence in Guide Books 

Kentucky.—Question: On April 2, 1924, there was shipped 
from Shreveport, La., via L. & A. Ry., one car gasoline, destined 
Williamson, W. Va. The bill of lading routes same via Hope, 
Mo. Pac., Memphis, Ill. Cent., Louisville, B. & O., Cincinnati, 
N. & W. Ry., with the rate of 65c inserted. 

This rate is the Norfolk, Va., basis, made: To New 
Orleans 14—beyond 51, authority Mr. Leland, Agent’s 35-0, 
I. C. C. 1561, and supplement 28, in connetcion with N. & W. 
Ry., eastbound Guide Book, I. C. C. 7510, supplement 2, to which 
I. C. C. 1561 makes reference, see supplement 8, page 7. 

The shipment reached destination charged at 661%4c per 
100 pounds, Louisville, Ky., combination, and our efforts to ob- 
tain adjustment down to 65c have thus far failed, the N. & W. 
Ry. claiming that they cannot lawfully refund because their 
I. C. C. 7510 did not on the day of shipment show the L. & A. 
Ry., as an initial carrier under proper concurrence. 

It is our contention that reference in Mr. Leland’s I. C. C. 
1561, in which the L. & A. has properly concurred, to N. & W. 
Guide Book I. C. C. 7510, makes the latter a part of the former 
and certainly there was a holding out that from stations of 
carriers initial in Mr. Leland’s I. C. C. 1561, including points on 
the L. & A. Ry., to destination covered by N. & W. I. G. C. 7519 
the rates authorized in the former would be protected. 

We find nothing in rule 15 (b), Tariff Circular 18-A, which 
would hold to the contrary, and would much appreciate your 
ruling as to the application of this 65c rate under the conditions 
outlined. 

Answer: While we can locate no opinion of the Commis- 
sion dealing with this question, we direct your attention to 
Rule 15 of the Commission’s Tariff Circular 18-A, paragraph (b) 
of which reads as follows: 


A tariff may contain rates to base points which must be concurred 
in by intermediate and terminal carriers over the lines of which the 
rates apply to such base points, and when the issuing carrier is a 
party under proper form of concurrence or power of attorney in a 
billing or instruction book, such tariff may provide for the applica- 
tion of rates to points as specified in the billing or instruction book by 
specific provision in the tariff, and reference to the I. C. C. number 
of the billing or instruction book. It is not necessary that such 
tariff should specify names of concurrence forms and numbers of 
the intermediate and terminal carriers which are shown as participat- 
ing carriers in the billing or instruction books. The billing or instruc- 
tion book is made a part of the tariff by specific reference, and the 
carriers concurring in the billing or instruction book are thereby 
made lawful participants in the application of the rates named in 
the tariff to the points on concurring carrier’s line, as authorized in 
the billing or instruction book. 


It seems apparent from the above that it is essential to 
the application of the guide book referred to in a tariff naming 
rates to a basing point that the issuing carrier be a party under 


proper form of concurrence or power of attorney in a guide 
book. 


Leases by Carriers to Shippers—Provision Relating to Routing 
of Traffic 

Montana.—Question: Our plant is located on property be- 

longing to the carrier. As lessee we pay as rental for this 


property $430 annually. There is a clause in our lease whici 
reads as follows: 


The lessee shall deliver or cause to be delivered to the lessor for 
transportation over its line of railroad and connections all competitive 
shipments which the lessee can control, made by or to the lessee, 
from or to the said premises; provided, the rates and charges of the 
lessor and its connections for such transportation shall be as reason- 
able and low as those of other and competing lines of railroad. 


In your opinion, is this clause enforceable to the letter; 
or can we favor competitive line with a portion of our business? 

Answer: In Docket 6562, Leases and Grants by Carriers 
to Shippers, 73 I. C. C. 671, the Commission, in stating its con- 
clusions, said, in part, as follows: 


No justification exists for the leasing of railway lands to industries 
at a nominal rental charge. In cases where nominal or wholly in- 
adequate rentals are reserved in leases it is evident, and indeed con- 
ceded, that traffic considerations are the moving cause so far as the 
carriers are concerned. Where it clearly appears that the traffic of 
the lessee is in part the consideration for the lease the conclusion fol- 
lows admost inevitably that the transaction amounts to a concession 
to the shipper-lessee, in violation of the Elkins Act and of sections 2 
and 6 of the interstate commerce act. 

A provision in a lease of railway land whereby a shipper agrees 









( 
} 





II, No. 13 





| but to 


mt any 
answer 
igation 


C. 
————_» 


oks 

S shipped 
, destined 
via Hope, 
‘incinnati, 


To New 
nt’s 35-0, 
N. & W. 
to which 
mm? 

6Yec per 
rts to ob- 
N. & W. 
use their 
»L. & A. 


Pe Co. 
N. & W. 
1e former 
ations of 
points on 
¥. C. 7519 


A, which 
iate your 
onditions 


Commis- 
sntion to 
raph (b) 


concurred 
which the 
rrier is a 
rey ina 
2 applica- 
n book by 
*. number 
that such 
imbers of 
articipat- 
r instruc- 
, and the 
> thereby 
named in 
norized in 


ential to 
f naming 
‘ty under 
a guide 


Routing 


perty be- 
for this 
se which 


lessor for 
mpetitive 
he lessee, 
‘es of the 
S reason- 
d. 


2 letter; 
usiness? 
Carriers 

its con- 


industries 
holly in- 
leed con- 
ar as the 
traffic of 
usion fol- 
oncession 
sections 2 


er agrees 


aaa ES aed DAES 


~-o- 
ee SSN ra 


ASI 


September 25, 1926 











UNITED STATES SHIPPING BOARD 
(Thru United States Shipping Board Emergency 


Fleet Corporation) 
Invites offers for the purchase or charter of the 
following passenger, combination passenger and 
cargo, and express freight and passenger vessels 
















Sealed proposals are invited from Ameri- 
can citizens for the acquisition, by pur- 
chase or by charter, of all the following 
vessels now operated for the United States 
Shipping Board on United States Lines 
and on American Merchant Lines, under 
terms and conditions as more particularly 
set forth in the proposal, instructions as to 
bidding, and terms and conditions of sale 
and/or charter, mentioned below, viz: 


LEVIATHAN 
GEORGE WASHINGTON 
REPUBLIC 
PRESIDENT HARDING 
PRESIDENT ROOSEVELT 
AMERICAN TRADER 
AMERICAN BANKER 
AMERICAN MERCHANT 
AMERICAN FARMER 
AMERICAN SHIPPER 


under purchase and/or charter contract providing 
for the operation of said vessels under American 
registry, under the trade name of ‘‘ United States 
Lines’ between the port of New York and United 
Kingdom-Continental European ports on the 
English Channel and North Sea. 


Sealed proposals are also invited from American 
citizens for the purchase or charter of any or all of 


the vessels: 
AMERICA 
MOUNT VERNON 
AGAMEMNON 
‘¢asis where is” and upon the condition that said 


vessels shall be operated in the service described in 
the terms and conditions of sale and/or charter. 






































Prospective bidders may obtain form of proposal, 
description of vessels, terms and conditions of sale 
and /or charter and instructions as to bidding upon 
application to the undersigned office and bona fide 
bidders will be afforded an opportunity to observe 
the past performance of said Lines at the offices of 
the Board in Washington. 


Bids will be received until Noon, Eastern Standard 
Time, November 8, 1926. 






DEPARTMENT OF SHIP SALES 


UNITED STATES SHIPPING BOARD 


EMERGENCY FLEET CORPORATION 
Washington, D.C. 
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SPEED and ECONOMY 


when you ship 







The Port of — Texas 


x Se Ok 

























IFTY miles closer by WATER 
ae to the vast markets of the 
Gwe. Southwest— 









Served by SEVENTEEN RAIL- 
ROADS reaching every COMMON 
POINT in Texas and extending the 
HOUSTON RATE ADVANTAGE into 





Louisiana 
Oklahoma 


Arkansas 
New Mexico 
Arizona 
Colorado 


The whole story is told most graphi- 
cally in 


“PORT HOUSTON” 


The official organ of the 
Port Commission. 


In Picture, Text and Tariff. 


THIS BOOK IS FREE 


x Be Ok 


Address 


The Director of the Port 
5th Floor Courthouse 
HOUSTON TEXAS 
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to route over the lines of the lessor carrier or its connections all or 
any part of the traffic which the shipper is able to route amounts to 
an acknowledgment that the consideration for the making of the lease 
was in part the exchange of traffic by the shipper for the right to 
occupy the land. 


Rates—Basis for Establishment of Rail and Water 

Illinois.—Question: A western road intends to establish a 
through rate from central Illinois to B in connection with boat 
and lake movement from A. Charge or proportion of rate to 
boat line is the same to C as to B, but originating road declines 
to make same rate as to C, which is intermediate. Is there any 
established principle governing? 

Answer: Unless the proportion of the boat line from A to 
B is an established rate published and filed with the Interstate 
Commerce Commission, which published rate added to the rate 
of the rail line from point of origin to A will constitute the 
published through rate, we know of no principle which wouid 
require the rail carrier to establish the same through rate to 
B as to C other than the question of reasonableness of the rate 
to B. See, in this connection, the Commission’s opinions in 
Commercial Club of Duluth vs. B. & O. R. R. Co., 27 I. C. C. 
639, and Southwestern Shippers’ Traffic Association vs. A. T. & 
S. F. Ry. Co., 24 I. C. C. 570. 

Demurrage—Computing Time 

Maryland.—Question:. If arrival notice is sent to shipper 
by carrier P at 2:45 p. m. on a Thursday, the free time is 
counted from the 7 a. m on Friday, as is easily understood from 
the demurrage tariff, which further gives the period of free 
time as 48 hours. If the freight station of carrier P closes at, 
say, 2 or 3 o’clock on Saturday afternoon is an equivalent ex- 
tension of time allowed on Monday morning, to complete unload- 
ing, under any Interstate Commerce Commission ruling or court 
decision? 

Answer: The following note appears at top of Rule 3, which 
rule provides for computing time: 


In computing time, Sundays and legal holidays (National, State 
and Municipal), but not half-holidays, will be excluded, except as 
otherwise provided in Section A of Rule 9. When a legal holiday 
falls on Sunday the following Monday will be excluded. 


Presumably you have reference to cars which are unloaded 
while on the public team track of a carrier. The note, you will 
observe, does not exclude half-holidays, assuming that Saturday 
afternoon is a holiday within the meaning of this note, and 
unless the carrier will not permit of the unloading of such cars 
after the closing of the station, there is no ground for an ex- 
tension of the time within which such a car may be unloaded. 


Perishable Goods—Liability of Carrier for Freezing 

Michigan.—Question: We had a carload of oranges shipped 
from Florida in a refrigerator car which left origin point the 
latter part of November. During the journey car encountered 
weather as low as 8 degrees above zero and ranged from that 
point up to 38 degrees above. 

The bill of lading called for “standard ventilation,’ which 
the carriers claim was adhered to throughout the entire trip, 
still the lading was badly frozen and payment of claim denied. 

Are carriers immune from liability in a case of this kind? 
Please cite rulings in such instances and express your opinion 
as to the extent of their liability. 

Answer: While in general it is the duty of a common car- 
rier to provide and furnish all reasonable and necessary facili- 
ties for the prompt transportation of such goods-as it holds 
itself out to the public as engaged in carrying, in such quanti- 
ties as might reasonably and ordinarily be expected to be offered 
for carriage, and to exercise such care as is required to protect 
the goods from loss or damage during transportation, the de- 
cisions of the courts with respect to the liability of a carrier 
for freezing of perishable goods received for transportation are 
not at all uniform. Certain decisions hold that the carrier is 
liable where goods are frozen owing to its negligence either in 
shipping at a season of the year when a freezing spell might 
reasonably be anticipated, or in not taking care of the shipment 
during freezing weather. Hewett vs. Chicago, etc., R. Co., 63 
Iowa 611; Fox vs. Boston, etc., R. Co., 19 N. E. 222 (Mass.); 
McGraw vs. Baltimore, etc., R. Co., 41 Amer. Rep. 696; Mich. 
Cent. R. Co. vs. Burrows, 35 Mich. 6; Milton vs. Denver, etc., 
R. Co., 29 Pac. 22 (Colo.); Pierce vs. So. Pac. R. Co., 47 Pac. 
874 (Cal.); Hinton vs. Eastern R. Co., 75 N. W. 373 (Minn.); 
Nelson & Co. vs. C. & N. W. Ry. Co., 167 N. W. 574; Young & 
Co. vs. G. R. & I. R. Co. (Minn.), 167 N. W. 11. 

Other cases, however, hold that, while freezing weather 
such as is likely to cause injury to freight, vegetables, fruit 
trees and like property is not deemed an act of God, the carrier 
will not be liable for loss from such causes, unless by some fault 
or negligence on his part. See Schwartz vs. Erie R. Co., 106 
S. W. 1188 (Ky.); White vs. Minneapolis, etc., R. Co., 127 N. W. 
544 (Minn.); Calender-Vanderhoof Co. vs. Chicago, etc., R. Co., 
109 N. W. 402; Vail vs. Pacific R. Co., 63 Mo. 230; Rezak vs. 
Sou. Pac. Co., 181 N. Y. S. 117. 

See also Cassone vs. N. Y. N. H. & H. R. Co., 123 Atl. 280, 
in which case the court held that where ventilation is selected 
by a shipper, no recovery can be had where refrigeration would 
have prevented injury to the goods. 


THE TRAFFIC WORLD 





Vol. XXXVIII, No. 13 


See I. and S. Docket 172, Protection of Potato Shipments in 
Winter, 29 I. C. C. 504; Heated Car Service Regulations, 59 
I. C. C. 620; Perishable Freight Investigation, 56 I. C. C. 449 
(483). 

Tariff Interpretation—Courts vs. Commission 

Wisconsin.—Question: Please give us your opinion as to 
whether or not federal courts have jurisdiction over rate mat- 
ters that are in dispute between the carriers and the shipper. 
What we have in mind is this: 

A railroad is endeavoring to collect an undercharge from 
us based on a 33%c rate, and our contention is that a 20c rate 
is applicable. This involves the question as to intermediate ap- 
Plication via a circuitous route. This question has, however, 
been adjudicated by the Interstate Commerce Commission, and 
in each casé the Commission held that even though a circuitous 
route is involved the rate from the farther distant point applies 
as long as no routing restrictions are carried in the tariff. 

In this case the railroad contends that the intermediate 
application will not apply, but we contend that it does apply 
and, as there is some dispute, we were wondering whether the 
federal courts have jurisdiction or whether a matter of this 


kind must first be presented to the Interstate Commerce Con- 
mission. 


Answer: In Great Northern Ry. Co. vs. Merchants’ Elevator 
Co., 259 U. S. 285, the court said: 


When the words of a written instrument are used in their 
ordinary meaning, their construction presents a question solely of 
law. But words are used sometimes in a peculiar meaning. Then 
extrinsic evidence may be necessary to determine the meaning of 
words appearing in the document. This is true where technical words 
or phrases not commonly understood are employed. Or extrinsic 
evidence may be necessary to establish a usage of trade or locality 
which attaches provisions not expressed in the language of the 
instrument. Where such a situation arises, and the peculiar meaning 
of the words, or the existence of a usage, is proved by evidence, the 
function of construction is necessarily preceded by the determination 
of the matter of fact. Where the controversy over the writing 
arises in a case which is being tried before a jury, the decision of 
the question of fact is left to the jury, with instructions from the 
court as to how the document shall be construed, if the jury finds 
that the alleged peculiar meaning or usage is established. But where 
the document to be construed is a tariff of an interstate carrier, and 
before it can be construed it is necessary to determine upon evidence 
the peculiar meaning of words or the existence of incidents alleged to 
be attached by usuage to the transaction, the preliminary determina- 
tion must be made by the Commission; and _ not until this determina- 
tion has been made, can a court take jurisdiction of the controversy. 
If this were not so, that uniformity, which it is the purpose of the 
commerce act to secure, could not be attained. For the effect to 
be given the tariff might depend, not upon the constructions of the 
language—a question of law—but upon whether or not a particular 
judge or jury had found, as a fact, that the words of the document 
were used in the peculiar sense attributed to them or that a particular 
usage existed. 

In the case at bar, the situation is entirely different from that 
presented in the American Tie & Timber Co. case, or in the Loomis 
case. Here no fact, evidential or ultimate, is in controversy; and 
there is no occasion for the exercise of administrative discretion. The 
task to be performed is to determine the meaning of words of the 
tariff which were used in their ordinary sense and to apply that mean- 
ing to the undisputed facts. That operation was solely one of con- 
struction; and preliminary resort to the Commission was, therefore, 
unnecessary. The petition for certiorari was asked for on the ground 
that the decision of the Supreme Court of Minnesota, in this case, 
was in conflict with the above decisions of this Court and also that the 
decisions in several state courts and in the lower federal courts were 
in serious conflict on the question involved. In the brief and argu- 
ment on the merits, it was also asserted that some recent decisions 
of this court are in conflict with the rule declared and applied in the 
American Tie & Timber Company case, supra, and the Loomis case, 
supra. If in examining these cases referred to there is borne in mind 
the distinction above discussed between controversies which involve 
only questions of law and those which involve issues essentially of 
fact or call for the exercise of administrative discretion, it will be 
found that the conflict described does not exist and that the decisions 
referred to are in harmony also with reason. 


We do not locate a decision in which the Supreme Court 
has held that the interpretation of an intermediate clause in a 
tariff is a matter for determination by a court without a pre- 
liminary determination by the Interstate Commerce Commission, 
but in National Elevator Co. vs. C. M. & St. P., 246 Fed. 588, 
jurisdiction was taken by the court in such a matter without 
this prior determination by the Commission. 

The latter case is cited in reference 1 on page 285 of the 
decision of the Supreme Court quoted from above, the Supreme 
Court citing this case as being one in which the jurisdiction of 
the court was considered without preliminary recourse to the 
Commission, stating that the question involved was solely one 
of construction of a tariff or otherwise a question of law and 
not one of administrative discretion. 

Tariff Interpretation—Equalization of Loaded and Empty Mile- 
age on Private Cars 

Arkansas.—Question: We have an excess loaded mileage 
on privately owned tank cars at the close of the accounting 
period ending June 30th, 1925. During the period from July 1st. 
1925, to December 31st, 1925, and also the period from the Jan- 
uary ist, 1926, to June 30th, 1926, our cars made an excess loaded 
mileage. 

As per item 90, Rule 11, paragraph (2), Jones Tariff 7-E, 
I.C. C. 1677, we understand that any excess loaded mileage at 
the close of any accounting period will be carried forward as 
a credit against any excess empty mileage for the next ensuing 
12 months. 


It is our contention that the excess loaded mileage that we 
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WARNER WAREHOUSE CO. 


Merchandise Storage and Distribution 


New York Central Siding—Free Switching—Pool Car 
Distribution—Negotiable Warehouse Receipts Issued. 
Members; American Warehousemen’s Ass’n 








JACKSONVILLE, FLA. 


WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


1,500,000 SQUARE FEET 


OF 


Modern Fireproof Warehouse Space in Los Angeles and at the Port 
of Los Angeles 
Free and U. 8S. Customs Bonded Storage 
Insurance Rate 18 Cents 


Storage — Forwarding — Distribution — Cartage 
Space Leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 
Cotton Pressed to High Density 
We can serve you in some capacity and would suggest that you 
complete your file by requesting the rates for our specialized service. 


Union Terminal Warehouse Corporation 
Shattuck & Nimmo Warehouse Company 


UNION TERMINAL WAREHOUSE COMPANY 
Los Angeles, California 








Your Customers Know 
EDGAR’S 
Fireproof Const. Warehouses 


Economical Automobile 
Truck Service 


Negotiable Warehouse Receipts - 
Issued 


Field Warehousing 
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Rubber stamps 
for quicker, 
better work! 


Those special clause stamps, 
usually of small, fine type for 
imprinting in small spaces such 
as insurance policies, deeds, con- 
tracts, etc., must be plain and 
distinct. 

Our deeply molded printing die 
combined with our patent cellular 
pneumatic cushion not only in- 
sures clear imprints but unusual, Rubber Stamps, Seals, Sten- 
lasting quality. The imprints are cils, Numbering Machines; 
made with slight hand pressure. pds coe ge line. You 
It is not necessary to pound; this 
prevents blurred unreadable imprints. 


Write for our latest general 
catalog No. 186-A-26 con- 
taining suggestions and il- 
lustrations of marking utili- 
ties and time savers for a 
wide range of purposes. 













The Index, an exact reprint on top of the stamp, under 
transparent celluloid cover, enables quick, accurate selection 
and prevents stamping up-side-down. A sturdy Monel metal 
frame protects the pneumatic cushion as well as makes the 
stamp an attractive desk utility. 


This Quality Is Economical 


Why not test out one of these stamps today? Write or 
print your copy on a separate piece of paper and enclose with 
coupon. The rubber stamp will be mailed immediately. Our 
manufacturing schedule is on a 24-hour service basis. 


R. D. SWISHER MEG. Co. 


411 South Clinton Street Chicago, Illinois 
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pesstien, Ave., Penn. Ry., Wabash and 

P. M. R., Penn. Ry. 

No. 10 oh BN Ave. jJunetion to Campbell, 
P. M., Wabash and Union Belt, Penn. Ry. 


Henry Coburn Storage & Warehouse Co., Indianapolis 


Orders Filled and Enroute the Day Received. No Trap Car Delays. 
We Operate Our Own Truck Equipment. 


Merchandise Storage — Quick Shipments — Distribution Cars 
‘“‘Coburn Service for Efficiency”’ 


FREIGHT 
| EXPRESS—RATE PUBLICATION S—PARCEL POST 


To Points in the United States and Canada 


Largest Field of Operation 


Greatest Number of Points of Origin 


LEAST COST ($?°Srot stvtat ane race) $18.00 


LOOSE LEAF 


(Sent on 15 Days Approval Postpaid) 


ACCURATE 


EASY TO UNDERSTAND 


Freight Classifications, Revisions and Supplements Free 


Centennial Building 
ROCHESTER. N. Y. 


TRANSPORTATION INFORMATION, Ine. sew vor. xv. 
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had at the close of the period ending June 30th, 1925, should 
be taken from the accounts and only the excess loaded mileage 
which accrued during the period June 30th, 1925, to June 30th, 
1926, should appear as a credit. 

However should we receive a statement from the carriers 
that they do not discard any loaded mileage but carry it for- 
ward as long as there is any excess loaded mileage, is it pos- 
sible that we would be protected from paying any excess empty* 
mileage that may accrue during some other accounting period 
in the future by assuming that we had this loaded balance? 

Answer: In actual operation, railroads pay car owners 1% 
cents per mile, both loaded and empty every month. There- 
fore when the balance is struck on June 30th, all of the mite- 
age, both loaded and empty, up to that period, has been paid 
for by the carrier at the rate of 1% cents per mile. If the 
balance is an empty mileage against the car owner, he is 
given six months to earn sufficient loaded mileage to offset this 
balance, and if again, at the end of such period, he is unable 
to equalize the empty mileage, he had to pay at the current 
tariff rate which may happen to be in effect in any particular 
territory the same as for newly acquired cars, plus the 1% 
cents allowance which has already been made by railroads. 

Your explanation of the operation of paragraph 1 of Rule 
11, Item 90, of Jones Tariff 1677 is, in our opinion correct. As 
to paragraph 2 thereof, we are of the view that -the excess 
loaded mileage is available as a credit against the empty move- 
ment of cars only for the next succeeding twelve months fol- 
lowing the end of an accounting period. It is true that neither 
the dictionaries nor the encyclopedias define the word ‘“ensu- 
ing” as meaning “immediately following” but on the other hand 
if it was the intention to make this excess loaded mileage 
available as a credit against the empty movement of cars at 
any future date regardless of the time which elapses between 
its accural and its use as a credit in affecting a settlement at 
the end of an accounting period, there was no need to use the 
term “for the ensuing twelve months,” and it might as well 
be left out of the sentence, as this term must serve the purpose 
of a restriction in time, if any meaning is to be given to it in 
paragraph (2), of Rule 11. This meaning seems to accord with 
the six months period of grace, so to speak, which is allowed 
in paragraph (1), within which a shipper may earn sufficient 
loaded mileage to offset excess empty mileage which has ac- 
crued during the accounting period. The paragraph is not as 
definite in its meaning as it should be and if the carriers feel 
that the time during which this loaded mileage should be avail- 
able as a credit against empty mileage should be limited to 
the twelve months immediately following an accounting period, 
the addition of the word “only” will serve to give definiteness 
to the paragraph. 


Misrouting—Liability of Delivering Carrier for Interest on 
Amounts Withheld from Connections on Shipments Misrouted 

Ohio.—Question: Will you please send me your opinion on 
the following case: Shipment is routed by the way of roads 
A, B and C, which is protected by a through rate. Agent of B 
misroutes by the way of B, D and C, which is not protected by 
through rate. At junction point with C, D refuses to settle on 
through rate basis. C bills shipment using local rate and ad- 
vances through rate to D. 


The shipper files claim for overcharge which is prorated 
satisfactorily. A charges C interest on C’s portion of overcharge, 
which C refuses to pay on account of B’s agent being at fault in 
misrouting. 

Is this interest properly chargeable aganst C or B? 

Answer.—From the facts stated we gather that the interline 
junction point settlement made by line C with line D was forced 
upon C. Under the law C was obliged to collect his rightful 
proportion of the rate applicable via the route the shipment 
actually traveled. If the combination rate made over the junc- 
tion of D and C, C was obliged to collect his local rate, not be- 
ing party to the rate from origin to the junction between D and 
C. If this combination based over the junction between lines 
B and D, and the factor beyond was a joint rate of D and C, C 
was obliged to collect his proportion of such joint rate. 

If the amount C collected on the shipment was no more than 
the total rate from origin to destination via the route of move- 
ment there was no overcharge, so far as C was concerned, and 
he owed the shipper nothing for the excess resulting from B’s 
error. If in the apportionment of the revenue based on the 
combination rate C simply allowed B the proportion which B 
would have received had shipment been forwarded via the route 
of movement under the shipper’s instructions, B has received 
revenue which perhaps should have gone to A. This, on the 
assumption that A’s division of the combination rate is less than 
his division of the lower joint through rate via the bill of lading 
route. Under such circumstances C has divested some of A’s 
revenue to B, but perhaps without knowledge of B’s error. If 
this be the situation B and not C, wrongfully withheld revenue 
from A and A’s claim for interest should be against B instead 
of C. 

“You state the “interest” is on C’s portion of the overcharge, 
but we cannot see where C has overcharged the shipment, un- 





THE TRAFFIC WORLD 











Vol. XXXVIII, No. 13 





less he collected more than the combination rate. If he did not 
do this we do not see how he can lawfully join in pro-rating 
the excess charges resulting from B’s misroute. 

If in the settlement at junction point with D, C advanced 
D more than the lawful charges from origin to the junction point 
instead of the proper charges, and then added his local and col- 
lected the total from consignee C did overcharge the shipment 
and probably credited D with revenue which should have been 
apportioned to A. If this be the case, it is our view that C is 
liable to A, and D to C. 

Damages—Delay—Measure Of 

Florida.—Question: Will you please give us your opinion 
on the following case: On November 21, 1925, there was a ship- 
ment of gaskets made by the A Manufacturing Co., X, Connecti- 
cut, consigned to our order. We were notified at Miami of ship- 
ment routed via Clyde S. S. Co. to Miami. On December 5, 
1925, we were notified by the Clyde Line that the shipment was 
on hand and we paid draft, secured bill of lading and called for 
shipment, however, it developed that shipment had checked 
short. 

As we were in urgent need of the items contained in the 
shipment in order to continue operations of our plant, it was 
necessary for us to duplicate shipment. On January 11, we en- 
tered claim against the Clyde Line for the amount of $400.35, 
being the invoice price of the goods. On March 13, 1926, ac- 
cording to the Clyde Line record, the shipment of two cases of 
gaskets arrived at their dock on a steamer from New York. Of 
which we were notified on May 25, 1926. In view of the delay 
with the carrier in the delivery of this shipment, also in view of 
the fact that it was necessary for us to duplicate the shipment 
due to negligence on their part, we declined to accept shipment. 

The Clyde Line has declined payment of our claim on the 
grounds that the shipment is on hand with them for delivery. 
We will be pleased to have you quote us any decision of a 
similar case, in order that we may take additional steps to col- 
lect our claim, in case we are within our legal rights. 

Answer: For unreasonable delay in the transportation of 
goods the shipper is entitled to recover the difference between 
the market value of the goods at the time and place at which 
delivery should have been made, and their market value when 
delivery was actually made. (Section 445, Vol. 10 Corpus Juris, 
citing decisions of Federal Courts and courts of many states.) 

Delay in delivery of the goods, even though it is such as to 
render the carrier liable, does not constitute conversion, and the 
person entitled to the goods cannot on that account refuse to 
receive them and sue for the full value. (Section 444, Vol. 10 
Corpus Juris; Buston v. Pa. R. Co., 116 Fed. 235; St. Louis, etc. 
R. Co. v. Dreyfus, 132 P. 491; Hackett v. B. C. & M. C. R. Co., 
35 N. H. 390; Fishman v. Platt, 90 N. Y. S. 354; Chesapeake, etc. 
R. Co. v. Saulsburg, 103 S. W. 254; Spalding v. Chicago, etc. R. 
Co., 75 S. W. 274, and other cases cited.) 

The carriers liability is to compensate for the damages 
growing out of the delay, and not for loss; and the remedy of 
the party entitled to the goods is to sue for the damages he has 
sustained by reason of the delay. (Section 444, Vol. 10 Corpus 
Juris; Moody v. Southern Ry. Co., 60 S. E. 711; Southern Ex- 
press Co. v. Hanaw, 67 S. E. 944). This as a rule is the differ- 
ence between their market value at the time they should have 
been delivered and when they were delivered, with interest from 
the former date, less the freight, if unpaid. (E. T. V. & G. Ry. 
Co. v. Johnson & Shahan, 11 S. E. 809; Gooden v. Sou. Ry. Co., 
54 S. E. 720). 

In Southern Express Co. v. Hanaw, 67 S. E. 944, the court 
on page 951 said: “Mere unreasonable delay in transporting does 
not amount to conversion, so as to authorize the consignee, 
upon arrival of the goods, to reject them and see for their full 
value. His remedy is to sue for the damages he has sustained 
by reason of the delay. There may be a possible case where 
the property has ceased to be of any value at all, such as 
wholly decayed perishable goods. But the present case is not 
of that character.” 

In St. L. S. F. v. Dreyfus, 132 S. W. 491, it was held that: 
“As a general rule, a consignee of freight has no right upon its 
arrival at destination to refuse to accept the goods from the 
common carrier and recover for their full value merely because 
of delay in transportation, unless delay has destroyed the value 
of the goods entirely or caused what is equivalent to a total 
loss.” 

In Kansas City Sou. Ry. Co. v. Mahey, 165 S. W. 279, which 
covered a shipment of holly from Horatio, Ark. to Kansas City, 
Mo., which, due to unreasonable delay on the part of the car- 
rier reached destination at a time when there was no market 
for it. It was held that the evidence was sufficient to sustain 
a finding that, because of delay in delivery there was total loss, 
for which recovery might be had. 

The fact that the owner of the goods had been obliged to 
buy other goods does not affect the rule; he should accept the 
goods and sue for the damages caused by the delay. (Section 
444 Corpus Juris (Vol. 10); Chicago, etc. R. Co. v. Pheiffer, 
119 S. W. 642; Ill. Cent. R. Co. v. Johnston, 94 S. W. 600; Baum- 
bach v. C. C. & S. F. Ry. Co., 23 S. W. 693. 

In the latter case it was held that the mere delay of a 
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carrier in delivering goods is not a conversion thereof, and the 
consignee cannot refuse to accept them and moreover their 
total value, though at the time of delivery he had no use for 
the goods. The court on page 694 said: 


The only damage claimed by plaintiff (and there was evidence 
of no other) was the total value of the lumber. It is well settled 
that the mere delay, however unreasonable, on the part of the 
carrier in delivering goods, does not amount to conversion. The 
title of the property remains in the consignee, and he must re- 
ceive it when tendered so long as it retains its identity, and is 
not tenedered wholly valueless. That the value of the lumber 
here was wholly destroyed cannot be admitted. Plaintiff had no 
use for it, but it still had a market value. He should have ac- 
cepted it and held defendant liable for the actual damages which 
he sustained. What the measure would have been we are not called 
upon to say. Nothing was claimed but the value of the lumber, 
and the assignments of error only complain of the refusal of 
the court to allow that. 


. 


In Ill. Cent. R. Co. v. Johnson & Fleming, 94 S. W. 600, it 
was held that where a consignee of materials and appliances 
for the drilling of a well was compelled to purchase new mate- 
rials because of the carrier’s delay in delivering the materials 
shipped, and on tender of delivery the consignee refused to 
receive the delayed shipment, he could not recover the differ- 
ence between the rejected materials and the amount paid for 
the new. 

However, in James R. Kaiser, Inc. v. Fuller Express Co., 
150 N. Y. S. 974, it was held that where broken sets of hand- 
kerchiefs were consigned to a factory to be made into com- 
pleted sets for the holiday trade, the measure of the damages 
for delay, whereby the” handkerchiefs had to be replaced for 
such trade, was the cost of replacing. 

From the above it will be observed if the goods at the time 
they reach destination are unsaleable, recovery may be had 
for the full value of the goods; that the consignee cannot re- 
fuse to accept the goods when the same are located, and sue 
for their full value and furthermore that in accordance with 
the weight of authority (although the cases which pass direct: 
ly on the point are not numerous) the rule is that, even where 
the goods have had to be replaced, the original shipment must 
be accepted and disposed of and recovery can be had only for 
the actual damage sustained by reason of the delay. 

Routing and Misrouting—Shipper Bound by His Instructions 

New York.—Question: Sometime ago several carload ship- 
ments of coke were made from point “A” to point “B” routed 
via “C” to Louisville—‘D” to Westport, “E” beyond. The 
through published rate from point “A” to point “B” was not 
applicable via this route although there were through rates in 
effect in connection with carrier “E” at Westport to points on 
their line. 

At the time of movement shippers specified routing and 
junction points on bill of lading, permitting carrier “EK” to re- 
ceive a line haul, which developed that the carriers could not 
agree in establishing divisions for protection of the through 
rate via this route, whereas ths through rate from point “A” 
to point “B” was in effect via other lines which would have 
applied for “E” delivery through the medium of switching. 

Although routing was specified by shipper, we feel that the 
initial line age was just as much in error in executing bill of 
lading as shipper was in designating this route when the 
through rate would not apply. Secondly, we cannot see that 
we should be compelled to pay carrier “E’s” local rate from 
Westport, Ind. to point “B.” 

We contend that in view of the through rate not being 
applicable and bill of lading signed by the agent, it was up 
to the carrier to stop cars en route advising shipper that the 
through rate could not be protected, in which case instructions 
would have then been given to correct routing while in line 
for protection of the through rate for carrier “E” delivery 
through switching. 


Will appreciate your opinion and Commission’s citations on 
a subject of this kind. - 


Answer: The Commission has frequently held that a ship- 
per is bound by his routing instructions and that merely be- 
cause there was a route over which he might have sent his 
shipment at a lower rate he is not subjected to unreasonable 
charges. 

This principle is applécable in all cases where no showing 
is made that the rate applicable via the route of movement 
was unreasonable. See Chas. R. Ball Co. v. T. & P. Ry. Co., 
25 I. C. C. 487; Simon Cook Co. v. Wabash R. R. Co., 21 I. C. C. 
563 and West Oregon Lumber Co. v. A. & C. R. R. R. Co., 20 
s C. ©. 161. 

Routing and Misrout:ng—Conflict Between Bill of Lading and 
Marks on Package 

Pennsylvania.—Question: We made a shipment via ex- 
press to a destination, the kegs being marked for one consignee 
at that point and the express receipt made out to another con- 
signee at the same destination. In other words, there was one 
keg marked for the proper consignee and one keg improperly 
marked for another consignee at the same destination, although 
the express receipt consigned the two kegs to the same con- 
signee and the same destination. The express company de- 
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livered one keg to one consignee and the other keg to the 
other consignee. Will you kindly advise whether or not it was 
up to the express company to check the shipment before be- 
ing accepted by them at the originating point in order to see 
if the markings agree with the way the express receipt was 
made out and signed for. 

It is my understanding that the express company when 
they signed for both kegs as going to the one consignee, that 
it was up to them to deliver the shipment in accordance with 
the receipt they negotiated. 

The express company claims that the marks on the pack- 
ages are the marks that govern in case of express shipment 
and not the express receipt. 

Answer: Where the shipper specifies one destination in 
the bill of lading or express receipt and marks the package 
with another and different destination, the carrier cannot, un- 
der the rulings of the commission, be held liable for misroute 
and charges of the movement to the erroneous destination and 
from that point to the intended destination may lawfully be 
assessed by the carrier, if instructions have been given to the 
carrier to forward the shipment. See Conference Ruling 433; 
C. S. Bracket Co. v. G. N. Express Co., 29 I. C. C. 667; Parlin 


& Orendorff Plow Co. v. United States Express Co., 26 I. C. C. 
561. 


Tariff Interpretation—Application of Minimum Class Rate to 


Articles Taking Multiples of Class Rates 

Kentucky.—Question: Under existing tariffs, no shipment 
rated first class will be handled at less than 25c per 100 pounds. 

Under N. & W. Ry. I. C. C. 7640, the first class rate from 
Williamson, W. Va. to Chattaroy, W. Va., distance 4 miles is 
2214 cents subject of course, to the minimum first class rate 
of 25c shown on pages 3 and 4. 

Under this theory where we have a shipment containing 
numerous articles some of which are classified multiples of 
first class, 14% x 1st and double first, what is the correct rate 
on such articles? Is is 34 and 45 or 37% and 50? 

The N. & W. Ry. contend for the latter but other carriers, 
including the C. & O. protect the former. 

If you know of any accepted rule or can give us reference 
to a decision of the Commission covering this particular situ- 
ation, it will be greatly appreciated. 

Answer: General Order No. 28 provides—that the ‘“mini- 
mum rate” on any article should be the rate shown therein 
for the class at which that article is rated in the classification. 
The minimum “rate” for articles rated first class in the classi- 
fication is 25c. To begin with, on June 25, 1918, all first class 
rates less than 25 cents were eliminated. In their stead was 
established the scale of class rates prescribed by General 
Order 28. It should be borne in mind that these rates are not 
minimum “charges,” but are the actual rates from A to B, 
C to D, etc., which supersede the corresponding rates of lesser 
amounts from and to the same points. These so-called ‘“mini- 
mum rates” are covered by the classification, just as any other 
class-rate scale is governed thereby. If an article takes dou- 
ble first class in the classification it likewise takes double-first 
class in the rate scale, in our opinion. 


Carload versus Less-than-Carload—Embargo Against Carload 
Shipments 


Tennessee.—Question: With reference to the question 
propounded by “Florida” as appears in your issue of Septem- 
ber 11th, page 590 with reference to application of the carload 
rate, or less than carload rate as set out therein. 

It would appear to me that Rule 15 Current Consolidated 
Classification would compel the application of the carload rate 
plus 21% cents loading charge and the 2% cents unloading 
charge as provided therein, if it is a fact that carrier also un- 
loaded the goods, if the total charge so arrived at, is the 
lower one. ; 

The shipment was tendered as a less than carload, and as 
a matter of fact was a less than carload by 3,000 pounds, and, as 
it appears, carload handling was neither requested nor expected, 
but that feature, so far as I see it, could have nothing whatever 
to do with the application of the tariff or charges produced 
thereby. The embargo rules have only to do with the handling 
of the traffic, and could not and do not have control over nor 
affect the application of tariff rates and charges. 

Answer: It is true that, under the application of Rule 15 
of the Consolidated Classification, the carload rate may be 
applied, if lower charges result than from the application of the 
less-than-carload rate on a less-than-carload shipment. See, in 
this respect, our answer to “Tennessee,” on page 586 of the 
September 11, 1926, Traffic World, under the caption, “Carload 
vs. Less-than-Carload Shipments.” 

Tariff Interpretation—Minimum Weights—Duty of Carrier to 
Establish That Which Can Be Loaded Into Size of Car 
Furnished 
Missouri.—Question: Your answer to “Florida” in The 

Traffic World of September 11 regarding fiber furniture moving 

from Sheboygan, Wis., to Miami, Fla. 

Boyd’s tariff, I. C. C. No. 6-N, I. C. C. A-1545, is subject to 
the Western Classification and exceptions thereto in Circular 
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THE LARKIN TERMINAL 
WAREHOUSE 


—Renders all forms of warehouse service. 

—Stores automobiles and general merchandise. 

—Distributes pool cars without carting charges and makes 
local deliveries. 

—Issues negotiable and non-negotiable warehouse receipts. 

—Has lowest insurance rate in Buffalo. 

—Has storage-in-transit privileges. 

—Located on Erie and N. Y. C. R. R. 125 car spotting 
capacity. 

—Conducts only Bonded Warehouse in Buffalo. 


Western Distributing Warehouse at Peoria, IIl. 


For information and prices, write 


J. E. WILSON, Traffic Manager 


Latttetet Go tue. 


680 Seneca Street BUFFALO, N. Y. 
U Ti cS Lona In the Heart of New York State 
Broad Street Warehouse Corp’n 


700 Broad Street 


Midway between New York and Buffalo on 
Main Line New York Central Lines. Also iia 
connections with New York Barge Canal, West akan 
Shore R. R., Malone and Montreal R. R., penseune: 
Rome, Watertown and Ogdensburg R. R., New oe" PPoTsoAM 
York, Ontario and Western R. R. and 

Delaware, La-kawanna and Western 

R.R. Daily Trolley Freight Service masa: apy | 
and Auto Trucking to all principal Tk wa 
cities in state. WATERTOWN 
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BUFFALO SYRAGUSE 
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ELMIRA ” 
ca sae pts kde casas a pass ca ee eee ess an 






Utica is the most natural and practi- 
cal point for Warehousing and Dis- 
tribution in Central New York. 







100,000 sq. ft. of fire-proof storage 
space. Private1ailroad sidings. Am- 
ple office space and desk room for manufacturers’ or 
shippers’ representatives. 


For Complete or Further Information Address 


BROAD STREET WAREHOUSE CORP’N, Utica, N. Y. 





TRAFFIC WORLD 


D.C. ANDREWS & CO., Inc. 








Foreign Freight 
Forwarders 


Established 1884 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 


YOUR SPOT STOCK 
AT 
OMAHA 
WILL BE HANDLED 
IN OUR 


FIREPROOF 
WAREHOUSE 


With Care, Speed 
and Courtesy 





























MEMBER A. W. A. 


GENERAL MERCHANDISE STORAGE 


Distribution 


The only modern Merchandise Warehouse fully 
equipped and centrally located in the 
City of Rochester. 


Insurance rate 12 cents per $100.00. 
Located on private siding of the Buffalo, Rochester 


& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


B. R. & P. Warehouse, Inc., ®°ctsst« 
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1-S. Rule 990 of the latter publication seems to provide a 
two-for-one rule that would obligate the carriers, in this in- 
stance, to protect the 12,000-pound minimum on the two cars 
furnished, provided fifty-foot cars are in general service on 
originating line. 

Answer: The provisions of Rule 990 of Agent Boyd’s Tariff 
Circular 1-S, I. C. C. 1644, are, we find, applicable in connectior 
with Item 430 of Agent Boyd’s Tariff No. 6-N, No. A-1545, subject 
to the limitations set forth in Rule 990. 
Limitations—Recovery—Amount of Claim for Delay Erroneously 

Paid to Shipper 

Indiana.—I would appreciate an explanation to the following 
question, also quoting authority, if possible: 

Where carrier has made a refund on an interstate shipment 
due to a decline in market, and later discovers that claim was 
paid through error, in this case the same was paid more than 
four years from this date. 

If the above could be considered as transportation charges, 
of course, section 16 of the Act would take care of the situation. 

Answer: The Interstate Commerce Act contains no limita- 
tion provision applicable to a suit for the recovery of an amount 
paid in error to a shipper in settlement of a claim for delay to 
a shipment. Such an action, in our opinion, is subject to the 
periods of limitation of the several states, depending upon where 
the suit is brought. 

Overloaded Cars—Demurrage and Reconsigning Charges As- 
sessed Account Refusal of Car by Connecting Line 

Ohio.—Question: With reference to your answer to “Ohio” 
in your issue of August 7, page 328, which covers demurrage and 


reconsigning charges assessed on account of refusal of car by 
connecting line: 


Our contention is that the carriers under the circumstances 
cannot assess a reconsigning charge for the simple reason that 
these cars are loaded within thirty miles of Cleveland and there 
is no way of determining the weights of same until they arrive 
in Cleveland, where they are weighed. The carriers then find 
they are overloaded and in some cases we have found they had 
made no effort whatever to make delivery. 

Our contention is that the carriers should make an effort 
to deliver the cars and in that way it would bring about a re- 
fusal by the receiving line. Therefore, under the circumstances, 
we are of the opinion that a reconsigning charge cannot be as- 
sessed where they did not make an effort to deliver the car; 
and I cannot see where the charge can be assessed legally cover- 
ing the reconsigning and especially where we have advised the 


carriers to turn the cars over to our own yards on that par- 
ticular line. 


No extra service being performed whatever, in fact, saving 
the carriers the switching they should pay out of their earnings 
if the car had made the original delivery. 


Answer: With respect to the responsibility of a shipper for 
the proper loading of cars, see Suffern, Hunt & Co. vs. P. B. & 
W., 7 I. C. C. 255, and Docket 17319, Memphis Freight Bureau 
vs. St. L. S. W. (mimeographed), decided August 27, 1926, in 
which latter case the Commission said: 


The carrier is obligated to furnish proper equipment for the 
safe transportation of goods which it holds itself out to carry. 
It is the corresponding duty of the shipper to load his goods 
properly for shipment and to observe carriers’ rules which have 
as their object the protection of such equipment. 


While it is the duty of a carrier to transport a shipment to 
its billed destination, if there is no possibility of the acceptance 
of by a connecting line of a car which is overloaded, which fact 
is disclosed by the weighing of the shipment at the transfer 
point, we do not believe that the carriers are obligated to tender 
the shipment to the connecting line and that such additional 
charges as accrue under the applicable demurrage and recon- 
signing tariffs may lawfully be assessed against the shipper. 
Liability of Carrier for Loss of Coal 

Michigan.—Question: We ship or have shipped a great 
many carloads of coal from various bituminous mines to points 
throughout Michigan. Upon arrival of cars at destination, some 
of them turn out “light weight” or considerably under the billed 
weight. In cases where pilfering is in evidence or the car shows 
evidence of shortage, we have no difficulty in securing adjust- 
ment from carriers. But, where no evidence of shortage exists, 
carriers insist they are in no way liable for the loss, always 
claiming their scales to be correct. 

It is just as reasonable for us to insist that our scales are 
also correct from the fact that all of them are state inspected 
at regular intervals. We do not claim a loss where the differ- 
ence is small, but we have instances where the shortage amounts 
to as much as 5 tons and, of course, file claim. 

Are carriers justified in declining our claims in such in- 
stances and can you cite reference to decisions in such cases as 
outlined? 

Answer: A carrier is liable for the loss of goods resulting 
from its negligence in transporting a shipment and proof of the 
fact that a certain amount of coal was delivered to the carrier 
at point of origin and that a lesser amount was received at 
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destination ordinarily makes a prima facie case, the burden 
being upon the carrier to show that the loss occurred from some 
cause for the consequences of which the carrier is not liable. See 
in this connection Smith vs. L. & N. R. Co., 209 N. W. 465; Davis 
vs. Zimmern, 99 Sou. 307; Baker vs. Dittlinger Roller Mills Co., 
203 S. W. 798, and Nye-Schneider-Fowler Co. vs. C. & N. W., 
282 N. W. 967. In the latter case the court said: 


It is true, that even in case of clear record shipments, a 
discrepancy in weight before and after shipment, when the 
accuracy of the weighing is not disputed, and when the dis- 
crepancy of weights are unexplained or cannot be accounted 
for by shrinkage, may sufficiently raise an issue of fact for the 
jury as to whether a loss of grain has occurred. Oil Trough 


Gin Co. vs. Hines (Ark.), 216 S. W. 310; Baker vs. Dittlinger 
Roller Mills Co. (Tex.), 203 S. W. 798; Morris vs. Minneapolis, 
st. P. & S. S. M. R. Co. (N. D.), 141 N. W. 204; Scott vs. Swan 


(S. D.), 114 N. W. 1005; Miller vs. No. Pac. Co. (N. D.), 118 N. W. 
344; Lewis Poultry Co. vs. N. Y. C. R. Co. (Me.), 105 Atl. 109. 


It is not necessary that the weighing process be mathe- 
matically correct. In weighing carloads of grain, it is known, 
and was shown in this case, that some allowance is necessary 
for what is Known as “human equation.’ Different persons 
weighing the same carload of grain will get slightly varying 


results. Such unavoidable errors do not discredit the weighing 
process, nor render incompetent the purpose of weights so as- 
certained. It is only necessary that plaintiff prove his case to 


the satisfaction of the jury by competent evidence, but he is not 
required to prove to a mathematical certainty the amount of the 
grain lost. 4 Ruling Case Law 914, sec. 369. 


Where, however, evidence is introduced intended to impeach 
the weighing process or the book or record of the weights made, 
tending to show that the discrepancy, or a part of such dis- 
crepancy, in weights can be accounted for by grain shrinkage, 
the burden rests upon the plaintiff to overcome that testimony 
and, by a preponderance of the evidence, maintain its case. 
Whenever it appears that the difference in weights alone is 
insufficient to prove the extent of loss of grain from the car, 
plaintiff must introduce such other proof as will show what the 
excess of the loss of weight would be over shrinkage, in his 
particular case. Though the plaintiff may, at any stage in the 
proceedings, have made a prima facie case of loss, the mere 
fact that further evidence is introduced, either by plaintiff or 
defendant, tending to rebut that case, does not shift the burden 
of proof to the defendant and compel the defendant to prove by 
a preponderance of evidence what the extent of the plaintiff's 
loss was. The proof of that fact must always rest with the 
plaintiff. * * * * : 

We are aware of the decisions in National Flevator Co. vs. 
G. N. (Minn.), 163 N. W. 164, and Shellaberger Elevator Co. vs. 
Til. Cent. R. Co., 212 Ill. App. 1. In the National Elevator case, 
supra, a bill of lading, showing the number of pounds of wheat 
received by the carrier, was issued, and the wheat was weighed 
at destination by the state weighmaster. No evidence on the 
question of shrinkage was introduced, and the only question 
was as to the accuracy of weight. The statutes in that state, 
governing bills of lading and certificates of weights by a state 
weighmaster, differentiate that case from the one before us. 
The Shellaberger case, supra, was based largely upon a rule in 
that state, that, in order to recover for loss of goods in ship- 
ment, the shipper is required to introduce only “slight evidence” 
that a loss has occurred, and the burden is then shifted to the 
common carrier to prove delivery. The rule in this state is 


pang shipper must, by a preponderance of the evidence, prove 
e loss. 


This latter case, while covering a shipment of grain, con- 


tains a statement of the principles which are applicable in the 
case of loss of coal. 


In the final analysis it is a matter of proof as to whether or 
not there was in fact a difference between the origin and des- 
tination weights, the carrier being liable upon proof of this fact, 
unless it can show that the shortage was the result of shrink- 


age or some other cause for the consequences of which it is not 
responsible. 





Digest of New Complaints 


. 18384, Sub. No. 1. Ogden Pressed Brick & Tile Co., Harrisville, 
Utah, vs. Union Pacific et al. 

Unjust and unreasonable rates on brick and allied clay products 
from Harrisville to points in Wyoming. Asks for just and rea- 
sonable rates and reparation. 


. 18390. Sub. Nb. 3. Georgia Cotton Growers’ Cooperative Assn., 
Atlanta, Ga., vs. Aberdeen & Rockfish et al. 

Excessive, unjust and unreasonable rates and charges on cot- 
ton from points in Georgia to various destinations. Asks rates for 
the future at least 20 per cent lower than present rates. 

. 18390. Sub. No. 4. Louisiana Farm Bureau Cotton Growers’ Co- 
operative Assn., Shreveport, La., vs. Aberdeen & Rockfish et al. 

Same complaint and prayer as to shipments of cotton from 
points in Louisiana. 

. 18390. Sub. No. 5. Missouri Cotton Growers’ Coopertive <Assn., 
New Madrid, Mo., vs. Aberdeen & Rockfish et al. 
Same complaint and prayer with respect to shipments of cot- 

ton from points in Missouri. 

18380. Sub. No. 6. Oklahoma Cotton Growers Assn., Oklahoma 

City, Okla., vs. Aberdeen & Rockfish et al. 

Same complaint and prayer as to shipments of cotton from 
points in Oklahoma. 

18390. Sub. No. 7. Tennessee Cotton Growers Assn., Memphis, 

Tenn., vs. Aberdeen and Rockfish et al. 

Same complaint and prayer with respect to shipments of cot- 

ton from points in Tennessee. 

No. 18390. Sub. No. 9. Arizona Pimacotton Growers, Phoenix, Ariz., 

vs. Aberdeen & Rockfish et al. 

Same complaint and prayer with respect to shipments of cotton 
from points in Arizona. 
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TRANSMARINE LINES 


Gulf Service 


VIA 


BEAUMONT, TEXAS 


SERVING 


THE SOUTH AND SOUTHWEST 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
on the 10th, 20th and 30th of each month 











Intercoastal Service 


LOS ANGELES HARBOR, OAKLAND 
AND SAN FRANCISCO 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
EVERY TEN DAYS 


Also sailings to other ports as inducements offers 


Claims 
DIRECT loading CAR to SHIP eliminates Delays 


Lighterage 
Through Bills of Lading Issued 


TRANSMARINE LINES 


General Offices: 
5 mes St., New York City 
Te lephone Rector 0020 





Port Newark Terminal 
Telephone Mu!berry 4300 


General Agencies: 


Beaumont, Buffalo, Chicago, Cleveland, Dallas, Fort Worth, Los Angeles, Minneazpelis, 
Mobile, Pensacola, Pittsburgh. Port Newark, San Antonio, San Francisce 














United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 
REGULAR FREIGHT SAILINGS 


FROM 
New York, Boston and New Orleans 
TO 
Havana and Santiago, Cuba 
JAMAICA COLOMBIA 
———— eg > 
Jamaica Outports Santa Marta 
CANAL ZONE stag honey 
Cristobal ALSO 
PANAMA Ports of Guatemala 


and British and 
Bocas del Toro Spanish Honduras 


Through Bills of Lading issued via Cristobal to West Coast Ports 
of South America, Central America and Mexico. 


For rates and other information, address 


17 Battery Place .................. New York, N. Y. 
321 St. Charles Street.............. New Orleans, La. 

eae i mene aktieeen Boston, Mass. 
Marquette Building. ................... Chicago, IIl. 
Huff Shipping Company........ San Francisco, Cal. 
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PANAMA MAIL 8.8. CO. 


Fast Freight and Passenger Service 
Scheduled Sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 
To—HAVANA AND NEW YORK 


EASTBOUND SAILINGS 


From San Francisco From Los Angeles 
Ss. S. COLOMBIA be October 4 
S. S. VENEZUELA October 25 
S.S. ECUADOR November 15 


Also regular sailings for Mazatlan, Manzanillo, Champerico, 
San Jose de Guatemala, Acajutla, La Libertad, La Union, 
Corinto, Amapala, Puntarenas, San Juan del Sur and Balboa, 
Cristobal (Panama) and Buenaventura. 

Trans-Shipment at Panama for South American and European Ports 
OFFICES 


350 Marquette Blidg., Chicago, IIl. 


2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New "York, N > Ye 


548 So. Spring St., Los Angeles, Cal. 


WORLD WIDE 


FREIGHT SERVICE 


FREQUENT SAILINGS PROMPT FORWARDING 
104 SHIPS 1,120,187 TONS 
55 Years’ Experience 

International Mercantile Marine Company 
White Star Line American Line Red Star Line 
Atlantic Transport Line Panama Pacific Line 
Leyland Line White Star-Canadian Services 

A. C. FETTEROLF, Vice-President—Freight Traffic 


No.1 Breadway, New York City. J.D. ROTH, G.W.F.A., 327 S. La Salle St., Chicago 


- Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


FROM 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York, Telephone Bowling Green 7394 
Baltimore, Md. P; Puen, P. Norfolk, Va. 
39 South St. ee Oliver Sg Law Building 
And at our Branch Offices at ports of call, etc. 
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No, 18390. Sub. No. 10. South Carolina Cotton Growers’ Cooperative 
Assn., Columbia, S. C., vs. Aberdeen & Rockfish et al. 

Same complaint and prayer with respect to shipments from 
points in South Carolina. 

No. 18614, Sub. No. 2. Caruso-Rinella-Battaglia Co., Inc., Schenec- 
tady, N. Y., vs. Southern et al. 

Unjust, unreasonable. unduly prejudicial and unduly preferential 
rates on peaches from points in Georgia to Oneonta, N. Y. Asks 
for just and reasonable rates and reparation. * 

No. 18641, Sub. No. 1. Pocahontas Operators’ Association, Tazewell, 
Va., vs. Chesapeake & Ohio et al. 

Unjust, unreasonable, unduly discriminatory and unduly preju- 
dicial rates on bituminous coal from points in West Virginia and 
Virginia to points within the District of Columbia and parts of 
Maryland and Virginia adjacent to the District of Columbia, to 
which a joint rate of $2.84 does not apply. Asks for just, reason- 
able, non-discriminatory and non-prejudicial joint rates from 
points on the Norfolk & Western and the Virginian to destina- 
tions on the Baltimore & Ohio and Pennsylvania, upon a parity 
with rates from points on the lines of the Chesapeake & Ohio in 
the New River District. . 

No. 18676. Knoxville Freight Bureau, in behalf of Chandler & Com- 
pany, Knoxvilie, Tenn., vs. Louisville & Nashville et al. 

Unjust, unreasonable and unduly prejudicial rates, also in vio- 
lation of the fourth section on prepared roofing and allied articles 
from Lockland-Carthage-Cincinnati, O., to Etowah, Ga. Asks for 
reparation. 

No. ~* Illinois Supply Company, St. Louis, Mo., vs. Southern Ry. 
et al. 

Unjust, unreasonable and unlawful rates in violation of the first 
and sixth sections of the interstate commerce act, on common 
brick, from Albion, Ill., to St. Louis, Mo. Asks for reparation. 

No. 18678. Hamilton, Wallace & Bryant, Los Angeles, Cal., vs. Atchi- 
son, Topeka & Santa Fe and Union Pacific. 

Unjust and unreasonable rates and charges on strained honey 
in metal cans, from Phoenix, Ariz., to Omaha, Neb. Asks for just 
and reasonable rates and reparation. 

No. 18679. Irving J. Feldman, trading as Columbia Tool & Supply 
Co., New York, N. Y., vs. Boston & Maine and New York Central. 

Unjust and unreasonable rates on scrap iron from Portsmouth, 
.N. H., to New York Harbor points. Asks for reparation. 

No. 18680. Nebraska Bridge Supply & Lumber Co., Omaha, Neb., vs. 
Chicago, Milwaukee & St. Paul et al. 

Excessive, unjust and unreasonable rate on rough fir lumber, 
also violative of the fourth section, on a shipment from Cherry 
Grove, Ore., to Akron, Ia. Asks for reparation. 

18681. Weifenbach Marble & Tile Co., Los Angeles, Calif., vs. 
Northern Pacific et al. 

Charges in violation of section 6 of the act, on marble from 
Tacoma, Wash., to Los Angeles, Calif. Asks reparation. 

No. 18682. The Tennessee Electric Power Co., Chattanooga, Tenn., 
vs. Nashville, Chattanooga & St. Louis. 

Unreasonable rates and charges on coal from Cartwright, Tenn., 
to Ladds, Tenn., via Bridgeport, Ala. Asks rates for the future, 
and reparation. 

No. 18683. Louis Cohen and Son, Buttonwood, Pa., vs. Central of 
New Jersey et al. 

Rates in violation of sections 1 and 4 of the act, on scrap iron 
from Jersey City, N. J., to Luzerne, Pa. Asks rates for the future, 
and reparation. 

No. 18684. Atlas Metal Co., Cleveland, Ohio, vs. B. & O. Chicago 
Terminal et al. 

Rates on scrap brass from Buffalo and Black Rock, . Bes 
to Cleveland, Ohio, and from Cleveland, Ohio, to points in the 
Chicago, Ill., district. Asks rates for the future, and reparation. 

No. 18685. Magor Car Corporation, Passaic, N. J., vs. DL & W. 

Alleges that complainant has been subjected to the payment 
of increased through rates for transportation of car trucks, fab- 
ricated or assembled, and unfabricated or unassembled from_vari- 
ous points in central and trunk line territories to Athenia, N. J., 
car shops, and thence to the Atlantic seaboard for export, which 
were and are in violation of the first three sections of the act. 
Asks rates, practices and regulations for the future, and rep- 


No. 


aration. 
No. 18686. Fulton Bag & Cotton Mills, Atlanta, Ga., vs. C. e & & 
St. L. et al. 


Rates in violation of section 1 and 4 of the act, on three Car- 
load shipments of burlap bags from Cleveland, O., to St. Louis, 
Mo. Asks reparation. 

No. 18687. Missouri Portland Cement Co., 
Fe et al. 

Unreasonable rates and charges on empty used cement bags 

from stations in Kansas and Missouri to Prospect Hill, and Sugar 


St. Louis, Mo., vs. Santa 


Creek, Mo. Asks rates for the future. 
No. 18689. Ohio Valley Refining Co., St. Marys, W. Va., vs. Baltimore 
& Ohio et al. 


Unjust and unreasonable, unjustly discriminatory and unduly 
prejudicial rates on petroleum and its products from St. Marys, 
W. Va., to destinations in Kentucky, Tennessee, Mississippi, Ala- 
bama, Georgia, Florida, the Carolinas and Virginia, in comparison 
with rates paid by competitors at Parkersburg, W. Va., and other 
oil producing and shipping points. Asks for just and reasonable, 
non-discriminatory and non-prejudicial rates. 

No. 18688. Inland Steel Co. et al., Chicago, Ill., vs. Akron, Canton & 
Youngstown et al. 

Unjust, unreasonable, unduly prejudicial and unduly preferential 
rates on iron and steel between points throughout Central Freight 
Association territory in that they are higher than rates made in 
accordance with the Jones and Laughlin scale with appropriate 
differentials with Zones B, C and D in Michigan. Ask for just 
and reasonable rates for the future. 

Ne. 18690. The American Zinc Products Company, Greencastle, Ind., 
vs. St. Louis-San Francisco et al. 

Unjust, unreasonable, unjustly discriminatory and unduly prej- 
udicial and preferential rates, also in violation of the fourth sec- 
tion on spelter from points in Missouri, Arkansas Oklahoma and 
Kansas to Greencastle, Ind. Asks for just and reasonable rates 
and reparation estimated at $20,000. 


COMMERCIAL AVIATION 


“There already exists in the United States a great air mail 
system, the nucleus of a near-future air transportation net,” 
William P. MacCracken, Jr., Assistant Secretary of Commerce 
in charge of commercial aviation, said this week in a statement 
summarizing the provisions of the air commerce act of 1926 and 
the work being undertaken thereunder. 

“There is the Transcontinental Airway and the New York- 
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Chicago night route, both operated for the government by the 
Postmaster General. There are fourteen other routes in active 
operation by private enterprise under contracts with the Post 
Office Department. Two more airways are expected to be in 
operation in the near future, and still others are projected for 
early contract.” 

Mr. MacCracken characterized the air commerce act of 
1926 as “the legislative corner-stone for the development of civil 
aeronautics in America.” A survey of air transportation is under 
way by the new bureau in the Department of Commerce. 

The regulations provided for in the air commerce act are 
in process of study and preparation, and it is probable they will 
be issued near the close of the present year. 

On his return from the Pacific coast early this week, Sec- 
retary Hoover, of the Department of Commerce, commented on 
the outlook for development of commercial aviation in the 
United States. He believed that the progress in the develop- 
ment of this new agency of transportation would be rapid. He 
predicted the transportation of passengers and high-class or 
valuable merchandise by airplane on a substantial- scale in a 
comparatively short period of time. Mr. Hoover did not think 
that the railroads would feel, in an adverse way, competition 
of air lines. 





RATES ON CANNED MILK 


W. W. Manker, for Armour and Company, followed E. S. 
De Pass, for the National Canners’ Association, on the stand in 
Docket 17906, rates on canned milk from Wisconsin points to 
destinations in the east, heard before Examiner Carter at Chi- 
cago last week. Mr. De Pass concluded his testimony with the 
suggestion that the groups of origin points in Wisconsin on 
which rates were based be rearranged and lower rates be ac- 
corded the groups when canned milk was routed via the car 
ferries from the lake ports to points in the east. 

Mr. Manker gave testimony tending to show that there 
was a large amount of canned milk shipped from the Pacific 
coast to eastern points, and that the plants of his company in 
Wisconsin could not compete with the Pacific coast product. It 
was his opinion that the Wisconsin industry was in bad shape 
and would be further harmed unless a lower rate adjustment 
was made on canned milk moving to the east. 

P. Newell, for Armour and Company, entered exhibits to 
show the short line distances between Wisconsin origin points 
and the east and testified that the short line distance was by 
the car ferry. It was his contention that rates made on a dis- 
tance basis would be satisfactory to the shippers and that the 
earnings on these rates would equal the earnings on rates set 
up by the Commission in I. and S. 2375. 


M. S. Connelly, representing the C. F. A. carriers, statea 
the position of the railroads. He testified that all rates in 
C. F. A. territory on canned milk were on the fifth class basis 
and that the rates from Wisconsin on canned milk had been 
adjusted on less than fifth class basis, and were, in the opinion 
of the carriers, entirely reasonable. 





INITIAL CARRIER IN FRUIT CASE 


D. Crossley and Sons won a judgment September 16 against 
the Chicago, Minneapolis, St. Paul and Omaha Railroad in the 
municipal court of New York City in an action that involved 
damage to fruit stored in transit over a period of five months. 
The decision holds that, where a shipment on a through trans- 
continental rate involves storage in transit, the carrier that ac- 
cepts delivery from the transit storage warehouse is the initial 
carrier as to the subsequent shipment. 

The action, which was prepared by Seymour B. Quel, of 
Nordlinger and Riegelman, atturneys for Oberg Pedersen, New 
York traffic counsel, was for damages on account of freezing of 
a carload of apples shipped from Wenatchee via the Great 
Northern Railway and received without exception and stored in 
Duluth from October, 1921, to March, 1922, when it was delivered 
to the Chicago, Minneapolis, St. Paul and Omaha for reship- 
ment to New York via that railroad and the Chicago and North- 
western, Grand Trunk, and Erie. Suit was instituted in behalf 
of the shipper against the Chicago, Minneapolis, St. Paul and 
Omaha under the Carmack amendment, contending that it was 
the initial carrier and, therefore, liable whether or not the dam- 
mage occurred on its rails. The railroad argued that the Great 
Northern was the initial carrier on the ground that the shipment 
was on a transcontinental rate and the storage was an incident 
to the transit. 


The court sustained the shipper and rendered judgment 
against the carrier. 





CORRECTION 


In the Traffic World, September 18, page 666, in the report 
entitled “Rates on Hosiery,” the testimony attributed to E. F. 
Green was put in by H. E. Ohnmeis, of the Bear Brand Hosiery 
Company. The testimony concerned cotton hosiery, rather than 
hosiery in general. 
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Fast Freight Service 


Between 


SPRINGFIELD, OHIO 


5000 Miles of Electric Railway 
Territory in Ohio-Indiana-Michigan 


Overnight Service 


Dayton, Lima, Columbus, Toledo, Detroit, 
Ft. Wayne, Indianapolis, Cleveland, Richmond, 
Urbana, Bellefontaine. 


2nd Day 


Cincinnati, Hamilton, Middletown, Delaware, 
Marion, Chillicothe, Newark, Zanesville, 
Terre Haute, Peru, Logansport, 

New Castle, Muncie. 


3rd Day 


Louisville, Martinsville, Crawfordsville, La Fayette, 
Anderson, Bluffton, Kokomo, South Bend, 
Grand Rapids, Muskegon, Kalamazoo, 
Battle Creek, Jackson, Lansing. 


Write for free copies of Shippers’ 
Guides and Large Map in Colors. 


The “IC&E” Traction Lines 


J.M. DRAKE, P.R.A. Springfield, Ohio 


THE TRAFFIC 


WORLD 


VISUALIZED 
DEMURRAGE 


Cue runner) 


wy 
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Old and current demurrage claims set- 
tled promptly. 


Our Patented Graphic Charts satisfy 
shipper and railroads. 


We settle claims out of court. 


Our basically patented system shows the 
true situation on each track daily. It 
automatically and graphically shows 
run-arounds, bunching and switching 
delays. 


Write us your demurrage troubles and 
we will advise you our recommendations 
without charge. 


We make no charge for our services 
until a settlement is reached. 


Our charges are based on the amount of 
the claims in dispute and then we charge 
a commission on the amount collected or 
adjusted. 


We also install our system so industries 
can keep their own visual demurrage 
records. 


Our system saves Money, Time and 
Worry. 


THE ROSS DEMURRAGE BUREAU, ING. 


17 Battery Place New York, N. Y. 










































































Personal Notes i 

D. C. Lyon has been made commercial agent of the Trinity 
& Brazos Valley at Oklahoma City. 

R. M. Dunlap has been appointed commercial agent of the 
Louisiana & Arkansas at Fort Worth. 

P. H. Mulcahy has been appointed receiver of the Utah 
Idaho Central Railroad Company by the United States District 
Court for the district of Utah. 

H. C. Higgins has been made general agent of the freight 
department of the Minneapolis & St. Louis at Minneapolis. 

H. E. Draper has been appointed freight representative of 
the Nickel Plate at Indianapois. 

Parker McCollester, formerly assistant general solicitor and 
commerce counsel of the New York Central Lines, has become 
a member of the firm of Lord, Day & Lord, New York City. 

George F. Brownell, vice-president and general counsel of 
the Erie, has announced the appointment of Paca Oberlin, who 
has been a member of the Commission’s staff of examiners, en- 
gaged largely on finance bureau work, as assistant to the vice- 
president. 

Thorne A. Browne, chairman of the Nebraska commission, 
has resigned to become industrial commissioner of the Omaha 
Chamber of Commerce. 

Lee Dennis, who resigned from the Montana commission two 
years ago to run for governor on the Republican ticket, has 
been nominated for a place on the commission. 

Fred H. Hicks, formerly traffic representative at New York 
of the Reading, has been appointed southern freight agent of 
that road at Atlanta. He began work with that road shortly 


after the war as traveling freight agent. He succeeds R. E. 
Burnett, resigned. 


DOINGS OF THE TRAFFIC CLUB 


The Traffic Club of New York will hold a meeting, Septem- 


ber 28, at the Waldorf-Astoria. A nominating committee will 
be appointed. 











The Omaha Traffic Club will hold “South Omaha Night” 
September 28. Thorne Browne, manager of the Industrial 
Bureau of the Omaha Chamber of Commerce, will be the 
speaker. 


The Traffic Club of Detroit will hold a smoker, September 
27, at the Statler hotel. 





The Junior Traffic Club of St. Louis was a guest of the Mis- 
souri Pacific on a tour of inspection of the road’s terminal Sep- 
tember 25. The club held a conference on motor vehicle 
transportation September 21. An outing will be held October 3. 
The first annual banquet will be held November 9. 





The Traffic Club of Memphis will hold its first luncheon of 
the fall season at the Hotel Gayoso September 27. 





The Traffic Club of Kalamazoo held its first social meeting 
of the season at the Columbia hotel, September 21, when the 
members and their friends were guests of the Ryder Coal Com- 
pany. 





The Women’s Traffic Club of Los Angeles met September 15. 
S. T. Graves, member of the state legislature, was the speaker. 
The club met with the Los Angeles Transportation Club for a 
joint picnic at the Malibu Country Club September 25. Miss 
Ella A. Hausen, first president of the club, has been made dele- 
gate to the semi-annual convention of the Associated Traffic 
Clubs of America to be held at Milwaukee. 





The Transportation Club of St. Paul met at luncheon at 
the St. Paul hotel September 21. i 





The Traffic Club of Kansas City met at luncheon at the 
Hotel Baltimore September 21. Congressman E. C. Ellis, of 
Missouri, spoke on “Immigration and Deportation.” 





The Los Angeles Transportation Club has elected the follow- 
ing officers for the coming year: President, E. D. Briggs, man- 
ager, the Main Warehouse; vice-president, H. R. Dorr, traffic 
manager of Norton, Lilly & Co.; and secretary-treasurer, L. 
G. Wilson, secretary of the Carmichael Traffic Corporation. The 
board of directors was elected as follows: T. A. L. Loretz, 
traffic manager, Llewelyn Iron Works; H. H. Halverson, traffic 
manager, Star Truck & Transfer Company; J. Thompson, traffic 
manager, Layne & Bowler Corporation; R. A. Dutton, traffic 
manager, Richfield Oil Company; C. F. Partee, president, Pacific- 
Southwest Warehouse Company; Stafford Harlow, traffic man- 
ager, American-Hawaiian S. S. Company; H. R. Bingham, 
general agent, Missouri-Pacific; T. J. Day, freight traffic man- 
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ager, Pacific Electric; 


and W. E. Fitzpatrick, freight claim 
agent, Union Pacific. 





The Traffic Club of Oklahoma City met at luncheon Septem- 
ber 20. 





The Traffic Club of New Orleans held its first luncheon of 
the fall season September 20. O. R. Whilden was the speaker. 





The Indianapolis Traffic Club has approved the resolutions 
and the slogan adopted by the Associated Traffic Clubs of 
America at Dallas. 





The Junior Traffic Club of Chicago held its fall golf tourna- 
ment at Mid-City golf course September 18. The next meeting 
will be held October 7, with a dinner and several speakers. 





The Traffic Club of Chicago will go on a tour of inspection 
of the Illinois Central’s new Markham yard September 30. 





The Pacific Traffic Association met September 14. Dr. C. M. 
Thomas spoke on the development of Mexico, saying that the 
development of the northwest portion of that country was only 
in its infancy. He pointed out mineral and agricultural re- 
sources of the section, and said that it was in the richest mining 
belt in the world. 





The Traffic Club of St. Louis will meet at luncheon Sep- 
tember 27. Hugh K. Wagner, president of the Greater St. Louis 
Conference, will speak on “City-County Consolidation.” 





The Traffic Institute of Kansas City, an organization 
sponsored by the Traffic Club of Kansas City, will open its 
fifth year with the first evening class September 30, at the Balti- 
more hotel. The object of the organization is to instruct in the 
application and interpretation of freight tariffs and classifica- 
tions. The institute is governed by a board of control composed 
of ten members, five of whom are appointed by the president of 
the traffic club and five elected by the student body. The board 
is made up as follows: Charles D. Dooley, chairman, T. M., Peet 
Brothers Manufacturing Company; A. W. Mackie, manager, 
Combustion Equipment Company; George F. MacGregor, Ex. G. 
A., Frisco Lines; M. A. Gray, T. M., H. D. Lee Merc. Company, 
and G. L. Walker, T. M., Continental Oil Company. The class 
officers are as follows: President, W. S. Graham, of the Coch- 
rane Brokerage Company; vice-presidents, J. J. Wilhelm, of the 
Standard Oil Company, and J. H. Weaver, of the Kansas City 
Railroad Clearing House Association; secretary, L. W. Johnson, 
of the St. Louis Southwestern, and treasurer, G. W. Story, of 
the Frisco. 


INCREASED RAILROAD LOAD 


Due to the increase in traffic as well as larger and heavier 
equipment, the railroad tracks of this country are now bearing 
daily more than thirty per cent greater load than they did in 
1921, R. H. Aishton, President of the American Railway Asso- 
ciation today told the forty-fourth annual convention of the 
Railway Roadmasters & Maintenence of Way Association at 
the opening session in Chicago, Sept. 20. Said he: 


What this increased load on the track means can best be 
illustrated by the fact that in 1925 the railroad bought 2,179,201 
gross tons of steel rails and 21,672,754 cubic yards of all kinds 
of ballast. This does not include the ballast hauled from their 
own gravel pits, quarries or power plants. . 

This 21,672,754 cubic yards of ballast purchased by the rail- 
roads in 1925, if spread over the entire area of the loop district 
in Chicago, extending from Lake to Van Buren streets on one 
side and from Wabash avenue to Wells street on the other side, 
would make a pile approximately seventy feet high or three times 
as high as the elevated tracks. 

The steel rail purchased last year by the railroads if laid end 
to end in a single line would extend 27,700 miles which is 
equivalent to the distance around the world at the equator and 
2,700 miles over. : 

The railroads in 1925 also purchased 83,073,059 cross ties 
which if placed side by side would form a solid board walk some 
eight feet wide and eight inches deep, extending a distance of 
10,490 miles, These same ties if placed endwise would form a 
solid stringer more than 125,000 miles long or more than half the 
distance to the moon. 

The problems of the railroads have changed in the last few 
years. The great problem some years ago was whether the rail- 
roads would be able to continue under private management, but 
the World War, the after effects of the War and the demon- 
strated ability of the railroads to handle any problem put be- 
fore them has resulted in little being heard about that question 
at the present time. You are, however, hearing continually about 
the future of waterways, motor truck and motor busses and even 
of airplane transportation in competition with the railways. 
The answer to all these things is a continued increase in efficiency 
together with the necessity for continuing to render more and 
more adequate service to the public at the lowest possible cost. 


If these things are done, you need not fear the future of the 
railways. 


GUARANTY CERTIFICATE 
The Commission has certified to the Secretary of the Treas- 
ury that $2,428.73 will make good the guaranty, under section 


209 of the transportation act, to the Unadilla Valley Railway 
Company of New York. 
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WETZEL 


Drop Front Tariff Files 


WETZEL DROP FRONT TARIFF FILES are 
acknowledged to be standard equipment for filing 
and referring to freight and passenger tariffs by 
Traffic Managers and Chiefs of Tariff Bureaus. 
They are unequaled for efficiency, convenience 
and simplicity. 





These tariff files come in sections, as illustrated, 
which are designed, constructed and finished to 
harmonize with the best makes of office furniture. 
Additional sections can be added to meet your 
future requirements. 





Ti—Top Section 





T2—Tariff File Section with 24 2-inch Drop Frent Tariff Files 





T3—Tariff File Section with 16 83-inch Drop Front Tariff Files 





T5—Sliding Shelf Section 





T4—Tariff File Section with 12 4-inch Drop Front Tariff Files 





Té—Twe Drawer Storage Section 





T7—Lew Sanitary Base Section 


Write us for information 


P. A. Wetzel Company 


Manufacturers 


SPRINGFIELD, ILLINOIS 
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A Word of Caution 
About Shipping Guides! 


Any one of the shipping guides 
published is better than nothing! 


A man who had never used any shipping 
guide would be greatly pleased at the time 
and money saved by the use of one. 


What YOU want to know, however, is 
which is THE BEST, and that can be deter- 


mined only by knowing what people who have 
USED ALL THE GUIDES published say. 


Fortunately, we are able to give you that 
information. 


THE ESTERBROOK STEEL PEN 
MANUFACTURING COMPANY, a con- 
cern shipping their goods to every place in the 
United States and Canada—in fact almost all 
over the world, have, of course, a completely 
equipped traffic department. Read what 
they say about 


LEONARD’S GUIDE FOR SHIPPERS 






“Camden, N. J., Dec. 30, 1925. 

“This rate book is the third type we 
have used, and THE OTHER TWO 
CANNOT BE COMPARED TO 
YOURS for accuracy, simplicity, de- 
pendability, and that one essentia!— 
speed, and the care of keeping the 
guide up to the minute.” 
















We only publish one type of guide. 
It is all there—FREIGHT, PARCEL POST 
and EXPRESS, RATES and ROUTING. 
No other one book contains all this infor- 
mation. 










Before you subscribe to any shipping 
guide, send to our New York or Chicago 
office for sample sheets, so that you can 
judge for yourselves. 


Investigation may save you disap- 
pointment. 


G. R. LEONARD & CO., Inc. 


155 North Clark Street 15 East 26th Street 
CHICAGO NEW YORK 





















































































































































































































































































THE 


TRAFFIC WORLD 








Vol. XXXVIII, No. 13 


Terminal Freight Services and Allowances 


Ninth of a Series of Sixteen Articles on This Subject, Written for The Traffic World, by 
G. Lloyd Wilson, Ph. D., Assistant Professor of Commerce and Transportation 
University of Pennsylvania - 


Special tariffs of certain carriers publish rules, regulations, 


and charges that amend, in part, or supplement the rules, regula- 
tions, and charges applying on designated classes of traffic at 
certain terminals. These tariffs usually are required to be pub- 
lished to meet the needs of certain branches of trade or to 
provide the basis for additional compensation for additional or 
special facilities provided consignees under unusual circum- 
stances at these terminals. 


Track Storage of Fruits and Vegetables 


A special tariff of the Pennsylvania System publishes rules 
and rates applying on fruits and vegetables in carload lots held 
for storage or for reconsignment at the Pennsylvania Lines 
Produce Yards at Pittsburgh, Pa. These special rules and 
changes are in force at all the carload delivery tracks of the 
P. R. R. in the produce delivery district of Pittsburgh from April 
1 to December 15, inclusive, of each year. After this period, 
during which the east and west bound movement of fruits and 
vegetables flows through these great yards, the special rules 
and charges are suspended and the normal demurrage charges 
and rules provided for in the general demurrage tariff of the 
American Railway Association Tariff Bureau are applied to cars 
stored in these yards.’ 

During the season, however, track storage charges are as- 
sessed in addition to the demurrage charges on all carload ship- 
ments of fruits and vegetables arriving at Pittsburgh via the 
Pennsylvania Eastern Lines, Western Lines, and P. C. C. and 
St. L. Railroad when the contents of the cars are delivered to 
consignees from the tracks of the Pennsylvania System or when 
the cars are reconsigned after arrival at the yards. 

The following scale of track storage charges is provided: 


For the first forty-eight hours after the car is placed on the 
team track for delivery, no charge; for the next succeeding two 
days, per day or fraction of a day, $1; for the next succeeding two 
days, per day or fraction of a day, $3; for each succeeding day or 
fraction of a day thereafter, $4. 


Sundays and legal holidays are excepted in computing free 
time in connection with track storage charges as in the com- 
putation of demurrage. 

These charges, when combined with the applicable demur- 
rage charges, give the scale of detention charges on this traffic 
at this terminal as thus shown in table No. 1: 


(1) (2) (3) 
First forty-eight hours after placement......... Free Free Free 
Next succeeding two days, or fraction of a day. .$2.00 $1.00 $3.00 
Next succeeding two days, or fraction of a day.. 2.00 3.00 5.00 
Each succeding day, or fraction of a day........ 5.00 4.00 9.00 


(1) Demurrage charges per day. (2) Track storage charges per 
day. (3) Total charges per day. 


The time is computed in assessing track storage charges 
from the first seven o’clock A. M. after the car is placed for de- 
livery and after the day on which the notice of the arrival of 
the car is sent or given the consignee. 

Track storage charges, like demurrage and storage charges 
on carload freight traffic, are waived when the consignee cannot 
take delivery because of the interference of weather or errors of 
the carriers. The tariff of the Pennsylvania System applying 
on fruits and vegetables at Pittsburgh provides that no track 
storage charges will be assessed on shipments held in cars be- 
yond free time because of the following conditions: 


1. When the condition of the weather during the prescribed free 
time is such as to make it impossible to employ men or teams in 
ns the freight from the cars without serious injury to the 
freight. 

2. When it is impossible to get to the cars to unload them during 
the prescribed free time period because of high water or snow drifts. 

When the shipments are frozen so as to prevent unloading 
within the prescribed free time. 

4. When errors of railroad employes prevent a proper tender 
of delivery of the freight. 


In all the cases cited, adjustments are made giving the con- 
signees additional free time so that they will have the same 
amount of free time for unloading the cars as they would have 
had but for the interference of weather conditions or for the 
railroad errors.” 


Storage of Fruits and Vegetables in Storage Warehouse 


Special rules and charges were provided by a storage tariff 
of the Pennsylvania Railroad to be applied on carload shipments 
of fruits and vegetables which arrived at the Pittsburgh Produce 


See A. R. A. Tariff Bureau, Freight Tariff 1-E, I. C. C. No. 1491. 
2G. O., I. C, C., No. 11087, Supplement 13, Item 4. 





Yards of that railroad over its lines to be sold at auction in the 
storage warehouse which was maintained for that purpose. 
Shipments of commodities of this class were required to be un- 
loaded by the owners or by the consignees. 

A period of forty-eight hours’ free time was allowed for 
unloading the freight on all such shipments when the cars were 
placed directly on arrival on the storage warehouse track. After 
this period expired, the shipments were subject to the demur- 
rage or car service regulations and charges provided by the 
demurrage tariff of the A. R. A. Tariff Bureau, to which tariff 
the carrier is a party, if the process of unloading the goods 
from cars to the warehouse is not completed, as well as to track 
storage charges, provided to be added to the demurrage charges. 
These charges were assessed up to seven o’clock A. M. follow- 
ing the completion of the unloading of the cars. After seven 
o’clock A. M. following the day of the completion of the unload- 
ing of the freight the storage warehouse storage charges were 
assessed as shown in the table following. Consignees were 
allowed a total of forty-eight hours’ free time without any de- 
murrage, track storage, or warehouse storage charges being 
assessed. 

When the cars are held on tracks at the terminal yard be- 
fore the contents are unloaded into warehouse, demurrage, or 
car service and track storage charges were applied up to seven 
o’clock A. M. after the contents of the cars were unloaded into 
the warehouse. After this time, warehouse storage charges were 
assessed. No additional free time, except the customary period 
of forty-eight hours’ free time provided by the demurrage and 
track storage tariffs, was granted to consignees. 

Two sets of rates were provided, the first to be applied dur- 
ing the period of greatest activity in the fruit and vegetable 
trade, between April 1 and December 15, inclusive, and the sec- 
ond, from December 16 to March 31, inclusive (table No. (2): 


Charges, April 1 to December 15: 
For the first two days per car per day or fraction of a day for 


aol 4 portion of the contents of the car not removed from the 
car, 7 


For the next succeeding two days, per car per d i 
tease Oe ys, Dp Dp ay or fraction 


_ For each succeding day until the contents of the cars were en- 
tirely removed, per car per day, $6.30. 
Charges, December 16 to March 31: 


Per car per day or fraction of a day-until the entire contents of 
the car were removed, $1.35. . 


Sundays and national, state and municipal legal holidays 
were excluded in computing time in connection with warehouse 
storage charges as in connection with other forms of storage 
charges. The following Mondays were excluded from count 
when holidays fell upon Sundays. The time was computed 
similarly from the first seven o’clock A. M. after the cars were 
placed for delivery and the notices of arrival were sent or given 
to the consignees. These charges were canceled when the car- 
rier leased its storage warehouse to a warehouse company and 
at present the charges of the lessee are applied.* 


Dock Storage 


Special rules and charges differing from the rules and 
charges to ordinary carload freight traffic, L. C. L. traffic, ex- 
plosives, and other dangerous freight, and fruits and vegetables 
held under track or warehouse storage, are applied in connection 
with pig iron and iron ore stored at Great Lakes ports by the 
various rail lines maintaining lake terminals for the accommoda- 
tion of this traffic. 

A typical tariff in effect at Buffalo, New York, at the Buffalo 
Ore Docks, provides for the assessment of storage charges at 
the rate of 1% cents a ton of 2,240 pounds a month or fraction 
of a month on iron ore received from lake steamers. This 
charge is applied to all such freight remaining on the docks at 
the opening of navigation at May first of each year until it is 
removed. 

Ex-lake iron ore stored on the docks is subject to storage 
charges at the rate of 1 cent a gross ton a month. The charges 
are computed on the weighted daily average tonnage of ore 
stored on the dock. The carrier reserves the right to allot the 
space as it is available, since the amount of storage space is 
limited. The storage charges are collected monthly and the 
ore is stored entirely at the risk of the owners of the property. 


The method of computing storage charges according to the 
weighted daily average of ore on hand is somewhat similar to 
the average method of settling demurrage. A typical monthly 
calculation is shown in tables No. 3 and 4. 





3SItems No. 5 G. O., I. C. C. No. 11087, and Supplement 13. 
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MIDDLESEX 
TRANSPORTATION CO. 


Operating FAST FREIGHT SERVICE Eetween 


NEW YORK = NEW BRUNSWICK, WJ. 


Steamers Leave NEW YORK DAILY (Except Sundays) 
from PIER 13, NORTH RIVER, at 3 P.M. 








eRIDGEWOOD 

































° SOUTH RIVER 


NEW 
BRUNSWICK 









Steamer Connections Made with and Freight Delivered to Leading 


Water Lines in, New York Harbor 


Prompt and Reliable Service Guaranteed 


THE MIDDLESEX TRANSPORTATION CO 


Also operate DAILY EXPRESS AUTO SERVICE 


Between Camden, Elizabeth, Jersey City, 
Newark, New Brunswick, Rahway, 
Trenton, Philadelphia 


And the following cities in New Jersey: 


Arlington ......N. J. Harrison ...... > Oe Perth Amboy...N. J. 
Bayonne ....... N. J. Highland Park..N. J. Philadelphia ..... Pa. 
Belleville ......N. J. | Hightstown ....N. J. Plainfield ...... w. J. 
Bloomfield ..... N. J. | Hoboken ......N. J. Princeton ..... N. J. 
Bogota ........ N. J. Irvington ...... Ni Js Rahway ....... N. J. 
Bound Brook...N. J. Jersey City ....N. J. Raritan ...sce N. J. 
SUNG «60.00 J. Kearney ...... N. J. Ridgefield ...... N. J. 
Camden lef EE sccccsce N. J. | Ridgefield Park.N. J. 
Chatham N. J. ERE Sc cccces N. J. | Ridgewood ..... N. J. 
Chreme ..ccce. N. J. N. J. Roselle Park...N. J. 
Pee N. J. Lyndhurst .....N. J. | Roselle ........N. de 
Cranbury ..... N. J. Maplewood ....N. J. Rutherford ..... N. J. 
Cranferd ...... N. J. | Madison ....... N. J. | Somerville .....N. J. 
DOVER. cecccces N. J. | Millburn ...... N. J. | South Amboy ..N. J. 
Dunellen ...... N. J. Milltown ...... N. J. | South Orange ..N. J. 
East Millstone .N. J. Montclair ......N. J. | South River ...N. J. 
East Newark ..N. J. Morristown ....N. J. Springfield ....N. J. 
East Orange ...N. J. Metuchen ..... N. J. Summit ..-.... N. J. 
Elizabeth ...... N. J. | Newark .....<. We De) TR. 6.00 s0 N. J. 
Englewood ....N. J. New Brunswick.N. J. Union Hill..... nN. 
Fanw eee: eS North Bergen..N. J. Weehawken ....N. J. 
Garfield ....... N. J. TOMBS .ccccces N. J Westfield ...... N. J. 
Garwood ...... N. J. ee N.. J. West Hoboken .N. J. 
Guttenberg ....N. J. Passaic ........ N. J. | West New York.N. J. 
Hackensack ...N. J. Paterson ...... N. J. | Woodbridge ...N. J. 
West Orange....N. J. 
TERMINALS 


PHILADELPHIA, PA. 
Philadelphia Local Express 
1004 Spring Garden Street 
Phone POPLAR 0424 Phone 3509 & 3562 
NEWARK, N. J. NEW BRUNSWICK, N. J. 
General Storage Warehouse Co. Main Office 
68 Commercial Street 
Phone: MARKET 3384 


TRENTON, N. J. 
Anchor Warehouse Co. 


Phone: 401-410 





New York & Olden Ave. 


Foot Hamilton Street 
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DAILY WEIGHTED AVERAGE TONNAGE STORED INTO 
STORAGE (TABLE NO. 3) 
Ore on hand on dock (balance carried from previous month), 
May 1, 300,000 tons. . 


Placed on dock May 1, 5,000 tons 
Placed on dock May 2, 5,000 tons 
Placed on dock May 5, 5,000 tons 
Placed on dock May 8, 5,000 tons 


Placed on dock May 15, 5,000 tons 
Placed on dock May 22, 5,000 tons 
Placed on dock May 27, 5,000 tons 
Placed on dock May 30, 5,000 tons 


The consignee in this case would be debited for storage charges 
at the end of May as follows: 
300,000 tons stored 31 dayS...........+... 9,300,000 ton-days (tons 1 day) 
5,000 tons stored 29 dayS............6. 145,000 ton-days 
5,000 tons stored 26 dayS.............. 130,000 ton-days 
5,000 tons stored 23 dayS...........+6. 115,000 ton-days 
5,000 tons stored 16 days.............. 80,000 ton-days 
5,000 tons stored 45,000 ton-days 
5,000 tons stored 20,000 ton-days 
5,000 tons. atered 1 Gay 2.026 dheccdccde 5,000 ton-days 


Total—9,840,000 ton-days debits 





As an offset to these ton-days debited against the owner 
of the ore, the carrier credits the weighted daily tonnage for- 
warded from the docks, as shown in table No. 4: 


DAILY WEIGHTED AVERAGE TONNAGE FORWARDED 
Forwarded from docks May 10,000 tons 
Forwarded from docks May 8, 10,000 tons 
Forwarded from docks May 13, 5,000 tons 
Forwarded from docks May 20, 5,000 tons 
Forwarded from docks May 23, 5,000 tons 
Forwarded from docks May 29, 10,000 tons 
The owner of the ore is credited with these amounts forwarded 
as follows: ° 


oo Ge 


gk ST BR FN ere Teer 280,000 ton-days (tons 1 day) 
Se ee Oe: Wt Gs bceeeccdelce cecweeee 230,000 ton-days 
SBS of 8 eee Cerreere tt 90,000 ton-days 
5,000 tons @ 11 dayS.........cseereeeeee 55,000 ton-days 
RS) eee oe oe 10,000 ton-days 


ee Se P.-E IR new oc cate eucbaccad 20,000 ton-days 


Total—715,000 ton-days credits 


The total monthly credits are offset against the total 
monthly debits and the excess debits are charged at the rate of 
11% cents per ton per month. In this case the storage charges 
for May are as follows: 


9,840,000 ton-days 
715,000 ton-days 


9,125,000 ton-days 


The result is divided by 31 to find the number of tons stored 
per month: 


31)9,125,000(294,355 tons stored one month 
294,355 tons one month @ ic per ton per month = $ 


2,943.5: 
Dock storage charges for month........cccccccccccces 2,94 


3 
43.5% 


ocr 
ore 


ye 


Similar storage charges and* an identical system of com- 
puting weighted average monthly tonnages is provided by the 
tariff of the Pennsylvania Railroad for application with iron ore 
at Erie, Pa.‘ 


Storage of General Traffic Received at Lake Ports 


Carload traffic, except bulk freight, bulk grain, pig iron, 
and ore, received at Buffalo, N. Y., from the Great Lakes Transit 
Corporation is stored at terminal warehouses at the orders of 
shippers or consignees or while awaiting further orders govern- 
ing movement. Additional charges are added to the freight 
rates to compensate the carriers for their extra services. 

Shipments held in the warehouses or on the docks of the 
Pennsylvania Railroad at Buffalo, N. Y., are subject to an ad- 
ditional charge of 14% cents a hundred pounds to compensate 
the carrier for the extra handling and warehousing services. 
Storage for a period of not more than twenty days is included in 
this charge. 

If the shipments subject to this charge are not ordered to 
be forwarded within twenty days additional storage charges are 
assessed according to the season of the year. Between the dates 
of April 1 and November 30 of each year, while the navigation 
of the Great Lakes is open, storage charges are assessed at the 
rate of 1% cents a hundred pounds per ten-day period for each 
period of ten days or fraction of a period beyond the first period 
of twenty days. For the period between December 1 and March 
31, when navigation of the lakes is closed, storage charges be- 
yond the first period of twenty days are reduced to 2% cents a 
hundred pounds for each period of thirty days or fraction of a 
period. 

Traffic on storage under storage charges on November 30 
of each year is charged at the rate of 1% cents a hundred 
pounds a ten-day period up to the end of the ten-day period in 
which November 30 is included, and then at the rate of 21%4 cents 
a hundred pounds per thirty-day period or fraction of a period 
in which March 31 is included. Thereafter, charges are again 
assessed at the rate of 1% cents a ten-day period. 

The table below illustrates the charges to be assessed on 


*See Items 2 and 3, G. O., I. C. C. No. 11087, and Supplement 13, 
Items 2 and 3. See also G. O., I. C. C. No. 12842 and 12843 for storage 
and reconsignment arrangements on ex-lake traffic at Buffalo, N. Y., 
and Erie, Pa. 
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ex-lake traffic held at railroad terminals at Buffalo as provided 
in the tariff of storage rules governing ex-lake traffic in carloads 
at this terminal.® 


All commodities, carloads, excepting: Bulk freight, bulk grain, 
pig iron, ore, storage and handling, first 20 days, 1% cents per 
hundred pounds; succeeding periods of April to November 30, in- 
clusive, 14% cents per hundred pounds per 10-day period or fraction 
thereof; beyond first 20 days, December 1 to March 31, inclusive, 
2% cents per hundred pounds per 30-day period or fraction thereof; 
beyond one year, 13 cents per ton per day. 


The carriers assume no liability as carriers while the freight 
is held in store except the liability as warehousemen, and as 
such are liable only for loss and damage which results from 
their negligence. 

If disposition orders are not received by the carriers held 
on the docks or in warefiouses within one year from the date 
of arrival at the terminal;.the freight loses the privilege of being 
forwarded at through rates and is sent to public warehouses at 
the risk and expense of the owner. If no public warehouse is 
available the freight is allowed to remain on the docks or in 
the warehouses of the carrier. Storage charges are assessed 
after the expiration of one year at the rate of 13 cents per 
gross or net ton, depending upon the basis on which the freight 
is rated per day until removed. 





5G. O., I. C. C. No. 12872, Rule 2. 


DISCRIMINATION AGAINST U. 8. SHIPS 


The Traffic World New York Bureau 


Charges that the Spanish government is discriminating in 
favor of its own vessels against those flying the American flag, 
through an interpretation of local laws aimed primarily at other 
European vessels, are made by Henry E. Frick, vice president 
of-the American Export Lines, who returned to New York re- 
cently from a tour of Continental ports. These restrictions in- 
clude rebating by some of the foreign lines, discriminatory taxes 
generally, and, more specifically, the Spanish tonnage tax act. 

This law provides that steamers loading or discharging 
part cargoes or passengers in Spain for or from trans-Atlantic 
ports, when having on board other cargo or passengers from 
or bound to European ports must pay 1.50 pesetas per net regis- 
tered ton if loading in Spain or discharging in Spain more than 
half of their carrying capacity and one peseta per net registered 
ton if loading or discharging in Spain less than half of their 
total carrying capacity. 

Steamers have the option of paying instead of the above 
mentioned taxes a yearly tax of 4 pesetas per net registered 
ton. Steamers loading or discharging full cargoes in Spain are 
exempted from payment of these taxes. Steamers loading ex- 
clusively with fresh fruit also are exempted and incidentally 
onions are included in the fruit category. 

“The tonnage tax,” Mr. Frick says, “was established for 


the protection of Spanish tonnage, against the inroads of French ' 


and Italian competition, but under the interpretation of the 
law vessels trading between England, France, Germany or other 
European countries, and Spanish ports are exempt from the 
tax on the ground that they do not operate on high seas. The 
tax, therefore, is actually a discrimination against commerce 
between United States and Mediterranean ports. 

“In some instances steamship companies have attempted to 
avoid this tax by inserting clauses in their bills of lading or 
charter parties providing that all dues on cargo in Spain or 
dues imposed on steamers in Spain by reason of having this 
cargo on board shall be paid by the cargo. This procedure, 
however, has proved useless, because when the shippers or 
consignees of cargo carried on steamers of other than Spanish 
lines are penalized, shippers merely revert to shipping by Span- 
ish vessels, thereby avoiding the additional expense.” 

As to rebating, Mr. Frick mentioned the practice of foreign 
lines operating from Marseilles in protecting favored shippers 
by accepting shipments at less than the current rate of ex- 
change, this amounting in some instances to a rebate of 30 
francs to the pound sterling. 


OCEAN RATE INCREASES 


The Traffic World New York Bureau 


A general increase in ocean freight rates, effective imme 
diately, has been decided on by the North Atlantic United King- 
dom Conference on account of the increased cost of operation, 
due to the British coal strike. Since the beginning of the strike 
the vessels in this trade have been obliged to bunker on this 
side, carrying enough fuel for the round trip, thus displacing 
a large volume of cargo. n addition they have ben obliged 
to pay higher prices for their coal. 

In view of the fact that settlement of the strike, seemingly, 
is still far og, it was announced that the general increase i 
rates had been adopted. Specific increases of 15 cents per 100 
pounds on tobacco and of 10 cents on lumber and cotton are 
announced and on all other commodities a general increase of 
15 per cent is made, with the exception of provisions and apples, 
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Operate Own Motor Fleet and Switch Engine. Served by Ten Railroads and Federal Barge Line 
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OFFICES: 1001 FALLS BUILDING Members A. W. A. P. O. BOX 1025 
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the rates on which are fixed by seasonal agreements now in 
effect. It was explained that shortage of tonnage was not a 
factor in the increase, which is to be collected as a surcharge 
over the existing tariffs.in order to meet the prevailing con- 
ditions of operating costs. 

Several changes in rates have been made by freight con- 
ferences. The United Kingdom lines have extended the puxes- 
ent tariffs on boxed apples and boxed cranberriers until August 
31, 1927. The trans-Atlantic Continental lines have fixed rates 
on automobiles and trucks and. parts, set up or knocked down, 
up to three tons in weight per box or crate, 20c per cubic 
foot or 40c per 100 pounds to Antwerp, Rotterdam and Am- 
sterdam, 221%4c per cubic foot or 45c per 100 pounds to Ham- 
burg or Bremen; on pieces or packages over three tons each 
the heavy lift scale applies. The same lines have fixed rates 
on automobile accessories and tires boxed or crated 30c per 
cubic foot or 60c per 100 pounds to Antwerp, Rotterdam and 
Amsterdam, 324%c per cubic foot or 65c per 100 pounds to 
Hamburg and Bremen. 

For volume of business and the high level of rates, the 
full cargo market in the last few days has surpassed all pre- 
vious records. Quotations have changed almost hourly and 
for that reason any table of rates more than a day old is of 
little value. The large numbers of fixtures of vessels for the 
coal trade has forced grain shippers to await more favorable 
opportunities, with the result that the grain trade has been 
inactive. In order to compete with coal, grain shippers would 
have to. pay the equivalent of more than 30 cents a 100 pounds, 
which under present conditions is regarded as _ prohibitive. 
As an indication of the breadth of the existing market, as 
many as seventy vessels have been chartered for the coal traffic 
in one day. 

The demand ‘for coal space is admitted by all concerned to 
be a temporary affair, depending on the duration of the British 
mine strike. All previous expectations with respect to the end 
of the strike have been wrong, and shippers have faced the 
dilemma of contracting for future requirements at the existing 
high level, with the prospect that they may be left with con- 
tracts at exorbitant rates in the event of a sudden collapse 
of the market, or of waiting to get prompt vessels at the last 
moment, with the danger of having to pay still higher rates. 

While the present ‘runaway market is the outcome of the 
coal situation, a large grain business throughout the winter is 
in sight. Charter rates may react from the existing level, but 
there is every indication that they will continue high in com- 
parison with last year, even if the strike in Britain ends in the 
near future. 

Among the vessels fixed recently, rates have ranged between 
21 and 28 shillings a ton from Hampton Roads to the United 
Kingdom. Only four or five ships have been placed for grain 
where normally the charters would be heavy. Rates in other 
trades are just now beginning to reflect the strength in the 
north Atlantic, as the number of ships drawn into the coal 
traffic have diminished the supply elsewhere. 

Information received by the New York Merchants’ Asso- 
ciation from Havana states that the new Cuban tariff rates now 
before President Machado for his approval or disapproval will 
not be sanctioned until the Secretary of the Treasury, Dr. Her- 
nandez Cartaya, returns to Havana from the United States. 
This information will be of value to American firms trading 
with Cuba, the association feels. The proposed tariff changes 
were recommended by a tariff commission of the Cuban gov- 
ernment. 

Beginning October 1, dockage charges of one-half cent per 
gross ton per day will be levied on ships docking at the municipal 
wharves in the turning basin at Houston. In addition, there will 
be a flat shed charge of $50. These charges will conform with 
those of private concerns at Houston. It is pointed out that 
the dock charge at New Orleans is 3c per gross ton for the first 
day, with a graduated scale thereafter, totaling 12%c for the 
first six days. At Galveston the charge is 3c for the first day, 
2c for the second and free thereafter. The New Orleans shed 
charge is based on 3c per gross ton, or about $150 for the class 
of vessels calling at Houston. At Galveston the shed charge 
ranges from $125 to $175 for various classes of vessels. Coast- 
wise vessels and those lifting cargoes of scrap iron, coal, oil, or 
fruit from open docks are exempt from the shed charges. 


ELECTRIC SWITCH RATES 


Attorneys for the complainant and the respondent in No. 
31, The Trumbull-Vanderpoel Electric Manufacturing Co., Inc., 
vs. Luckenbach Steamship Co., Inc., have filed briefs with the 
Shipping Board, the former asking for a finding that the rates 
charged on what it calls enclosed electric switches, shipped from 
New York to Los Angeles, San Francisco and Portland, since 
January 1, 1924, were illegal to the extent they exceeded $1.20 
in less than carloads and 90 cents in carloads, minimum 10,000. 
The steamship company admitted that charges in excess of 
$2.20 were improper and said it was prepared to make refund 
to the basis of $2.20. It contended that the articles shipped 
were not switches and therefore not entitled to the rates ap- 
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plicable on switches. It contended that the thing shipped was 
a combination article properly classified as a switch box, steel 
or iron, with interior fittings, and as such required to pay the 


‘rate of $2.20 imposed on some shipments, and not entitled to the 


lower rates imposed on switches. It contended that, under the 
classification rule, the .whole of such a combination took the 
rate on the highest rated article in the combination. 


SALE OF GULF LINES 


The Shipping Board, September 21, approved the placing 
of an advertisement for the sale of the American Delta Line 
and of the American Dispatch Line as a unified service. The 
lines operate between Gulf ports and the east coast of South 
America. The decision to offer the lines for sale was announced 
recently. At that time, however, the board indicated that 
the American Republics Line, operating between New York and 
the east coast of South America, would be offered for sale at 
the same time the Gulf services were put on the market. Offi- 
cials said it had been decided to offer the American Republics 
Line for sale separately later. Bids for the American Delta and 
American Dispatch lines will be received November 10. 


COMPLAINTS FILED WITH BOARD 


In No. 34, the Biltmore Flooring Company vs. Mobile Liners, 
Inc., filed with the division of regulation of the Shipping Board, 
the complainant attacks the rates on hardwood flooring from 
Mobile, Ala., to Tampa, Fla., as unjust and unreasonable in 
violation of section 18 of the shipping act. Complainant asks 
rates for the future and reparation in the sum of $4,127. 

In No. 35, Dobler & Mudge vs. Panama Railroad Steamship 
Line, complainant alleges that rates on 200 cases of paper towels 
from New York to Cristobal, Isthmus of Panama, were and are 
unjust and unreasonable in violation of section 18 of the ship- 
ping act. Complainant asks rates for the future. 


SALE OF U. S. LINES 


The Trafic World Washington Bureau 


The terms and conditions on which bids for the United 
States Lines and the American Merchant Lines will be con- 
sidered by the Shipping Board have been made public. Bids 
for purchase or charter of the vessels of the two lines will be 
received up to noon, November 8. ._Bidders have the privilege 
of submitting alternative offers providing for purchase of the 
United States Lines and charter of the American Merchant Lines, 
or charter of the United States Lines and purchase of the 
American Merchant Lines, or the purchase of the vessels of 
both lines. The board invites bids from American citizens. 

In addition to the vessels of the two lines now in operation 
in the north Atlantic trade, the board’s advertisement calls for 
bids on the America, Mount Vernon and Agamemnon, ex-German 
passenger vessels, now laid up at Newport News, Va. The 
America was in operation until it was severely damaged by fire 
several months ago. The board has withheld action on re- 
conditioning of this vessel, pending the outcome of the call for 
bids on the United States Lines. President Dalton, of the Fleet 
Corporation, however, has asked the board for authorization to 
ask for bids for the immediate reconditioning of the America. 
The lowest bid received for this work was in excess of $2,000,000. 
President Dalton, however, believes that the work should be 
done for approximately $1,500,000. Insurance carried on the 
vessel would provide the money for the work. 

All bids must be accompanied by certified check in the 
sum of $100,000, payable to the Fleet Corporation. Bidders 
must present satisfactory evidence that they have the necessary 
capital to purchase and/or charter the lines and operate them 
as required by the terms and conditions. The terms of payment, 
in the event of sale, are 25 per cent cash and the balance in ten 
equal annual installments, deferred payments to bear 4% per 
cent interest. An irrevocable letter of credit payable in two 
years and bearing 4% per cent interest, may be submitted in 
lieu of the cash payment. If the vessels are chartered, the 
charter hire shall be payable monthly in advance. The min! 
mum number of voyages that must be made are set forth in 
the terms and conditions. Default in maintenance of the estab- 
lished services will subject the buyer or charterer to heavy 
penalties. For example, the purchaser or charterer of the 
United States Lines would have to pay a penalty of as high 
as $2,000,000 in case of default as to making required voyages. 
In the event of total default, the ships are to be returned to the 
board and payments made by the purchaser or charterer will 
not be recoverable. The buyer or charterer must insure the 
vessels. The terms and conditions provide that insurance shall 
be carried up to the sum of $8,400,000 on the Leviathan; UP 
to the sum of $3,360,000 on the George Washington; up to the 
sum of $2,520,000 on the Republic; up to the sum of $1,960,000 
on each of the vessels President Harding and President Roose 
velt; and up to the sum of $560,000 on each of the vessels 
American Trader, Banker, Merchant, Farmer, and Shippel- 
Performance bonds will be required as a guaranty that the 
services will be maintained as provided in the terms and col 
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THE TRAFFIC WORLD 


MUNCIE, INDIANA 


In the Center of Everything 


The center of population a few miles to the southwest. 

The center of manufacture a few miles to the northwest. 

Five trunk lines to carry people and products to all points of 
the compass—augmented by the service of electric lines. 


Muncie Malleable Foundry Company 


A typical Muncie Industrial plant manufacturing malleable castings, whose product reaches a 


trade as far as Seattle, Syracuse, and Atlanta. The stability of this industry is typical of Muncie’s 
vastly diversified industrial development. 


INDUSTRIAL MUNCIE 


Other industries of ranking importance include two which are the largest of their kind in the 
world—glass fruit jars and glass insulators, besides a hundred other institutions manufacturing prod- 
ucts which include automobile transmissions, steering gears, parts, etc., paper, auto tops, garments, 
boilers, sheet metal products, silverware, electric household appliances, household kitchen appliances, 
iron, wire, nails, structural steel, stockyards and meat products, dairy products, and many others. 


TRAFFIC INFORMATION 


Overnight freight service: 

Between Muncie and Chicago, Cleveland, Detroit, Louisville and other points. 
Less than 12-hour service: 

Between Muncie and Indianapolis, Fort Wayne, Cincinnati, etc. 


Muncie is a 90% rate point between Seaboard points. 


LABOR AND LIVING CONDITIONS 


Plentiful well trained labor for various industrial trades. Muncie citizens 97.8% American 
born; 63% own their homes. Parks and supervised playgrounds combined with municipal and private 
golf links make Muncie a good place in which to work, play and live. Educational institutions ranging 
from public, private and denominational schools to the Eastern Indiana Normal College offering four 
years of college work and B. A. Degrees. 


MUNCIE CHAMBER OF COMMERCE 


At their expense invites manufacturers to “look over’ their advantageous locations for branch 
or new industries. 


The Industrial Department of THE CHESAPEAKE AND OHIO RAILWAY will gladly furnish 
data and information on Muncie. 


K. T. CRAWLEY, 
Manager, Industrial Department, 
Richmond, Virginia 


D. C. BOY, 
Industrial Agent, 
Huntington, West Virginia 
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ditions. For the first two years of the ten years that the 
services must be maintained, the performance bond must be 
in the sum of $2,600,000; for the next two years,, $2,000,000; 
for the next two years, $1,500,000; for the next two years, $1,000,- 
000, and for the last two years, $500,000. 

Commissioner Teller, of the Shipping Board, has issued a 
statement designed to counteract reports—if any are put in 
circulation—that service by the United States Lines may be 
discontinued as the result of the board offering the lines for 
sale. In his statement the commissioner said: 


On Monday, September 20, and again on Monday, September 
27, an advertisement will be published throughout the country 
inviting offers for the purchase or charter of the steamship 
Leviathan, steamship George Washington, steamship Republic, 
steamship President Harding and steamship President Roosevelt, 
operated by the board on the United States Lines, together with 
the steamship American Trader, steamship American Banker, 
steamship American Merchant, steamship American Farmer and 


steamship American Shipper, operated for the board on American 
Merchant Lines. 


The board hopes and expects to receive, as result of this 
advertisement, a definite indication of the immediate prospect of 
transferring to responsible private American ownership the serv- 
ices which it is operating, under the requirements of the mer- 
chant marine act, 1920. The United States Lines, which has 
just observed its fifth anniversary, has become established as a 
permanent factor in the important North Atlantic European trade, 
and the board is inviting offers at this time to determine if the 
continued maintenance of the service can be insured by its trans- 
fer to private American control, under conditions guarante:2ing 
equal or superior service as furnished under Shipping Board 
operation, including provision for expansion and replacement as 
may be come necessary. 

In the publication of advertisements in the past, it has been 
the practice of agents for competing foreign lines to refer to the 
probability of discontinuance of Shipping Board services if not 
sold, or the uncertainty of their maintenance if disposed of, and 
these efforts have been especially directed toward the United 
States Lines. In the present advertisement inviting offers for 
the United States Lines, it is expected that a repetition of such 
efforts on the part of competing lines will be experienced. These 
attempts to damage American flag services are especially made 
at points distant from the shipping centers, where travellers and 
shippers are likely to be most impressed. 


Anticipating any such misstatements or false suggestions, 
the board announces that the permanence of the United States 
Lines will not be affected in the siightest degree by the invita- 
tion for bids. The confidence which has been manifested in the 
reliability and regularity of this service, as evidenced by the 
booking of a large volume of businéss~over long” periods ahead, 
will be fully justified. Passages or shipments already arranged, 
or which may be arranged, will be faithfully carried out, either 
by the board, or by the successful bidder if an award is made. 
Any change in the service will be solely by way of improvement; 
if possible, through private operation and if not possible, through 
operation by the board, 

The Shipping Board, September 21, authorized President 
Dalton, of the Fleet Corporation, to invite bids for the recon- 
ditioning of the America. Bids will be asked with the specific 
understanding that final acceptance or rejection of them will 
be delayed until after bids called for the purchase or charter 
of the United States Lines and American Merchant Lines are 
opened. President Dalton this week went to Norfolk to inspect 
the America in connection with the decision to ask for bids. 


U. S. OCEAN-BORNE COMMERCE 


American vessels in the seven months ended with July car- 
ried 33.4 per cent, by value, of domestic exports of the United 
States in foreign trade, as compared with 34.8 per cent in the 
corresponding period of 1925, according to the monthly sum- 
mary of foreign commerce issued by the Department of Com- 
merce. 

American vessels in the seven months ended with July 
carried 30.4 per cent, by value, of the imports of the United 
States, as compared with 32 per cent in the same period of 1925. 

In July, American vessels carried 33.1 per cent of domestic 
exports and 32.7 per cent of imports, as compared with 34.9 per 
cent and 31.8 per cent, respectively, in July, 1925. 

The statement as to tonnage capacity of vessels entered and 
cleared in foreign trade shows that for the seven months ended 
with July the percentage of American vessels that entered was 
35.85, as compared with 39.87 in the same period of 1925. The 
percentage of American vessels that cleared, in the same period, 
was 36.80 as compared with 39.16 in the 1925 period. 


MERCHANT MARINE INQUIRY 


The Shipping Board has appointed experts to submit re- 
ports on various phases of the merchant marine problem in 
connection with the preparation of a report for submission to 
the Senate not later than January 1, 1927, in response to the 
resolution of Chairman Jones, of the Senate commerce com- 
mittee. 

Daniel Cox, of Cox & Stevens, marine architects, of New 
York City, has been employed to prepare a comprehensive report 
on ship construction costs in the United States and in foreign 
countries. 

Dr. S. S. Huebner, of the University of Pennsylvania, rec- 
ognized as an expert on the subject of marine insurance, has 
been employed to prepare a report on marine insurance. Ques- 
tionnaires relating to that subject have been sent out by the 
board. Replies are to be held confidential. 
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Alexander R. Smith, of New York City, connected with a 
marine publication, has been employed to prepare a report on 
government aid to shipping. This report will show the history 
of ship subsidies and subventions. 

Prof. Alfred H. Haag, lecturer on international shipping in 
Georgetown University, Washington, D. C., will prepare a report 
on operating costs. 

The reports of the experts will be submitted to the board’s 
special committee and in turn that committee will submit a 
report to the board. 





OCEAN FREIGHT RATES 


The Bureau of Foreign and Domestic Commerce of the De- 
partment of Commerce has issued a pamphlet entitled “Ocean 
Freight Rates in United States Foreign Trade,’ prepared by 
A. E. Sanderson, of the transportation division. It is designated 
as Trade Information Bulletin No. 434. Copies may be had for 
10 cents. 

Julius Klein, director of the Bureau of Foreign and Domestic 
Commerce, said American business men had indicated, in 
their correspondence with the Department of Commerce, the 
need of a handy reference on the subject of ocean freight rates 
in foreign trade. He said it was the purpose of the bulletin 
to provide such a reference, outlining the structure of the rates 
and listing sources where quotations could be obtained. The 
bulletin sets forth how rates are made through steamship ocean 
rate conferences and other information as to ocean rate prac- 
tices. 


BENEFIT FOR FLORIDA SUFFERERS 


Chairman O’Connor, of the Shipping Board, returning to the 
United States on the Leviathan, appointed a committee on board 
ship to provide an entertainment for the benefit of Florida hur- 
ricane sufferers, according to a radiogram received by the 
Shipping Board, September 23, from Captain Hartley, master of 
the Leviathan. Charles E. Hughes, formerly secretary of state, 
was selected as chairman of the committee, the membership of 
which, among others, included Senator Reed, of Pennsylvania; 
Commissioner Walsh, of the Shipping Board; Will Rogers, and 
Representative Britten, of Illinois. 


HURLEY AND MERCHANT MARINE 


After a call on President Coolidge and members of the Ship- 
Ping Board this week, Edward N. Hurley, formerly chairman of 
the Shipping Board, commended the plan of the board to hold 
regional hearings to obtain the views of the public on the mer- 
chant marine. The hearings will be held as a part of the board’s 
study under the Senate resolution calling for a report as to what 
should be done to establish permanently an American merchant 
marine, either under private or government ownership. Mr. 
Hurley expects to take a prominent part in the board hearing 
that will be held in Chicago. The exact dates of the hearings 
are yet to be announced. He also expects to testify before the 
merchant marine committees of Congress at the next session on 
proposed merchant marine legislation. Mr. Hurley expressed 
the opinion that American business men would support the 
American merchant marine. 


PANAMA CANAL TRAFFIC 


In the last three fiscal years there has been a continuing 
increase in certain commodities passing through the Panama 
Canal, according to a statement issued by the War Department. 
Following is a list of some of the principal commodities, Atlantic 
to Pacific, showing an increase: 


Commodity 1924 1925 1926 
Tons Tons Tons 
Ne ee ee eee ee 79,813 96,922 108,104 
Automobiles and accessories. 120,124 145,676 171,952 
ME sade etaoe be eo 66 8 6s bees 00,925 145,604 226,092 
Paper and paper pulp........ 7,98 110,805 111,517 
WUGMINOR iis vicidoecwenseice 25,473 90,433 162,254 


From the Pacific to the Atlantic the leading commodity it 
all three fiscal years was mineral oil. However, it has show! 
a decrease in total tons shipped, figures being as follows: 


9,721,446 5,989,622 5,930,716 


Among some of the Pacific to Atlantic commodities which 
have shown a continuing increase, are: 


Cantal BAe» soos .+% co00ses 444,595 500,043 595,952 
Cold storage, meat, butter, 565 

Pe eee aa ate ce uies 167,893 248,157 314,568 
EMMNGE Suck. 3<sntdwcbubelis ies 1,824,438 2,255,421 3, 200,31 


STEAMSHIP REFRIGERATOR SERVICE 
The United Fruit Company announces that it has arranged 
to install two ice boxes in each of the two American steamers 
Santa Marta and Sixaola operating from New York to Kingsto 
Jamaica; Cristobal, C. Z.; Cartagena, Puerto Colombia and Santa 
Marta, Colombia. It is proposed to maintain the temperature 
between approximately eighteen and twenty degrees in one ° 
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A Famous Red Ball Freight Train 


No. 82 


Kansas City, Mo., to Buffalo, N.Y. 


In the photograph shown above No. 82 is departing from 
the yards at Kansas City for Buffalo, N. Y. This run of 942 
miles is made in 45% hours (actual running time)—over 20 miles 
per hour. The total elapsed time is 53 hours. 


Sctietale of No. 2- Lv. Kansas City . . 2:00 P.M. (C. T.) 
Ar. Buffalo ...... 8:00 P. M. (E. T.) 2nd day 


Red Ball Freight Trains are operated on fast and depend- 
able schedules between all principal cities. 


For complete information call on 


WABASH FREIGHT TRAFFIC AGENCIES: 


ATLANTA, GA., 620 Healey Bldg. FORT WAYNE, IND., og - Station OMAHA, NEB., 1907 Harney St. 
BIRMIN ALA., 1507 Jefferson Bank Bldg. HANNIBAL, MO., Freight Station OTTUMWA, IA., Passenger Station 
, MASS., 331 Chamber of Commerce HOUSTON, TEX., 1029 Bankers’ Mortgage Bldg. FORIA, ILL., 828 Jefferson Bldg. 
ldg. INDIANAPO LIS, "IND., 413 Roosevelt Bldg. DELPHIA, PA., 1206 Widener Bldg. 
, N. 972 Ellicott Square Bldg. KANSAS CITY, MO., 318 Railway Exchange 4 ., 1720 Oliver Bidg. 

CAGO, int. ”’McKinloch Bldg. Bldg. 

CINCINNATI, O.. 4 KEOKUK, IA., 228 Johnson St. 

CLEVELAND, O. q ROCK. ARK., 216 Gazette Bldg. 


LITTLE . 
LOS ANGELES, CAL., 930 Van Nuys Bldg. A - 
MEMPHIS, TENN.. 728 Exchange Bldg. FRA} m L., 917 Monadnock Bldg. 
MILWAUKEE, WIS., 1214 Majestic Bldg. SHATTLE, WASH., 561 Stuart Bldg. 
. MINNEAPOLIS, MINN., 616 Metropolitan Life aa ee, ILL., 802 Meyers Bldg. 
» 1716 First, National Bank Bl TOLEDO 


dg. O., 440 Spitzer Bldg 
z. MOBERLY, MO., ago Sation 1 Royal ‘Rank Bldg. 
EAST ST. LOUIS, ILI.., 211 Arcade Bldg. NEW O NS, I 


TORO. NTO, OD 110 
RLEANS, LA., 3 Hibernia Bldg. TULSA, OKLA., "319 Kennedy Bldg. 
NEW YORK, N. Y., ‘SiS. Singer Bldg. 


GENERAL OFFICES: 
RAILWAY EXCHANGE BLDG., ST. LOUIS, MO. 


Route Your Freight —CARE WABASH 
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these boxes and approximately forty degrees in the other ice box. 
With this equipment the company is able to offer fortnightly 
refrigerated cargo service to the ports as described on the reg- 
ular itinerary of these two vessels. 

The first sailing with this refrigerated service will be the 
S. S. Santa Marta from New York, September 29, followed by 
the S. S. Sixaola, October 13. 


WATER CARRIER STATISTICS 


One hundred and fifty-one carriers by water reporting to 
the Commission had an aggregate investment in real property 
and equipment of $184,120,989 for the year ended December 31, 
1925, according to selected financial and operating data com- 
piled from carriers’ reports by the Bureau of Statistics of the 
Commission. Other investments totoled $21,887,891. Cash to- 
taled $9,478,161. The net income was $12,424,954. The figures 
on other items follow: 

Material and supplies, $2,382,590; total working assets, $37,- 
834,670; capital stock, $88,201,806; unmatured funded debt, $33, 
124,518; total working liabilities, $38,058,757; accrued deprecia- 
tion, $52,870,071; total corporate surplus, $36,546,361; freight 
revenue, $83,108,755; passenger revenue, $42,275,142; operating 
revenues, $133,520,302; operating expenses, $116,553,432; tax 
accruals, $2,472,842; operating income, $14,796,572; dividends 
declared, $5,164,841; number of employes, 44,500; compensation, 
$49,198,037. 


PARCEL POST REGULATIONS 


W. Irving Glover, second assistant Postmaster General, has 
issued the following: 


It has been brought to the attention of this department that 
there is apparently an erroneous impression that Sarawak is a 
part of the Netherlands East Indies and that parcels for Sarawak 
should consequently be routed via New York. 

By reference to the item “Sarawak” on page 258 of the Postal 
Guide for July, 1926, it will be seen that parcel-post packages 
addressed for delivery in Sarawak should be forwarded to the San 
Francisco or Seattle exchange office for dispatch. 

In case of doubt as to the proper routing of parcels for for- 
eign countries, pages 240 to 262 of the current Postal Guide should 
be consulted. 

Post offices and railway post offices will please cause due 
notice of the foregoing to be taken. 

Effective at once, the office of Askifon (Crete) is designated to 
engage in the exchange of parcel-post packages between the 
United States and Greece. 

The office mentioned should be added to the list of those au- 
thorized to participate in the parcel-post service, shown on page 
288 of the annual Postal Guide for 1926. 


R. S. Regar, third assistant Postmaster-General, has issued 
the following: 


The department has recently received numerous irregularity re- 
ports showing that the postmasters at some offices are erroneously 
accepting for insurance parcels on which the value of the contents 
is displayed on the wrappers or address labels affixed to the parcels. 
The attention of postmasters is directed to the instructions con- 
tained in article 147, pages 137 and 138, of July. 1926, Postal Guide, 
which provide that the value of insured parcels should not be placed 
on the wrapper or labels affixed to the parcels. These instructions 
should be strictly complied with and parcels marked to show the 
value of the contents should not be accepted for insurance until the 
objectionable markings have been removed or thoroughly erased. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period Sep- 
tember 1-7, inclusive, was 141,096, according to the car service 
division of the American Railway Association. The average 
daily shortage was 108 cars, made up of 59 gondola, 19 hopper 
and 30 D. D. stock cars. The surplus was made up as follows: 


Box, 67,854; ventilated box, 99; auto and furniture, 8,676; total 
box, 76,629; flat, 3,995; gondola, 18,726; hopper, 14,313; total coal, 
33,039; coke, 915; S. D. stock, 11,794; D. D. stock, 2,419; refriger- 
ator, 10,974; tank, 235; miscellaneous, 916; total, 141,096. 
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Canadian roads reported a surplus of 18,186 cars, made up 
of 16,200 box, 850 S. D. stock, 750 refrigerator, and 386 miscel- 
laneous cars. 

The average daily surplus of freight cars in the period 
August 23-31 was 161,478, according to the car service division 
of the American Railway Association. No average daily short- 
age of cars was reported. Compilation of these figures were 
delayed. They were not made public by the association until 
September 18. The surplus was made up as follows: 

Box, 79,929; ventilated box, 193; auto and furniture, 8,845; 
total box, 88,967; flat, 3,655; gondola, 20,751; hopper, 18,216; total 
coal, 38,967; coke, 1,229; S. D. stock, 13,279; D. D. stock, 2,601; 
refrigerator, 11,414; tank, 299; miscellaneous, 1,067; total, 161,478. 

Canadian roads reported a surplus of 20,688 cars made up 
of 18,550 box, 875 S. D. stock, 875 refrigerator, and 388 miscel- 
laneous Cars. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended September 18 totaled 29,112 cars, as compared with 30,257 
cars (revised) the preceding week, according to the Bureau of 
Agricultural Economics of the Department of Agriculture. Ship- 
ments were reported as follows: 

Apples, 4,687 cars; cauliflower, 50 cars; cabbage, 835 cars; canta- 
loupes, 573 cars; celery, 290 cars; cucumbers, 77 Cars; grapefruit 
(imports), 157 cars; green peas, 26 cars; grapes, 7,019 cars; lemons, 
92 cars; lettuce, 716 cars; miscellaneous melons, 371 cars; mixed citrus 
fruit, 21 cars; mixed deciduous fruit, 180 cars; mixed vegetables, 634 
cars; onions, :e 005 cars; oranges, 669° cars; peaches, 1,188 cars; pears, 
1 622 cars; peppers, 82 cars; plums and prunes, 407 cars; sweet po- 
tatoes, 1, 024 cars; string beans, 10 cars; tomatoes, 1,221 cars; water- 
melons, 361 cars; potatoes, 6, 102 cars; imports, 17 cars. 


SOUTHERN CLASS RATE INVESTIGATION 


The Albany Chamber of Commerce Publicity Committee in 
No. 13494, Southern Class Rate Investigation, has asked the Com- 
mission to modify the boundaries of Group 12 shown in Appen- 
dix N and N-I so as to tranfer Albany from Group 12 to Group 
11. The object in having the transfer made is to enable Albany 
to continue its competition with Valdosta, Cordele, Tifton and 
other south Georgia points which, according to the petitioner, 
have long been on a competitive basis. 


FERTILIZER RATE CONFERENCE 


A conference between shippers and southern carriers has 
been called to convene at the Henry Grady Hotel, Atlanta, Ga., 
10 a. m., Thursday, September 30, to consider the method of 
publication of tariffs to contain revised rates on fertilizers, 
required under the decision of the Commission in docket 16295. 


NUMBER OF TARIFFS FILED 


From September 15, 1925, to September 15, 1926, there were 
filed with the Commission freight tariffs numbering 66,116, and 
passenger tariffs numbering 14,973, making a total of 81,089. 


PACIFIC CAR DEMURRAGE 


The report of the Pacific Car Demurrage Bureau for July, 
1926, shows 23,119 cars held overtime—a percentage of 07.40— 
as against 20,401—a percentage of 07.36—for July, 1925. 


ALLEGHANY BOARD FORMED 


An organization meeting to form the Alleghany Shippers 
Advisory Board was held at Pittsburgh September 17. Donald 
O. Moore, traffic secretary of the Pittsburgh Chamber of Com- 
merce, was elected general chairman; J. M. Belleville, general 
traffic manager of the Pittsburgh Plate Glass Company, vice 
general chairman, and R. E. Cook, traffic manager, H. J. Heinz 
Company, general secretary. The formal organization meeting 
of the new board will be held at Pittsburgh October 5. 





—— See 


Commission 

















Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


oes 27—Washington, D. C.—Examiner Brennan: 

* 1. & S. 2757—Vegetables from Virginia to Central Freight Associa- 
tion Territory. 

* Fourth Section Application 1074—Filed by Norfolk Southern R. A. 
In re charge transportation vegetables from points in Virginia to 
destinations in C. F. A. territory. (In connection with I. & S. No. 
2757, Vegetables from Virginia to C. F. A. nt naa 


September 27—Indianapolis, Ind.—Examiner Johnson 
1. & S. No. 2738—Class rates so Gary, Ind., “a Indiana and 
Michigan points via E. J. & E. Ry. 
1. & S. No. 2746—Spelter from Blackwell, Okla., to Greencastle, Ind. 


September 27—Washington, D. C.—Examiner Quimby: 
Valuation No. 740—In re tentative valuation of the properties of 
the Missouri, Oklahoma and Gulf Ry. Co. et al. 





Valuation No. 769—In re tentative valuation of the property of the 
Missouri, Oklahoma & Gulf Ry. Co. of Texas. 


September 27—Washington, D. C.—Examiner Kephart: 
Valuation No. 828—In re tentative valuation of the properties of the 
Missouri, Kansas & Texas Ry. et al. t 
Valuation No. 814—In re tentative valuation of the properties 0 
the Missouri, Kansas and Texas Ry. Co. of Texas et al. ! 
Valuation No. 759—In re tentative valuation of the property ° 
the Wichita Falls & Northwestern Ry. Co. 


ae 27—Raleigh, N. C.—Corporation Commission of North Care 

ina: 

Finance No. 5537—Application of Black Mountain Railway Compaty 
for a certificate of public convenience and necessity. 


September 27—Washington, D. C.—Examiner Berry: 
16160—Kanawha Black Band Coal Company et al. 
Central Ry. et al. (further hearing). 
13546—Kanawha Black Band Coal Company et al. vs. 
et al. (further hearing). 
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When Meat Was Dressed on Wall Street 


Refrigerator Cars Were Unnecessary; 
But It Is a Different Story Today. 
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Picture what is now the world center of finance 
alive with the activity of cattle pens, slaughter 
houses and all the bustle that goes with the han- 
dling and dressing of meats! 


This was the situation several centuries ago. 


Even today meat packing would be a local, a 
“hand-to-mouth” business were it not for a cer- 
tain important factor that has been introduced 
into it—the refrigerator car. 


Long ago the packer realized the importance of 
refrigerator cars in his business. Today the pro- 
gressive packer wants not merely refrigerator 
cars, but the type of refrigerator car that 


reflects credit upon his organization—clean, 
modern, mechanically efficient. 


North American Car Corporation is proud to have 
been able to meet the requirements of many of 
these packers at minimum cost. Through the 
operation of a fleet of perfectly conditioned, strict- 
ly modern cars with brine tanks and beef rails, 
North American assures packers, large and small, 
of the highest type of equipment without the cost 
of seasonal idleness, taxes, depreciation, or any of 
the other expenses that car ownership entails. 


Our folder describes this service in detail. May 
we send you a copy? 


NORTH AMERICAN CAR CORPORATION, 327 So. La Salle St., Chicago, Ill. 
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September 27—Fort Worth, Tex.—Examiner Peck: 
8293—Texas Pacific Coal & Oil Company vs. G. C. & S. F. Ry. et al. 
September 27—Chicago, Ill.—Examiner Hall. 
17573—Chas. A. Krause Milling Company vs. B. & O. R. R. et al. 
1. & S. No. 2748—Soap, Soap Powder, between points in Western 
Trunk Line and Illinois Classification Territory. 
September 27—Wichita, Kans.—Examiner Kettler: 
18259—Ziegler Brothers, successors to Ziegler and Dalton Construc- 
tion Co. vs. St. L.-S. F. Ry. 
18273—-The Vickers Petroleum Company vs. Mo. Pac. R. R. et al. 
September 27—Birmingham, Ala.—Examiner Sharp: 
18189—Birmingham Sash & Door Company et al. vs. A. & V. Ry. et al. 
September 27—Argument at Washington, D. C.: 
16826—Ann Arbor R. R. et al vs. R. & O. R. R. et al. 
September 27—Washington, D. C.—Examiner Way: 
Valuation No. 792—In re tentative valuation of the property of the 
St. Joseph Terminal R. R. 
September 27—Washington, D. C.—Examiner Walter: 
Valuation Docket No. 764—In re tentative valuation of the property 
of the Chicago Short Line Ry. 
September 28—Washington, D. C.—Examiner Davis: 
* Finance No. 5772—Application New York Central 
thority to acquire control of the Bailey Run, 
Athens Ry. by purchase of capital stock. 


September 28—Washington, D. C.—Examiner Conway: 
Valuation No. 800—In re tentative valuation of the property of the 
Champlain Transp. Co. 


September 28—Dallas, Tex.—Director Mahaffie: 

Finance No. 5679—Application of K. C. S. Ry. Co. for authority to 
———e control of the M.-K.-T. R. R. Co. by purchase of capital 
stock. 

Finance No. 5680—Application of M.-K.-T. R. R. Co. for authority 
to acquire controLof the St. Louis Southwestern Ry. Co. by pur- 
chase of capital stock. 


September 28—Washington, D. C.—Examiner Macomber: 


Valuation No. 829—In re tentative valuation of the property of 
Okmulgee Northern Ry. 


Saptenebee 28—Boulder, Mont.—Board of Railroad Commissioners of 

Montana: 
Finance No. 5595—Application Northern Pacific Ry. Co. for authority 
to abandon its Boulder-Elkhorn Branch in Jefferson county, Mont. 


September 28—Lynchburg, Va.—Examiner Hillyer: 


3 Fae * No. 2728—Tanning Extract from Lynchburg, Va., to Nor- 
olk, Va. 


September 28—Argument at Washington, D. C.: 
16457—New Jersey Lumbermen’s Committee vs. A. C. L, R. R., et al. 
16531i—Hamersley Manufacturing Co. vs. Erie R. R. 
17326—Clifton Paper Mills vs. N. Y. S. & W. R, R., et al. 
16550—Guggenheim Brothers vs. B. & O. R. R., et al. 
16748—The M. Hamm Co. vs. B. & O. R. R., et al. 


September 28—Indianapolis, Ind.—Examiner Johnson: 

18170—United Paperboard Co., Inc., et al. vs. A. C. & Y. Ry. et al. 
September 28—New York, N. Y.—Examiner Parker: 

18380—The Stevens Paper Mills, Inc., vs. P. R. R. et al. 
September 29—Tulsa, Okla.—Examiner Kettler: 

18161 (and Sub. No. 1)—Sinclair Oil & Gas Company vs. C. R, IL. 

& G. Ry. et al. 

September 29—Columbus, O.—Examiner Johnson: 

18362—Ohio Farm Bureau Federation et al. vs. A. C. & Y. Ry. et al. 
September 29—New York, N. Y¥.-—Examiner Parker: 

18295—Geo. Allison and Company et al. vs. A. C. L. R. R. et al. 
September 29—Dallas, Tex.—Examiner Peck: 

18375—Holt Company of Texas vs. C. & A. R. R. et al. 

18376—American Paint & Supply Co. vs. N. -Y. C. R. R. et al. 
September 29—Argument at Washington, D. C.: 

16645—Harbor Coaling Corp. vs. B. & O. R. R., et al. 

16651—Jacob E. Decker and Sons vs. Un. Pac. R. R. et al. 

17409 (and Sub. No. 1)—Southern Glass Co. vs. G. H. & S. A. Ry. 


et al. 
I. & S. No. 2695 and ist supplement—Brass, bronze and copper 
pigs, scrap and related articles in Official Classification 


R. R. for au- 
Sugar Creek & 


: ingots, 
territory. 
September 30—Florence, Ala.—Examiner Sharp: 
.1. & S. No. 2753—Cotton from Tennessee River Landings to New 
Orleans, La. 
September 30—Washington, D. C.—Examiner Mullen: 
a Th ahead Mail Pay-Application of Winston-Salem Southbound 
y. Co. 
September 30—Washington, D. C.—Examiner Faris: 
Valuation No. 773—In re tentative valuation of the property of 
Upper Merion & Plymouth R. R. Co. 
September 30—New York, N. Y.—Examiner Parker: 
18275—Charles Pape trading as Charles Paper & Company vs. South- 
ern Railway et al. 
September 30—Tulsa, Okla.—Examiner Kettler: 
18028—Empire Refineries, Inc., et al. vs. Santa Fe et al. 
September 30—Dallas, Tex.—Examiner Peck: 
15783—Moore Grocery Company et al. vs. Texas & Pacific Ry. et al. 
September 30—Dallas, Tex.—Examiner Peck: 
18392—-National Lead Battery Co. vs. C. M. & St. P. Ry. et al. 
18377—MacMillian Co. vs. Ocean S. S. Co. of Savannah et al. 
17628—Jacksonville Produce Company et al. vs. Beaumont, 
Lake & Western Railway et al. 
18404—B. & J. Sales Co. vs. Ft. W. & D. C. Ry. et al. 
September 30—Florence, Ala.—Examiner Sharp: 
18244—-Muscle Shoals Traffic Bureau for H. F. Young Land & Lum- 
ber Company vs. Ill. Cent. R. R. et al. : 
18245—Muscle Shoals Traffic Bureau for Whitfield Lumber “Company 
vs. G. M. & N. R. R. et al. 

Portions of Fourth Section Application Nos. 2045 et al., filed by 
Illinois Central R. R. et al., relating to rates on sawmill ma- 
chinery from New Orleans, Baton Rouge, La., Mobile, Ala., Vicks- 
burg, Miss., to Delmar, Ala., etc. 

September 30—Argument at Washington, D. C.: 
16889—Stauffer Chemical Co. of Tex. vs. H. & B. V. Ry., et al. 
16926—Allen Manufacturing Co., et al. vs. A. G. S. R. R., et al. 
16963—Automatic Gravel Products Co., et al. vs. C. R. L. & P. Ry., 


Sour 


et al. 
a x" enn Ontario Packing Co. et al. vs. O.-W. R. R. & N. Co. 
et al. 
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October 1—Washington, D. C.—Examiner Law: 
* Finance No. 3706—Excess Income of the Duluth and Iron Range 
R. R. Co. (further hearing). 
October 1—Chicago, Ill—Examiner Carter: 
1. & S. No. 2756—Bedding charges for livestock in Central Freight 
Association Territory. 
October 1—Argument at Washington, D. C.: 
% - S. No. 2709—Ex-Lake Iron Ore from Chicago to Granite City, 


1. & S. No. 2706—Brick from Illinois and Indiana to Wisconsin, 
Minnesota and Michigan. 
October 1—Dallas, Tex.—Examiner Peck: 
16529—-Texas Refining Company vs. C. R. I. & G. Ry. et al. 
October 1—Tulsa, Okla.—Examiner Kettler: 
18393—-Cities Service Oil Company et al. vs. Santa Fe et al. 


October 1—Akron, Ohio—Examiner Johnson: 
1. & S. No. 272i1—Minimum weight on Iron and Steel Pipe and 
Tubing in Official Classification territory. 
October 1—Florence, Ala.—Examiner Sharp: 
18361—Muscle Shoals Traffic Bureau for Florence Lumber Co. et 
al. vs. Ill. Cent. R. R. et al. 
18366—Muscle Shoals Traffic Bureau for Tri-Cities Produce Co. vs. 
A. & S. Ry. et al. 
October 1—Knoxville, Tenn.-—Examiner Hillyer: 
18288—Knoxville Freight Bureau et al. vs. Sou. Ry. et al. 


October 1—New York, N. Y.—Examiner Parker: 
18311—E. C. Klipstein & Sons Company vs. C. R. R. of N. J. et al. 
18357—The Nassau Lumber Company and Geo. F. Gray vs. Long 
Island R. R. Co. 


October 1—Washington, D. C.—Examiner Berry: 
17400—Appalachian Power Co. et al. vs. N. & W. Ry. 


October 2—Nashville, Tenn.—Examiner Hillyer: 
18206—Cherokee Mills et al. vs. M. L. & T. R. R. & S. S. Co. et al. 

October 4—Washington, D. C.—Examiner Molster: 

* Finance No. 5692—Application of Monongahela Ry. for authority to 
operate under trackage rights over the railroad of the Penn- 
sylvania R. R. between Brownsville Junction and Millsboro, Pa. 

* Finance No. 5693—Application of Chartiers Southern Ry. for au- 
thority to acquire control, by lease, of that portion of the Penn- 
sylvania R. R. between Besco and Crucible, Pa. 

* Finance No. 5694—Application of Monongahela Ry. for authority 
to acquire control of the Chartiers Southern Ry. and Indian Creek 
and Northern Ry. by purchase of capital stock and by lease; and 
of the Catawba Branch and a part of the Paw Paw Branch of the 
Baltimore & Ohio R. R. by lease. 

October 4—Washington, D. C.—Examiner Berry: 

t. and S. No. 2731—Minimum weight on cement, carloads, within 
Southern territory. 

l. & S. No. 2731 (first supplemental order)—Minimum weight on 
cement, C. L., within Southern territory. : 

October 4—New York, N. Y.—Examiner Parker: 

ee Metals Corporation vs. Transmarine Corporation 
et al. 


October 4—Chicago, Ill.—Examiner Hall: 
17330 (and Sub. No. 1)—Illinois Coal Traffic Bureau vs. Ark. Val. 
Interurban Ry. et al. 
*18025—Old Ben Coal Corp. vs. A. & V. Ry. et al. 
October 4—Louisville, Ky.—Examiner Sharp: 
18394—Louisville Board of Trade vs. B. & O. Chicago Term. R. R. © 


et al. 
October 4—Washington, D. C.—Examiner Kelley: : 
Valuation No. 1 6—In re tentative valuation of the property of | 


Western Pacific Ry. 


. October 4—Breckenridge, Tex.—Examiner Peck: 


16195—Chamber of Commerce, Breckenridge, Tex., et al. vs. W. F. RB. 
& Ft. W. R. R. et al. 

October 4—Chattanooga, Tenn.—Examiner Hillyer: 
18188—Hubbuch Glass Co. et al. vs. Mo. Pac. R. R. et al. 
October 4—Washington, D. C.—Examiner Conway: 

Valuation No. 785—In re tentative valuation of the property of the 

Saint Joseph Belt Railway Company. 
October 4—St. Louis, Mo.—Examiner Keeler: 

18458—Rates on petroleum and petroleum products within the terri- 
tory on and east of the Mississippi River, and south of Ohio 
River, and east of the Indiana-lIllinois State Line, and from points 
without to points within said territory. 

17280—Lone Star Gas Co. vs. A. & V. Ry. et al. 

17471—Roxana Petroleum Corp. vs. C. C. C. & St. L. Ry. et al. 

17561—American Refining Co. et al. vs. A. & R. R. R. et al. 

17911—-Arab Gasoline Co. vs. A. & R. R. R. Co. et al. 
18006—Kansas City Refining Co. vs. A. & S. Ry. et al. 
18007—Mid-Continent Refiners Traffic Assn. vs. W. & W. Ry. et al. 
18061—Transcontinental Oil Co. vs. A. & V. Ry. et al. 
18199—Standard Oil Co. (Ky.) vs. A. & V. Ry. et al. 

18253—The Texas Co. vs. A. & R. R. R. et al. 

18413—Indian Refining Co. vs. A. & V. Ry et al. 

18451—The Muscle Shoals Oil Co. et al. vs. A. & V. Ry. et al. 

18605—The Caldwell & Taylor Co. et al. vs. A. T. & S. F. Ry. et al 

18653—Empire Refineries, Inc., vs. A. T. & S. F. Ry. et al. 
18689—Ohio Valley Refining Co. vs. B. & O. R. R. et al. 
October 5—Argument at Washington, D. C.: 

Finance No. 5746—Application New Orleans, Texas & Mexico Ry. 
for authority to acquire control of the San Antonio Southern By). 
by_ purchase of its capital stock and outstanding securities ané 
indebtedness. 

October 5—Washington, D. C.—Examiner Berry: - 
1. & S. No. 2751—Cement from Fordwick, Va., to Elkin to Alleghaty 
Railroad stations in North Carolina. 
October 5—New York, N. Y.—Examiner Parker: 
18421—Federated Metals Corporation vs. C. R. R. of N. J. et al. 
October 6—Argument at Washington, D. C.: 
\. & S. No. 2455—Fruits and vegetables between Pacific Coast States 
October 6—Washington, D. C.—Examiner Rasch: 


Valuation No. 849—In re tentative valuation of th of the 
Donora Southern R. R. e property 


October 6—Argument at Washington, D. C.: 
* Finance No. 5457—Construction of Line 
dustrial Belt Ry. Co. 
October 6—Washington, D. C.—Examiner Berry: 
* 18643—Armour & Company et al. vs. A. T. & S. F. Ry. et al. 
October 6—New York.—Examiner Parker: 
18426—Federated Metals Corporation vs. Ill. Cent. R. R. et al. 
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AKRON, OH10O—The Kaickerbosker Warehouse & 
Storage Co., 86 Cherry St. 


ae, N. Y.—Albany Terminal & Security 
Warehouse Co., | Dean St. 


ATLANTA, GA.—Merchants 6. ” oes 
Warehouse Co., 169 Haynes St. 


AUGUSTA, GA.—The Hollingsworth Warehouses, 
556 Walker St. 


BALTIMORE, MD.—Baltimore Fidelity Ware- 
house Co., Hillen & High Sts. 


BANGOR, ME.—MecLaughlin Warehouse Co., 45 
Front St. 

BIRMINGHAM, ALA.—Warrant Warehouse Co., 
3500 Avenue “A.” 


BUFFALO, N. Y.—Buffalo Storage & Carting 
Co., 350 Sencea St. 


CHARLESTON, s. +—-aanate Warehouse @ 
rding Co., 16 Hasell St. 


CHATTANOOGA. TENN.—Chattanooga Ware- 
se & Cold Storage Co., 1206 King St. 


outta ahmed Wallace Transfer & 
Forwarding Co., 222 E. Front 


CLEVELAND, OH10—The General Storage Co., 
Orange Avenue Terminal 


COLUMBIA, S._C.—Columbla 
Storage Co., P. 0. Box 989 


a ey —_ Merchandise Storage 


Brokerage & 


enna ee. to adlng A Dallas Transfer & Ter- 
minal Warehouse Co., Sante Fe Bidg. 

DAVENPORT, !0WA—Ewert & Richter Express 

& Storage Co., 320 E. 4th St. 

Bayram, OH1IO—The 
Bainbridge St. 


DENVER, COLO.—Welcker Transfer 
Co., 1700 Sth St. 


Union Storage Co., 10! 
& Storage 


DES MOINES, !0WA—Merchants Transfer & 
Storage Co., 9th & Mulberry Sts. 


DETROIT, MICH.—Coe Terminal Warehouse, 607 
Shxiby Street. 


EL PASO, TEXAS—El Paso Fireproof Storage 
Co., 1126 Texas St. 


am. N. Y.—A. C. ed Storage Corpora- 
fon, 607 Rallroad Ave. 


we... N. ye 
Northern Pacific A 


FORT DODGE, (OWABrady, Transfer & Stor- 
age Co., 16th & Central Ava 


ae, WAYNE, (IND.—Petti 
se Co., 414 E. Colum 


CALIF.—State Conger Warehouse & 
Storage Co., 747 “R” S$ 


aauveston. a: ua & a Co., 
Ine., 609 85th 


GRAND a 
59 Front A 


" Transter Co., 806 


, Ware- 
FRESNO, 


‘wees, —Kent Storage Co., 


GREEN BAY, WIS.—Green Bay Transfer & 
Storage Co., 212 South Washington St. 
HARRISBURG, PA.—Montgomery & Co., 25 
South 10th St. 

HARTFORD, CONN.—Hartford Despatch & 
Warehouse Co., 249 Asylum St. 

OO s ‘aie on. Texas Warehouse Co., 


ae hee Ww. ao panei Sales & Storage 


INDIANAPOLIS, he Ve Warehouse Co., 
620 South Capito! Ave. 


JACKSONVILLE, FLA.—Union Terminal Ware- 
house Co., E. Union & lonia Sts. 


KANSAS CITY, MO.—Adams Transfer & Stor- 
age Co., 228 West 4th St. 


Ee ca OO I 
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-MENMBERS —- 


Se TENN. =~ ee Fireproof Stor- 
age Co., 612 E. Depot S 


pnt fe achowunting Storage and Trans- 
fer Co., 420 N. Larch 8&t. 
LEXINGTON, KY.—Union 


Transfer & Storage 


» Spring & Vine Sts. 












SHIPPERS 


All Chain Warehouses 
are operated with 


Low Insurance Rates 


R. R. Connections 
Cartage Facilities 





For Storage and Distri- 
bution of Merchandise 
at Equitable Rates. 





Call upon our nearest 
Representative for further 
Information regarding 
facilities in any city. 


ue es rac Warehouse Ce., 


*. ANGELES CALIF.—Uanion Terminal Ware- 
heuse Co., 731 Terminal St. 


LOUISVILLE, KY.—Lowisville Publie Warehouse 
Co., Brook & Main Sts. 

LYNCHBURG, VA.—Lynehburg Storage Ce, 
1824 Commeree St. 

MEMPHIS, TENN.—Patterson Transfer Ce., 24 
North 2nd &t. 


STORAGE - MERCHANDISE - DISTRIBUTION 


———— Oe Oe Oe. 
SSL 
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MILWAUKEE, WIS.—Hansen Storage Co., 120 
Jefferson St. 

aa ae ms Sed Warehouse 
Co., 334 N ist S 


aoene x. Warrant Warehouse Co., Water 


mB. 3... bh M. Bond Fireproof 
Storage €o., 609 Broadway 


NEW per LA.—United Warehouse Co., 
Ltd., 815 South Front St. 


NEW YORK CITY—F. GC. Linde CO., 23 Variek 
Street. 

OKLAHOMA CITY, Cis, = Transter & 
St Co., 330 West ist S 


‘orage 

OMAHA, NEB.—Bekins Omaha an & Storage, 
806 ‘South 16th St. 

PEORIA, ILi.—Federal Warehouse Co., 800 
South Adams &t. 

PETERSBURG, y™ eons Bonded Ware- 
house Corp., 22 South Market St. 

PHILADELPHIA, PA.—Merchante Warehouse 
Co., 10 Chestnut st. 

PORTLAND, MAINE—Galt Block Warehouse 
Co., 30 Commereial St. 


PORTLAND, ORE.—Holman Transfer Co., 8-12 
Front St. 


ae N. C.—Carolina fad & Dis- 

tributing Co., 108 W. Lane 

necnusten. N. cies " Qtorage Co., 
Inc., Broad Street at Oak. 

ROCK ISLAND, ag Island Transfer & 
Storage Co., 101 (7th St. 

SAN FRANCISCO, bad a gg Haslett Ware- 
house Co., 60 California 

SAVANNAH, GA.—Savannah Sain Warehouse 
& Transfer Co., Bay St. Extension & Canal. 

SCRANTON, PA.—The 
Co., 21 Bridge St. 

SEATTLE, WASH.—Eyree a & Distribut- 
Ing Co., 301 Ry. Ave, 

si0ux 7 bo. Figg bn Van & Storage 
Co., 414 Riverside Aye. 

ST. JOSEPH, MO.—Terminal Warehouses of St. 
Joseph, ine., Packers Ave. 

ST. LOUIS, MO.—MoPheeters Warehouse Ce., 
1104 North Levee. 


Quackenbush Warehouse 


ST. PAUL, MINN.—Security Warehouse Co. 
ST. PETERSBURG, FLA.—Southern Transfer & 
Storage Ce. 


le eae ~ N. ey Storage Warehouse 
TERRE a IND.—Bauermelister Terminal 
Wabash Ave, 


TEXARKANA, ARK.—Hunter Transfer Ce., 819 
E. Front St. 


TOLEDO, OHIO—Depenthal Truck & Storage 
Co., 108 Summit St. 

TULSA, OKLA.—Tulsa Storage & Transfer Co., 
8 No. Cheyenne &t. 


VANCOUVER, B. G.—Vansouver Warehouses, 
Ltd., 550 Beatty St. 

WASHINGTON, D. C.—Merehante Transfer & 
Storage Co., 920 E St. N. W. 

WHEELING, W. VA.—Union Warehouse & 
Storage Co., Main, South & i6th. 

— ‘7 1 Office & Warehouse 
Co., 143 Ne. Rook Island Ave. 

weenie rate, TEX.—Tar 


Martin 
r, Storage & Forwarding. 


» 1507 Lam 


WILMINGTON, N. C.—W. B. Thorpe & Ceo., 
ine., Water & Ann Sts. 


pa 


WORCESTER, MASS.—Bowler Storage & Sales 


Co., 81 Lafayette Street. 


1926 Directory, with Full Information Regarding Facilities 


O. V. HUKILL, Eastern Representative 
260 West Broadway 
New York City 


Phone Walker 7195 


of Each Member, Available Upon Request 





P. F. CASSIDY, Western Representative 
203 S. Dearborn St., Room 905 
PhonefHarrison 3300 


Chicago, IIl. 


"| 


» | 
pais. Ie 
apes 
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ST FREIGHT SERVIC 


a 
= 


wd all 
Between 


All Points 


in the 


East & South 
Northwest 


Western Canada 
North 
Pacific Coast 


4500 Miles ‘ : A ss ~ 2 ~f Serving “— 
of its — She ae my yO | ihe, Heart of the 


3 hs |\\ ! ye Great 
Own Lines ike! fa Pr is Northwest 


4 wares - Ds 


THE FLOUR INDUSTRY \ = x - a THE STEEL INDUSTRY 


To avoid delay, shipments fer Can- 
adian destinations must be accompan- 
ied by shippers’ export declaration 
made in triplicate. This document 
must be delivered to railroad agent at 
initial point with the shipment and ac- 
company same to Canadian port of 
entry. 


EDMONTON g 


SAULT SAINTE MARIE 


VANCOUVER 
MENOMINEE 


IMINNEAPOLIS 


ALWAYS DEPENDABLE € MANITOWOC 


SAINT PAUL 
AGENCIES 


Boston, Mass., 40 Central St. Kansas City, Mo., 738 Railway Ex. Bldg. Portland, Ore., 8rd and Pine Sts. 
Buffalo, N. Y., 409-410 Iro- Los Angeles, Cal., 530 Van Nuys Bldg. St. Louis, Mo., 2050 Railway Exch. Bldg. 
_ quois Bldg. Memphis, Tenn., Porter Bldg. St. Paul, Minn., 1112 Merchants Nat'l Bank CRICAGO 
Chicago, Ill, 707 Standard Milwaukee, Wis., 68 Wisconsin St., Bldg. “wo 
Trust Bldg. Minneapolis, Minn., Soo Line Bldg., 5th St. and Mar- San Francisco, Cal., 675 Market St. 
Chippewa Falls, Wis. . quette Ave Sault Ste. Marie, Mich. 
Cincinnati, O., 709 Traction Bldg. Mowe Wis. Seattle, Wash., 5564 Stuart Bldg. 


g- 
Cleveland, O., 915 Union Trust Bldg. pe Spokane, Wash., 1006 Old Nat’! Bank Bldg. 
Detroit, Mich., 311 Transportation Bldg. New bh: Pay Y., wee Superior, Wis. ° 
Duluth, Minn., 320 West Superior St. Omaha, Neb., 725-26 W. O. W. Bidg. Tacoma, Wash., 1113 Pacific Ave. 
Grand Rapids, Mich., 414 Lindquist Bldg. Philadelphia, Pa., Cross Bldg., Locust St. at 15th. Waukesha, Wis. 


Indianapolis, Ind., 522 Merch. Bank Bldg. Pittsburgh, Pa., 2041 Oliver Bldg. Winnipeg, Man., 603-604 Lombard Bhig. 
Our Freight House Terminals at DULUTH are Joint With Duluth, Missabe and Northern Ry. 


ROUTE YOUR FREIGHT -- - CARE SOO LINE 


MILWAUKEE 
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Manufacturing Sites and Buildings 


CHICAGO DISTRICT 


AT LOW RENTALS 














LOCATED IN 


A Modern Industrial Center Planned Especially 
For Warehouse and Factory 





Private Switchtrack from Belt Railway of Chicago 
Universal Less Than Carload Service In and Outbound 
Chicago Rate Basis 
Open Shop Labor Conditions 
Low Taxes 
Sewers, Water, Gas, Electricity and Paved Streets 


The Clearing Industrial District is now prepared to rent fenced in switchtrack 
property of any size with watchmen service for the storage of contractors equip- 
ment and miscellaneous materials for outside storage with locomotive crane 
service available at reasonable rates. 


RESPONSIBLE CONCERNS ARE INVITED TO INVESTIGATE 


WILL BUILD TO SUIT ON LONG TERM LEASE, OR 
PURCHASE CONTRACT 


The Clearing Industrial District 


OF CHICAGO 
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The Belt Railway Company of Chicago 


INDUSTRIAL DEPARTMENT 


See aaa AA te 
i ORC ae 





INN jeer lap and Small 
ISNT 


[Tlime Saver 


Ser [Rleliable 
ne |S.  [Alocommodating Action 
aa - [1 ]ndustrial Opportunities 
: [Llabor—All Kinds Available 
i [Wle Want You With Us 
2D - ~* [Allive to Your Requirements 
[eestrday, Today, pee Best 
[Co-operative Policy 
" [O]nly Forty-six Years’ Experience 


If : ff i LN 
4 ce Al Pe ai Lp | KR RE 
La A Ae a ese 


isaur So ek ee tad ian ane a service 
is an important factor in your aphineiinitiien of 
a location. 


With an experience obtained through over forty 

years of constant contact with such problems, 

we have provided ie necessary facilities which 
nable us to der such service. 


Character Service, Chicago rates applica able to 
and rs rom all locations, direct conn n d 
interchange arrangement with all trunk lines 
makes a location on The Belt Railway Company 
of Chicago none arable with one served by all 

tailroads entering Chicago. 


Our aim is to render helpful assistance and toward 
that end we place ourselves ecetien at your 
disposal. 


J. H. BROWN 
Traffic and Industrial Manager 
Dearborn Station 


Chicago 
Telephone Harrison 3690 





GMC Trucks meet all these require- 

ments of a good truck. That’s why 

they are used wherever enduring 
service-ability is needed 


Work Capacity; the ability to haul heavy 
loads in the toughest going, without any 
sacrifice of the speed which means more 
miles per day. 

Reliability; an ability to work continu- 
ously with a minimum amount of “‘time 
out” for repairs. 

Low Running Cost; that day in and out 
expense for gas, oil and tires. 

Long Life; which means more dollars 
earned per truck, 

Low Cost of Replacement Parts; <ec- 
signing parts, particularly those subject 
to wear, so that replacements can be 
made cheaply. 

Accesibility; simplified design to make 
necessary replacements easy and quick, 

Appearance, Individuality, Com- 

pleteness; so that the truck will be a mov- 
ing advertisement of the users business. 








ant 
x eal 


Unloading freight on the Ithaca Branch of the Lehigh 
Valley. GMC Trucks, as substitutes for local freight 
trains do the work quicker and cheaper 


THE TRAFFIC WORLD 7 oe 20 


- GMC TRUCKS 
Effect Notable Savings 
for the Lehigh Valley R.R. 







Baht ae eg . * , % Cree ate 
et % ot Ait kc Bee dae vererety 



































One of the GMC Trucks 
in the service of the 


- | —[LehighValley Railroad 








As a substitute for local freight trains; for 
interchanging less than car load tonnages ; 
with other roads; for literage of freight in : 
single car load lots; for split deliveries to or ; 
from steamships; connection between freight 
house and off-station lines, etc.; the Lehigh 
Valley R. R. has effected notable economies ; 
by using GMC motor trucks. ; 


The Railway Age (issue of Feb. 27) prints a 
detailed statement showing an actual saving of 
$1246, during January, by the installation of motor 
truck service on the Seneca Division between Sayre, 
Waverly and Wysox. In addition to the economies 
effected by motor trucks the Lehigh Valley has 
found it speeds up the movement of other trains on 
the line by relieving congestion. 








The fact that General Motors Trucks are used by 
the cartage agent handling this work for the Lehigh 
Valley spéaks volumes for their “performability.” 





Sold and Serviced Everywhere by Branches, Distributors and Dealers of 


GENERAL MOTORS TRUCK COMPANY 
5800-6600 W. Dickens Ave., 
CHICAGO, ILLINOIS 


A DIVISION OF YELLOW TRUCK AND COACH MANUFACTURING COMPANY 


GMC 1, 1%, and 2 ton trucks GMC Big Brute 3% and 65 ton trucks 
GMC Big Brute 4 to 15 ton Tractor Trucks Yellow Cabs Yellow Coaches 
Yellow-Knight Delivery Trucks Hertz Drivurself Cars 
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The service which a railroad is called upon 
to provide fills an important role in present- 
day life. Like the keystone of an arch, which 
helps to support the other stones in the arch, 
railway service helps to make possible all the 
other economic activities of modern civiliza- 
tion. Continuity and consistency in railway 
policy therefore provide a steadying influence 
upon business in general. 


In keeping with our conception of the im- 
portance of railway service, we endeavor to 
have the service performed by the Illinois 
Central System characterized at all times by 
the highest standards. 


Courtesy and efficiency are among the 
standards by which we measure the success of 
our efforts to perform the service demanded of 
the Illinois Central System. We consider 
them so important that we have incorporated 
them in our pledge of “Courtesy, Efficient 
Service Always,” and that pledge appears on 
our emblem as a constant reminder both to 
the public and to our organization of the type 
of service which the Illinois Central System is 
pledged to perform. 


Our railroad is further characterized by its 
contribution to the development of its terri- 
tory. The Illinois Central System is deeply 
interested in the well-being of every com- 
munity and of every industry on its lines. This 
attitude of our railroad is inspired by an en- 
lightened self-interest, because community 
prosperity inevitably brings about an increased 
demand for railway service. It is therefore 
the constant endeavor of the Illinois Central 


Standards of Service 








System to do its full part in advancing the 
interests of its territory. 
seeking new ways to do. 


This we are always 


Another characteristic of the Illinois Cen- 
tral System is frankness in dealing with the 
public. Our railroad—in common with all 
railroads—has nothing to cover up. It is en- 
gaged in performing a public service, and it is 
desirous of having the public fully and cor- 
rectly informed in regard to its plans and their 
execution. Our repeated invitation for con- 
structive criticism and suggestions is an ex- 
pression of this policy and of our confidence 
in the fairmindedness of an informed public. 





These and other progressive, constructive 
policies have won for the Illinois Central Sys- 
tem a splendid reputation, and suck® policies 
will continue to guide the management of our 
railroad. g& 


We take a justifiable pride in the splendid 
past performance of the Illinois Central Sys- 
tem, but our attention must be directed upon 
the present and the future more largely than 
upon the past. Facing the problems of the 
present and looking forward to the opportuni- 
ties of the future, we re-dedicate the Illinois 
Central System to constant improvement in 
the all-important task of public service. 


Constructive criticism and suggestions are 
invited. 
L. A. DOWNS, 
President, Illinois Central System. 


CHICAGO, October 1, 1926. 




















Merchants Bank Bldg. 


@ KANSAS CITY 
Railway Exchange Bldg 





@ INDIANAPOLIS 






Majestic Bldg. 
@ HAVANA 
Manzana de Gomez 





@ DETROIT 











Hippodrome Bldg. 


@ DENVER 
Boston Bldg. 


LEVELAND 














Southern Pacific Bldg. 
DEPT., 33 West Jackson 


@ CHICAGO—FREIGHT DEPT. @C 
@ CHICAGO—PASSENGER 








Wiggins Bldg. 


@ BUFFALO 
Ellicott Square Bldg. 


@ CINCINNATI 











Woodward Bldg. 
Old South Bldg. 








@ BIRMINGHAM 
@ BOSTON 








Union Trust Bldg. 





Healey Bldg. 
@ BALTIMORE 





@ ATLANTA 








THE TRAFFIC WORLD 


SOUTHERN PACIFIC LINES 
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Where they reach 
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Where to reach them 





Albany, Oregon 


Albany, on the main line of the 
Southern Pacific’s Shasta Route, eighty 
miles south of Portland, is a modern 
City of beautiful homes situated in a gar- 
den spot of the Central Willamette Val- 
ley. It is the center of many important 
manufacturing industries and the county 
seat of Linn 
Oregon. 


County in Western 


Linn County has a population of 26,- 
500 and an assessed valuation of -$30,- 


629,000. Approximately two-thirds of 
the tillable land is under cultivation. 
With natural productiveness of the soil, 
mild climate and abundant rainfall, there 
is available acreage sufficient for several 
thousand families. Land may be had at 
moderate prices. 


Great undeveloped resources of min- 
eral wealth and an immense stand of 
merchantable timber lie within the 
county borders. 


For information 


Write, telegraph or ’phone 
4) ‘“‘General Agent, Southern Pacific Lines’’ ® 


The Postman Knows Him 


SOUTHERN PAcIFic LINES 
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